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THE REVENUE PROBLEM 

Speaking of the Potter plan, about which little has 
been heard lately, how are those who think the law for 
areturn of five and three-quarters per cent to the carriers 
means what it says and should be complied with, going to 
get around adopting the plan or something like it? It is 
all very well to say that the law requires the Commission 
to make rates that will give the carriers, as a whole or by 
regions, a net return of five and three-quarters per cent 
on their valuation, but what about the practical application 
of that law? Does anyone believe that increases in rates 
sufficient to bring about the average return contemplated 
by the law will be granted when,*if they are granted, some 
catriers that are now prosperous will be earning much more 
than the adequate return? It is well enough to say that that 
is what the law requires, but we have many laws that are 
not enforced and it is easy enough to find reasons for de- 
laying their enforcement or not trying to enforce them. We 
believe that, if this law were actually enforced to the letter, 
there would be sufficient pressure to bring about its repeal. 
Moreover, it is not necessary to repeal it in order to avoid 
enforcing it, for the Commission, at any time it chooses, 
may lower the adequate rate of return as expressed by the 
five and three-quarters per cent figure. 









































The carriers are face to face with a condition, not a 
theory. They want more revenue. The practical question is 
how to get it. If they try to get it by general increases that 
will not only help the needy but swell the receipts of the 
Prosperous, we believe, first, that they will not get it, and, 
second, that if they do get it, the law will be so changed 
that their victory will be short-lived. It would seem to us, 
then, from the point of view of the carriers, that the wise 
thing for them to do would be to accept, if they can get it, 
‘small general increase, the proceeds of which would be 
Pooled in proportion to their needs among the roads not 
“arning the adequate rate of return. We see no other way 
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for them to get it, except, perhaps, in part, through a read- 
justment of divisions. This has been suggested, but we 
know of no plan that has been formulated to bring it about. 

As to the necessity for an increase in rates, we call 
attention to Commissioner Hall’s remarks before the Senate 
committee last week in discussing railroad consolidation. 
He said the country must face the possibility of an increase; 
rates had not increased as much as the cost of transporta- 
tion; and it might be necessary for the Commission to 
increase the five and three-quarters per cent of adequate 
return. Just what good it would do to increase the rate 
of adequate return we do not know, since the Commission 
has not yet permitted the carriers to earn the present ade- 
quate rate; perhaps Mr. Hall figures that, with the legal 
adequate rate at a higher figure, the Commission might more 
easily approach the present adequate return of five and 
three-quarters. But, however that may be, what he said 
shows how at least one commissioner feels about the situ- 
ation. 

It is a situation that bids fair to grow worse, instead 
of better, if certain present and proposed legislation becomes 
effective. The Gooding bill, if it becomes a law, will prevent 
the carriers from adding to their revenue by regaining some 
of their lost transcontinental traffic. The Hoch-Smith reso- 
lution, if complied with, will take from their revenue for 
the hauling of agricultural commodities. For these losses 
they ought, of course, to be allowed to recoup by increases 
in other directions. But will they be permitted? It seem 
to us that it is up to them to devise some revenue plan that 
will give them what they need and ought to have. Objec- 
tions to a plan because it sounds socialistic or because its 
working out would prevent some carriers that earned rev- 
enue from keeping it, are not convincing. There is nothing 
in a name and a carrier that does not get an increase at all 
is in at least as bad a fix as one that gets an increase, along 
with others, but permits the others, instead of itself, to 
profit by it. The problem, it seems to us, is to devise a 
scheme that will not arouse opposition because it swells 
the revenue of prosperous carriers, but that will materially 
help carriers that are not prosperous. Perhaps what we 
suggest is socialistic, in a measure, but so is the present law 
and so will government ownership and operation be, if that 
comes about—and_ it will come about some day if this con- 
stant fight over adequacy of revenue is not settled. 


CONGRESS AND THE RAILROADS 
Hope that the present Congress would deal sanely with 
proposed changes in the interstate commerce act, which was 
somewhat prevalent at the end of the last Congress, is not 
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going to be fulfilled, if recent developments may be taken 
as a guide. 

The fact is that there is, in the present Congress, sub- 
stantial sentiment that may be classified in two ways— 
gnti-railroad and anti-Commission. To members of .Con- 
gress who hold that the Commission is dominated by railroad 
interests, anti-railroad and anti-Commission sentiment is one 
and the same thing. It may be difficult to distinguish be- 
tween the two, for the source of the discontent manifested 
in Congress is due to a belief that the Commission and the 
railroads are not doing what they should do for certain 
groups of the shipping public. 

The demand for legislation providing for regional ap- 
pointments to the Commission, to a certain extent, grows 
out of dissatisfaction with the decisions of the Commission 
in particular cases. That is the case with respect to rates 
on coal from Pennsylvania and Ohio mines as compared 
with rates from West Virginia and Kentucky mines. Sen- 
ator Reed, of Pennsylvania, in declaring that Pennsylvania 
should have representation on the Commission, reflects the 
dissatisfaction of his constituents with the decisions of the 
Commission relating to rates on coal. 

Support ‘fori the proposed legislation requiring that 
appointments be made to the Commission from specified 
geographical districts also is found among members of 
Congress from the West who reflect the discontent—and 
who, it may be said, magnify what discontent there is on 
the subject—of agricultural producers with regard to freight 
charges. They will vote to reorganize the Commission be- 
cause they are dissatisfied with the way the Commission 
has decided certain cases. 

Passage of a bill to prevent the railroads from meet- 
ing water competition by fourth section departures is more 
probable at this session of Congress than at any preceding 
session. Here, again, the anti-Commission and anti-rail- 
road sentiment comes into play. The railroads are against 
the Gooding bill. The Commission is against the bill. What 
a fine opportunity to give them both a wallop! The wide- 
spread hysteria. for waterway development is another im- 
portant factor to be considered in connection with the Good- 
ing bill. A plausible argument may be put forward in favor 
of the Gooding bill in connection with the government spend- 
ing millions of dollars in improving waterways. The Middle 
West wants waterways. Fourth section departures, whereby 
the land carriers would be able to compete, to a certain 
extent, for traffic that the water carriers would otherwise 
handle, may be and will be held up before members of 
Congress as pernicious obstacles in the way of waterway 
development. The problem will not be analyzed to the 
bitter end. The argument for waterways and for the Good- 
ing bill will convince many members of Congress, notwith- 
standing that substantial Middle West industrial interests 
are for development of waterways and against the Gooding 
bill. Leaving the question of deciding fourth section appli- 
cations to the Commission does not set well with the mem- 
ber of Congress who is dissatisfied with the way the Com- 
mission has decided other cases. 

Sound regulation of the railroads is really at stake 
in the present Congress. If the regional appointment bill 
Is passed, it may be expected that, if a case of general appli- 
cation is decided, there will be attached the dissenting opin- 
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ions of the “representatives” of the particular regions that 
did not get what they wanted. Expeditious handling of 
cases will be seriously interfered with. The “representa- 
tives” of the various regions will have to fight it out among 
themselves before even a majority may be obtained for a 
decision. It is idle to argue that appointments to the Com- 
mission on a regional basis will not change the situation. 
If not, why is the plan proposed and why does the proposal 
have the support that it now has? If a change is not effected 
with the passage of the law, keeping in mind one of the 
principal reasons for the demand for’ passage—dissatisfac- 
tion with the present Commission—will not the master of 
the Commission try another plan to meet its requirements? 
This proposal now involves a great deal more than the 
mere desire that certain parts of the country that have 
been ignored by the President in making appointments to 
the Commission shall be considered when appointments are 
made. It involves the desire of those dissatisfied with the 
present Commission to have their “own men” on the Com- 
mission. They want cases decided “their way.” Of course, 
the inevitable outcome of the proposal would be chaos in 
the regulation of rates. 

Now is the time for those who wish to see sound 
regulation to make known their views to their representa- 
tives in Congress. This applies to the regional appointment 
proposal and to the Gooding bill. The Hoch-Smith resolu- 
tion slipped through Congress with few protesting against 
it. Passed as a measure to give relief to the farmer, it is 
now causing discontent because the relief has not material- 
ized. Discontent will follow passage of the regional appoint- 
ment bill and of the Gooding bill. Passage of these measures 
may be prevented if members of Congress are made to see 
what is really at stake. 

It seems to us that the tendency toward political rate- 
making—or, at least, political influence in the making of 
rates and transportation policies—is becoming rather more 
than less marked in Congress. The discussion that has been 
going on there with respect to coal rates is an example. 
What do the honorable senators know about coal rates, 
other than that they want their constituents to be pleased 
and they may believe what those constituents say—without 
investigating? Coal rates or any other kind of rates is an 
extremely technical subject—one of the subjects that should 
be left entirely to the Commission, supposed to be com- 
posed of men able to deal with them. We have the paradox 
in the Senate of Norris and Dill criticizing the President 
for interfering with the Shipping Board, the Tariff Com- 
mission, and so on, while other senators criticize the Com- 
mission, the creature of Congress, because its decisions with 
respect to coal rates have not suited them. We have state- 
ments on the floor of the Senate by Reed, Willis, and Ship- 
stead to the effect that the Commission has approved rates 
on coal from the non-union fields of West Virginia and 
Kentucky lower than the rates from the union fields of 
Ohio and Pennsylvania. 

The criticism by these senators of the Commission is 
not only in bad taste but is not based on knowledge of the 
subject. Take, for example, the lake cargo coal case. 
Senators have freely criticized the Commission in that case, 
though Senator Shipstead’s constituents, including the Min- 
nesota commission, insisted, in the course of the proceed- 
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ings, that what the people of the Northwest wanted was 
a wide source of supply, and they intervened in opposition 
to the efforts of Pennsylvania and Ohio to obtain a mon- 
opoly for their coal fields, based on the rule of distance. 

The lake cargo coal rates have been before the Com- 
mission no less than three times in the last fifteen years. 
The last decision was in July, 1925, and was made on a 
record of 4,500 pages of testimony, 274 exhibits, 1,500 pages 
of briefs, 30 days of hearing, and three days of argument. 
Three commissioners dissented. Two wrote separate opin- 
ions. So it would seem that the case was carefully con- 
sidered on an exhaustive record. But Reed and Willis 
are peeved because their constituents lost a law suit, and 
so they have proceeded to scold the Commission on the 
floor of the Senate. The old custom was for the losing 
litigants to repair to the tavern, get “lit up,” and cuss the 
court. 

As there are now pending before the Commission peti- 
tions of Ohio and Pennsylvania interests for reargument 
of the lake cargo coal case, the senatorial criticism is, for 
that reason, if for no other, in bad taste. West Virginia, 
Kentucky, Tennessee, and Virginia interests, opposing Penn- 
sylvania and Ohio in an attempt to hold what they have, 
are justified in looking on recent speeches and statements 
of Reed and Willis as a deliberate attempt to influence 
the Commission. Of course, two can play at the same 
game and a continuation of such tactics simply means that 
all parties to a case of this kind will bring to bear such 
political influence as they are able to muster. It will be 
unfortunate if the tendency to discuss and deal with freight 
rates on a political basis is not checked. It is bad enough 
to have general legislation, such as the Gooding bill and 
the Hoch-Smith resolution, influenced by political consider- 
ations. It will be chaos if this influence is to be extended 
to specific rates on specific commodities. 

In all this we do not mean to express an opinion as 
to the wisdom of the Commission’s decision in the coal 
rate case mentioned. Though we know much more about 
it than the senators who have been discussing it, we do 
not think we know enough about it to express an opinion. 
We are merely discussing a principle of ethics and good 
government. 


COMMISSION ORDERS 


The Commission has modified the order entered in No. 
13668, Kansas City, Mexico & Orient Divisions, on February 9, 
1925, amending the paragraph of said order reading as follows: 
“It is further ordered, That this order shall not be applicable to 
divisions of joint rates on interstate traffic which were increased 
by the arbitraries described or referred to in the aforesaid re- 
port, except from and after March 31, 1925,” by adding thereto 
the following: “Provided, however, That on and after January 
1, 1926, in no case shall the said arbitraries be included in the 
percentage base upon which the divisions shall be increased or 
decreased under the provisions of this order.” 

The Western Union Telegraph Company has been permitted 
to intervene in valuation No. 687, Tampa & Gulf Coast Railroad 
Company. 

The Lehigh Stone Company has been permitted to intervene 
in No. 17817, Chicago Gravel Company et al. vs. Santa Fe et al. 

The Commission has permitted the Pensacola Chamber of 
Commerce to intervene in No. 12798, Galveston Commercial As- 
sociation vs. Galveston, Harrisburg & San Antonio Railway et al. 

The Commission has modified the order in No. 13413, In the 
Matter of Automatic Train Control Devices, so as to provide that 
the effective date for fulfillment thereof shall be July 18, 1926, 
in lieu of February 1, 1926, with respect to the New York, Chi- 
cago & St. Louis Railroad. 

The Commission has reopened for further hearing, to per- 
mit the introduction of evidence on the subject of working 
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capital, Valuation No. 141, Wichita Union Terminal] Railwa: 
Company, the date for hearing being determined later. ’ 

The Tennessee Copper Company, Inc., has been permitteq to 
intervene in No. 17763, Roquemore Gravel Company et al. ys 
Atlanta, Birmingham & Atlantic et al.; No. 17764 and Sub. No, 
1, Dixie Sand & Gravel Company vs. Atlanta, Birmingham ¢ 
Atlantic et al, ; ; 

The Commission has denied the petition of the American 
Newspaper Publishers’ Association for leave to intervene ip No 
9200, railway mail pay. ‘ 

The Ohio Farm Bureau Federation has been permitted to 
intervene in No. 17411 (Sub-No. 2), Louisville Live Stock hy. 
change et al. vs. Akron, Canton & Youngstown et al. 

The Commission has permitted the Alabama Public Service 
Commission to intervene in No. 17489, Certain-teed Products 
Corporation vs. Aberdeen & Rockfish et al. 

The California Redwood Association, the Red River Lumber 
Company and Larsson Traffic Service have been permitted to 
intervene in No. 17558, Farley & Loetscher Manufacturing Com. 
pany et al. vs. Akron, Canton & Youngstown et al. 

The Green Bay Association of Commerce has been permitted 
to intervene in No. 17735, Omaha Cooperage Company ys. At- 
lantic Coast Line et al. 

The American Salt Company, the Barton Salt Company, the 
Carey Salt Company and Western Salt Company have been per. 
mitted to intervene in No. 17579 (and Sub-No. 1), Ruggles & 
Rademaker vs. Akron, Canton & Youngstown et al. 

Swift & Company, Plankinton Packing Company, United 
Dressed Beef Company of New York, J. J. Harrington & Co., Inc, 
Van Wagenen & Schickhaus Company and Bimbler Company 
have been permitted to intervene in No. 17797, Aaron Levy & 
Company vs. the New York Central et al. 

The Southeastern Live Stock Association has been per- 
mitted to intervene in No. 17797, Aaron Levy & Co. vs. New 
York Central et al. 

The New Orleans Joint Traffic Bureau has been permitted 
to intervene in No. 17633, Chamber of Commerce of El Dorado, 
Ark., et al., vs. Chicago, Rock Island & Pacific et al. 

The General Chemical Company has been permitted to inter- 
vene in No. 17799, Stauffer Chemical Company vs. Pacific Elec- 
tric et al. 

The Birmingham Traffic Association has been permitted to 
intervene in No. 17699 (and Sub. No. 1), Roquemore Gravel 
Company et al. vs. Atlanta, Birmingham & Atlantic et al. 

The Commission has permitted the Indiana Bituminous Coal 
Operators’ Association to intervene in No. 17806, J. R. Blair et al. 
vs. Cleveland, Cincinnati, Chicago & St. Louis et al. 

Complainant’s petition for rehearing in No. 16047, Commer- 
cial Traffic Managers of Philadelphia vs. Baltimore & Ohio et al., 
has been denied. 


OFFERS SUBSTITUTE ROUTE 


The Louisville & Nashville has applied to the Commission 
for permission to build a line from Chevrolet, Ky., to Hagan’s 
Station, Va., and to acquire trackage rights over the Interstate 
Railroad from Norton, Va., to Miller’s Yard, Va. The proposed 
construction is about 14 miles and the trackage is about 18 miles. 

This, the applicant said, would provide a direct connection 
with the Carolina, Clinchfield & Ohio and open new territory in 
the Harlan county coal field and establish a direct route to Cin- 
cinnati for merchandise. A map filed with the application shows 
a possible extension of the new construction from Hagan’s Sta- 
tion to Speer’s Ferry to a connection with the Southern and the 
Carolina, Clinchfield & Ohio. 


The Louisville & Nashville said that its application did not 
cover a connection between the Kentucky River division and the 
Carolina, Clinchfield & Ohio, as required by condition No. 2 of 
the permission granted to acquire the Carolina, Clinchfield & 
Ohio, 90 I. C. C. 113. The applicant said that a study showed 
that such a connection would not be economically feasible. It 
asked for a suspension of condition No. 2 as to that connection 
and a grant of this application as a compliance with condition 
No. 2. 

The best and only route to comply with condition No. 2, the 
application said, would cost $5,649,000 plus the capitalized value 
of the rental that would have to be paid to the Sandy Valley & 
Elkhorn. It further asserted that the Harlan connection to 
Speer’s Ferry would cost $15,683,000. It said that that would be 
a superior line but unjustified on account of the uncertainty of 
tonnage. It said that it had made an exhaustive study of the 
possible routes, having as many as 140 men in the field at one 
time going over the mountainous country and making actual 
locations of routes so as to determine the grades and curvatures 
that would be necessary and the cost thereof. 


MODIFIED PROCEDURE DOCKET 
Commissioner Meyer has suggested that No. 17642, El Paso 
Freight Bureau et al. vs. Atchison, Topeka & Santa Fe et al. 
and Sub-No. 1 thereunder, Momsen-Dunnigan-Ryan Co. et al. V8. 
Same, be placed upon the modified procedure docket. 
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— 
Melancholy Days Have Come.—This is the beginning 
of the season when, in the eyes of those who have been 
watching public servants for a long time, such humans and 
those hoping to become attaches of the pay roll, strain at gnats 
and swallow camels. In other words, nominating primaries and 
conventions are near at hand. Necessarily, the servants and 
those hoping to get jobs, make it appear the world will go to 
smash unless their views on economic propositions prevail. In 
the Senate, Mr. King, of Utah, and Mr. Norris, of Nebraska, 
politically speaking, are falling in frenzied fits, because, as they 
say, a Mr. Ward, who seems to be the baker mentioned in the 
ditty about the butcher, the baker and the candlestick-maker, 
ig organizing a two-billion-dollar food trust and President Cool- 
jdge has not called out Colonel Mitchell, the regular army and 
navy, the coastguard, the prohibition unit and the army nurses 
to squelch him. Likewise Senator Copeland, of New York, is 
showing signs of catalepsy, epilepsy or whatever the proper 
medical term may be, over the fact that Coolidge has not seized 
the hard coal mine operators by the scruff of the neck and made 
them give the miners all they demand, not only now but what- 
ever they may hereafter demand, from the pockets of the public, 
for the work they do. Norris suggests that Mr. Ward’s trust is 
going to make itself the only buyer of wheat and the only seller 
of bread, wherefore Mr. Norris, with great sarcasm, suggests 
sundry and divers things, not exceedingly coherent. However, 
how Mr. Ward is to do such things, is not yet clear. The usual 
way a man obtains all the wheat or anything else, is to pay 
more for it than somebody else is willing to pay. Nebraska 
farmers, it has been suggested, might like that and then again 
they might not. The usual way a seller gets a monopoly is to 
sell for less than anybody else, either in price or in quality, or 
both. Eaters of bread might not like that, but there is a sus- 
picion they would, even if thereby they made Mr. Ward richer 
than Midas, Croesus, Ford and Rockefeller put together. Under 
the law, however, organization of a heavily capitalized company 
is not a sin. Sin consists of the doing of something other than 
the organization of a company, wherefore the public might laugh 
were Mr. Coolidge to call out the army, navy and the other organ- 
izations before mentioned prior to Mr. Ward’s doing something. 
Selling products at prices lower than those made by competitors, 
in the practice of the Federal Trade Commission, is sometimes 
taken as meaning that the price cutter is trying to take a market 
away from those already in it—by an unfair method, for the 
creation of a monopoly. The public, generally, however, re- 
gards the one who cuts prices as its friend and prosecutions 
aimed at price-cutters, when understood, are not popular. 
Senators are also imitating whirling dervishes in denunciation 
of Secretary Mellon’s so-called aluminum trust, as if every citi- 
zen were groaning on account of burdens put upon him by reason 
of extortionate prices for the aluminum pots and pans used by 
his wife. If Mr. Ward made twenty per cent on the capitalization 
of his company, he would have a profit of $400,000,000 a year. 
Such a profit on such a capitalization, if obtained by forcing 
down the price of wheat and hoisting that of bread, it is believed, 
would land Mr. Ward and his associates in the penitentiary a 
few days after the fact became known. However, not even the 
senators who have shown the most agitation have even hinted 
that Mr. Ward was about to do anything so raw as that. Yet 
the same senators make less noise than an oyster over a move 
that is said to be going on among the railroad employes, which, 
if successful, would result in taking from the public a sum that 
has been estimated by hostile minds at $500,000,000 a year, or 
one-fourth more than the mythical profit of Mr. Ward’s food 
trust. Why the lack of noise? Mr. Ward has no votes, is the 
answer, in part. The members of the railroad units have. 
That is the rest of the answer. Farmers are not organized. 
Senators who squawk loudly for them can and do help the rail- 
toad employes take money from the farmers and other unor- 
ganized elements of society. The public is not suffering from 
_ of fuel. More coal is being mined every week than can 
e used. However, if Senator Copeland can force Coolidge to 
help the miners take money out of the pockets of the unorgan- 
lzed public, the miners may be expected to vote for Copeland 
and others who seek to help them. Representative Blanton, of 
Texas, sometimes intimates it is just as bad for the public to 
ave money taken from it by labor unions as by trusts, but 
that’s not the common creed of public servants. 





High Cost of Carelessness.—Every time there is a wreck in 
Which Dassengers are killed and there is any excuse for it, the 
Commission’s Bureau of Safety appears to deem it its duty to 
Say that the accident calls attention “to the necessity for the 
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use of an automatic train-control device which will intervene 
to stop a train when an engineman for any reason disregards 
the stop indication of an automatic block signal.” The words 
within the quotation marks are those used in the report on the 
rear-end collision between two Pennsylvania passenger trains 
near Monmouth Junction, N. J., November 12, in which nine 
Passengers and a Pullman conductor were killed, and twenty 
passengers, eleven mail clerks and four employes of the railroad 
were injured. Ifa report of the Bureau of Safety ever said an 
accident called for the imprisonment of a train crew or two 
for flagrant disregard for life and property, memory does not 
recall such a report. The report said this “accident” was caused 
by the failure of an engineman to observe and obey indications 
of automatic block signals which were partially obscured by fog 
and the failure of the flagman of the train ahead to put torpedoes 
on the track. The train ahead got the signals all right, but the 
one that plowed into its rear, the one whose engineman is held 
responsible for the “accident,” passed a caution signal without 
seeing it, the engineman said. Not having seen the signal, he 
kept on at a rate of 50 or 60 miles an hour, without bothering 
to inquire what the signal might have said. Then he and the 
fireman said they had not seen the stop signal until they were 
passing under the bridge on which it was displayed, leaving 
the inference that it was turned on just as they were passing. 
The story they told was so unconvincing that Director Borland 
was constrained to say the emergency application of the brakes 
had not been made as soon as the engineman thought he had 
made it; in other words, even after the engineman admitted 
seeing the stop sign, he continued at the great speed. In view 
of the reports indicating that a considerable number of engine- 
men and firemen do not take caution and stop signals seriously, 
a statute making it a penitentiary offense to pass a signal with- 
out knowing what it said; that is, to provide imprisonment for 
men who said they had not seen a signal, regardless of whether 
anyone was hurt or any property damaged, might help create a 
feeling that it was important for both engineman and fireman 
to know what unseen signals said. 





Modesty of Regional Representation Advocates.—One is in- 
clined to marvel at the modesty of the regional representation 
advocates for the composition of the Commission. The law 
now says there shall not be more than six of one party on the 
Commission bench. Inasmuch as in the thirty-odd years of the 
Commission no case has come before it involving a party ques- 
tion, it may be inferred that it would not hurt if further re- 
strictive provisions were placed around the President. It might 
be provided that not more than six of any one religion should 
be placed upon the bench. Going farther, it might be said that 
not more than six should be believers in any particular doctrine, 
such as trinitarianism or unitarianism, or that not more than 
six should be believers in the transmigration of the soul, or in 
cremation, or in the Cluniac reform. Each of those things have 
as much to do with rates as a man’s belief as to party, or 
monogamy, polygamy or polyandry. Of course, the addition of 
the suggested restrictions might prolong the examination of the 
man named for a commissionership, but they would enable sen- 
ators to show they had the public interest at heart, or perhaps 
public interest is not the term to be used there. At any rate 
they could be used to show something other than the thing that 
is in the heart of the average senator, namely, whether he could 
have a say in the selection of a man for a vacant commissioner- 
ship. Regional selection, it is believed, is receiving the hearty 
support of candidates for the Commission who believe if the 
field could be circumscribed a bit, their chances of appointment 
would be improved; also that of senators who, thus far, have not 
been able to win out in the nation-wide contests. 





Conservative Saxondom’s Measures.—Another effort is being 
put forth in the House of Representatives to persuade the United 
States to do what George Washington and Thomas Jefferson 
earnestly urged the American people to do away back in 1785, 
the year in which the country adopted the decimal system for 
use in the making of money, namely, the use of the decimal 
system for all weights and measures. The British empire and 
the United States are the only adherents to the old system. 
The historian who said England was the only one of the Teutonic 
states established in the territory of the Roman empire that 
retained its language and laws, overlooked its weights and 
measures, unless weights and measures are included under the 
term laws. The countries in which the Teutonic tribes had 
their homes before they went out empire smashing, long ago 
got rid of the foot, yard, ell, gallon and pound. This country 
when it adopted names for its currency, however, did not drop 
all the old names. It continued the thaler or dollar. That was 
the tribute it paid to conservatism. Thereby it emphasized its 
separation from the mother country, and super-emphasized it 
by going back of the pound for the older name for a unit of 
measure. The present effort is represented by hearings on the 
Britten bill (H. R. 10), providing for the use of the metric sys- 























































































































352 THE TRAFFIC WORLD 





tem of weights and measures on and after January 1, 1935, 
unless permission to use other weights and measures has been 
granted by the Department of Commerce or by a state depart- 
ment of weights and measures or in other instances set forth 
in the bill. The bill, like its dozens of predecessors, is attract- 
ing the attention of only those who know the burdens put on 
commerce by the uncertainty as to terms used in trade. There 
is no political glory to be had out of the move, hence the average 
member of Congress thinks of it no more than he thinks of 
efforts to reform the calendar. The bill recommends the use 
of the words “world yard” as a substitute for meter, “world 
quart” for liter and “world pound” for 500 grams in international 
transactions. That seems like a concession to Saxondom’s con- 
servatism. 





Keeping Poor Lo at Home.—Someone, probably angling for 
the Indian vote in some district, recently raised the question 
of how well the aboriginal Americans were faring in the matter 
of offices under the government established over their lands by 
the white man. The Interior Department totted up the matter 
and found there were 1,708 on the government pay roll—prob- 
ably larger than their proportionate share based on population. 
However, the Indians on the pay roll are not being subjected 
to the trials, tribulations and temptations of the nation’s capital. 
Only four are in the Indian Bureau in Washington. The 1,708 
have salaries totaling something less than $2,000,000. That is 
to say, the Indian gets an average of about $1,100 a year—about 
one-third of what is paid to a considerable number of the miners 
in the anthracite region, when they work, under the scale they 
have thus far refused to accept, on the conditions presented 
by the mine operators. There are 324 Indians on the pay roll 
in Arizona, 224 in South Dakota, 197 in New Mexico, and 219 
in Oklahoma. Montana and North Dakota are the only other 
states where more than 100 Indians are on the federal govern- 
ment’s pay roll. The report made by the Interior Department 
takes no account of Senator Curtis of Kansas, the most dis- 
tinguished Indian of them all. The people of Kansas voted him 
his place upon the pay roll, not the federal government, hence 
he is not what is usually called a government employe. 





McGinty’s Friends Continue Active——The rough sledding 
President Cooliidge is having with Commissioner Woodlock’s 
nomination and the bill enlarging the Commission so as to make 
geographical distribution of appointments to the Commission 
mandatory seem to give heart to the friends of George B. Mc- 
Ginty, secretary of the Commission, for urging his appointment. 
Senator George, of Georgia, has told Georgians that he has con- 
tinued to keep Mr. McGinty’s name in a forward place so that 
it will not be forgotten in the event Mr. Woodlock fails of 
confirmation or the membership of the Commission is enlarged. 
The fact has also been put forward more prominently than here- 
tofore that Mr. McGinty, before he became secretary, in fact if not 
in name, was really assistant to the chairman in the handling 
of the main work of the Commission; that is, the decision of 
rate cases, so that he has a familiarity with the chief function 
of the Commission far exceeding that which would come to a 
man who had devoted himself exclusively to the administrative 
work of secretary. A. we. Fi. 


SUSPENDED TARIFFS 


In I. and S. No. 2592, the Commission has suspended from 
January 31 and later dates until May 31 schedules published by 
various carriers operating in the southwest and by Jones and 
Leland. The suspended schedules propose to revise the rates 
on cotton linters and regins and cottonseed hull fiber or shav- 
ings between points in the southwest and from points in the 
southwest to destinations in the United States and Canada east 
of the Rocky Mountains. The proposed changes would result 
generally in increased rates. The following will serve to illus- 


trate: 

Cotton linters, from Little Rock, Ark., 

Present 7Proposed 

To ; | B Cc D A B Cc E 
Chicago, Il. 4 eet *88 *76 39% ~=*100 *88 = *70 79 
St. Louis, Mo.* 161% *73 *5814 27 *764% *81 *63 6614 
Kansas City, § 73 

ce’ * 8615 *74144 *62% 32 *93 *81 *63 73 
New Orleans, § 70 

EM: evactea * 76% *64144 *52% 32 *99 *87 %69 74 


A—Uncompressed. B—Compressed at carriers’ expense. C—Com- 
pressed by shippers. D—Cottonseed hull fibre or shavings, minimum 
weight 30,000 pounds. E—Un compressed linters and cottonseed hull 
fibre shavings, minimum weight 20,000 pounds. *—Any quantity. 
§—Minimum weight 20,000 pounds. j{—Rates on cotton linters any 
quantity also apply on cottonseed hull fibre or shavings any quantity. 


In I. and S. No. 2594, the Commission has suspended from 
February 1 until June 1 schedules as published in supplement 
No. 2 to Great Northern I. C. C. No .A-6123, supplement No. 1 
to Northern Pacific I. C. C. No. 8102, and various other tariffs of 
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carriers operating in Western Trunk Line territory. The Sus. 
pended schedules propose to cancel the application of the Com. 
bination rule on shipments of sand, gravel and stone, carloads 
from stations in Minnesota to points in Minnesota and Wiscon. 
sin, in constructing rates to destinations beyond to which no 
through rates are in effect, which would result in increases, Th, 
following statement of rates on sand, gravel and stone is iljys. 
trative: 


From Cloquet, Minn., to Wales, Minn., present 90, proposed 199. 
from Carlton, Minn., to Angora, Minn., present 140, proposed 170. ' 


In I. and S. No. 2591, the Commission has suspended from 
January 30 until May 30 schedules as published in Wilson’s | 
C. C. No. A-157. The suspended schedules propose to increase 
the rate on crude sulphur (brimstone), unground or unrefined 
carloads, from Baltimore, Md., to Hamilton, Ont. The followine 
is illustrative: : 


Crude sulphur, carloads, from Baltimore, Md., to Hamilton, Ont 
present 25, proposed 28. . 


In I. and S. No. 2593, the Commission has suspended from 
February 1 until June 1 schedules as published in supplement 
Nos. 13 and 14 to Atchison, Topeka & Santa Fe I. C. C. No, 
9427. The suspended schedules propose to cancel the applica. 
tion of the combination rule on shipments of sand, carloads, 
from stations in Kansas, including Lawrence, also Kansas City, 
Mo., to points in Kansas, Missouri and Oklahoma, in construct. 
ing rates to destinations beyond to which no through rates are 
in effect, which would result in increases. The following state. 
ment of rates on sand from Lawrence, Kan., is illustrative, rates 
being in cents per net ton: 


To Independence, Mo., present 110, proposed 140; Higginsyville, 
Mo., present 130, proposed 160; Laredo, Mo., present 180, proposed 210. 


PETITIONS FOR REHEARING, ETC. 


The Cudahy Packing Company and Wilson & Company, Inc., 
parties to No. 14771, John Morrell & Company et al. vs. New 
York Central et al., and consolidated cases, have asked the 
Commission for a specific finding as to the issues undecided by 
the Commission in its report of November 3, 1925, and for fur- 
ther hearing on the question of reparation, 

The defendants in No. 14121, the Jewell Company, Inc., vs. 
Santa Fe et al., have asked the Commission to reopen for pur- 
e hy argument and for modification of order dated December 

, 1925. 

The complainants in No. 15414, Marcellus & Otisco Con- 
pany, Inc., vs. New York Central, have asked the Commission 
to grant reargument. 

The complainants and interveners in No. 15199, Washington 
Publishers’ Association et al. vs. Baltimore & Ohio et al.; No. 
15229, The Evening Star Newspaper Company vs. Canadian Pa- 
cific et al., and No. 15199, Sub. No. 1, The Baltimore American 
et al. vs. Baltimore & Ohio et al., have asked the Commission to 
grant further hearing. 

The respondents in I. and S. No. 2455, Fruits and Vegetables 
between Pacific Coast points, have asked the Commission for 
rehearing and oral argument. 

Armour and Company, and its subsidiaries, complainants in 
No. 14981, Armour & Company et al. vs. New York Central, have 
asked the Commission for further hearing in No. 14771, John 
Morrell & Company et al. vs. New York Central et al., and other 
cases consolidated therewith. 

The Natchez, Columbia & Mobile Railroad Company has 
asked the Commission to reopen and reconsider finance No. 678, 
in the matter of guaranty settlement with the Natchez, Columbia 
& Mobile Railroad Company, under section 209 of the trans 
portation act, 1920. 


A. R. A. BRAKE TESTS 

With a view to bringing about greater safety and comfort 
to passengers, as well as a greater reduction in loss and damage 
both to freight and equipment, the American Railway Associa 
tion is now conducting a series of tests of train brakes. The 
purpose of the tests, which are being held at Purdue University, 
is to determine what improvements can be made in respect 
the present standard of brakes now used. The tests are bells 
conducted under the direction of H. A. Johnson, general manage! 
of the Chicago Rapid Transit Company, designated by the Amer 
ican Railway Association to take charge of the work, together 
with a corps of assistants numbering thirty engineers. There 
will be 565 tests, which will go into every phase of alr brake 
operation and are expected to require more than a year before 
it will be possible for Mr. Johnson and his assistants to formu: 
late a report to the American Railway Association. 


CHANGE IN DOCKET a 

I. and S. No. 2560 (1st supplemental order) —Commodl! 

rates to and from Gulf ports, was set for hearing February 
at New Orleans, before Examiner Koch, 
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February 6, 1926 


UNDUE PREJUDICE REMOVED 


The Commission, by division No. 1, has dismissed No. 16435, 
United Central Oil Corporation vs. Missouri Pacific et al., 
opinion No. 10940, 107 I. C. G., 1-3, finding that the establish- 
ment of a rate of 16 cents on crude petroleum, from the El Do- 
rado, Ark., district to Houston, Tex., in lieu of a former rate 
of 22.5 cents, had removed the undue prejudice and preference 
that had existed by reason of the maintenance of a rate of 14 
cents from the same district to New Orleans. A further finding 
was that the reasonableness of the 16 cent rate had not been 
impeached by the testimony presented in favor of putting 
Houston and New Orleans on a parity. ; 

Commissioner Lewis, author of the report in this case, said 
it was submitted upon exceptions by the Houston Oil Terminal 
Co. an intervener in the case, to the report proposed by the 
examiner. ‘The complainant alleged the rate of 22.5 cents 
from El Dorado to Houston was unreasonable, unjustly dis- 
criminatory and unduly prejudicial in its relation to a rate of 14 
cents on like traffic from El Dorado to New Orleans. The 
Houston Oil Terminal Co. intervened in support of the complaint. 
The Standard of Louisiana and the New Orleans Refining com- 
panies defended the rates to New Orleans and other points in 
Louisiana, 

This case was closely related to Petroleum Oil from Arkansas 
to Louisiana, 95 I. C. C. 55, in which the Rock Island and 
Missouri Pacific originating carriers, undertook to cancel the 
14-eent rate on crude, to Louisiana points. The Commission 
condemned that attempt. That rate applied on crude for 
domestic, coastwise and export movement. The adjustment on 
domestic, to Houston was different. Domestic took 22.5 cents. 

The Missouri Pacific, the report showed, had acquired con- 
trol of the Gulf Coast Lines and therefore served both New 
Orleans and Houston. The Rock Island, it also pointed out, 
participated in rates to both points, the question of undue 
prejudice and preference being therefore brought into the case. 
Commissioner Lewis considered that distance was a great, if 
not controlling factor, in the matter. In disposing of the case 
he said: 


Taking defendants’ own figures, the average distance to Houston 
is approximately 13 per cent greater than to New Orleans. On the 
other hand, the 22.5-cent rate to Houston is almost 61 per cent higher 
than the 14-cent rate to New Orleans. This spread in the rates is 
indefensibly disproportionate, the only differentiating consideration 
disclosed of record being that of distance, and an unduly prejudicial 
result to the Houston interest is shown. A rate to Houston 13 per 


cent in excess of the rate to New Orleans would closely approx- 
imate 16 cents. 


Since the submission of the case, and in Petroleum from Arkansas, 
104 I. C. C. 651, the carriers concerned sought to equalize the rates 
to New Orleans and Houston, among other points, by increasing the 
New Orleans rate, and by reducing the Houston rate, to 16 cents. 
The proposed increased rate was found not justified, and the pro- 
posed reduction was found justified. Pursuant thereto a domestic 


7. on 16 cents to Houston has been published, effective February 


As the establishment of the reduced rate removes such undue 
prejudice and preference as existed and there is no evidence that 
would tend to impeach the reasonableness of that rate, an order dis- 
missing the complaint will be entered. 


COLORADO FRUIT RATES 


The Commission, by division No. 4, has dismissed No. 15079, 
Hunter Brothers Mercantile Company et al. vs. American Rail- 
way Express Company, mimeographed, finding the express rates 
on fresh fruits and vegetables from the Farmington district in 
New Mexico to destinations in Colorado not unreasonable. It 
also found, in the report written by Commissioner Woodlock, 
that the intrastate rates on like traffic from the western slope 
district of Colorado to destinations in that state, imposed by 
state authority, not unduly preferential of that district nor unduly 
Prejudicial to the Farmington district, and not unjustly dis- 
criminatory against interstate commerce. 

As summarized by Mr. Woodlock, the complaint alleged the 
express rates on fresh fruits and vegetables from the Farming- 
‘on district in northwestern New Mexico to destinations in 

olorado were unreasonable, unjustly discriminatory and unduly 
ee in comparison with the rates prescribed by the 
pee orado commission on intrastate shipments from the fruit and 
a growing district on the western slope of the moun- 
ae in that State, to the same destinations, in violation of the 
an thifd and thirteenth sections. The New Mexico commis- 
7 intervened in behalf of the complainants and the Colorado 
Cmmission also intervened. 
largel ile vegetables were mentioned, the testimony pertained 
peta to fruits, especially tree ripened fruits, which had to be 
eted by express so as to get them into consumption before 
*Y spoiled. The haul from the Farmington district is longer 
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than from the western slope district, the time from the latter 
to Denver being 18 hours, while the time from the New Mexico 
district is about 33 hours. The fruit from the former moves 
with the current of transcontinental traffic, while much of the 
hauling from the New Mexico district is over narrow gauge 
lines. Mr. Woodlock pointed out that the growers on the west- 
ern slope were organized into cooperative marketing associa- 
tions, while the producers in the Farmington district were not, 
and suggested, although he said the fact had no probative force, 
that that might account, in some measure, for the inability of 
the Farmington producers to market profitably. He said the 
rates from the western slope were a smaller percentage of the 
first-class rates than the rates from the Farmington district, but 
he added that the western slope growers did not think of com- 
petition from the Farmington district and that the growers in 
that district did not suggest a raising of the western slope rates, 
but rather a lowering of their own. The average distance from 
the two districts to Denver, Colorado Springs and Pueblo, Mr. 
Woodlock said, was 71 miles in favor of the western slope. In 
discussing the ground upon which state-made rates might be 
condemned and in disposing of the case, Mr. Woodlock said: 


Before we can require a change in the intrastate rate estab- 
lished pursuant to an order of the Colorado commission it must ap- 
pear that the intrastate rate injuriously affects interstate commerce 
in violation of the interstate commerce act. In some cases intra- 
state rates affect interstate commerce in ways so mainfestly in- 
jurious as to make them subject to our control. In other cases the 
relation of an intrastate rate to movement of interstate commerce 
is so remote and insignificant that it may properly be disregarded. 
The decisive factor is whether or not the intrastate rate affects 
interstate commerce injuriously to a material extent. 

Defendant did not show the cost of the service. There is no 
evidence of record which would warrant a finding that interstate 
traffic from Farmington to the Colorado common points moves under 
substantially similar circumstances and conditions as does intrastate 
traffic from the western slope to the same destinations. Some facts 
of record show that such conditions are more favorable in connec- 
tion with the movement of shipments from the western slope. 

Defendant refers to a commodity express rate of $1.33 on fruits 
and vegetables from Calexico, Calif., to Los Angeles, Cailf., 230 miles, 
and also states that it has no knowledge of any interstate or intra- 
state commodity rate on fruits and vegetables in the states west 
of the Missouri River as low as the rate of $1.25 for similar dis- 
tances (that being the rate from the western slope). 

The intrastate rate of $1.25 imposed by the Colorado commission 
is 5 cents higher than the so-called emergency rate established by 
defendants in July, 1921. The evidence does not warrant a finding 
that the $1.25 intrastate rate imposes an undue burden on inter- 
state traffic. It does indicate that an increase in that rate would 
be of no substantial help to the Farmington producers. There is 
evidence that much of the traffic from the western slope which now 
moves under that rate would be lost under a higher rate, and reve- 
nues are derived, not from rates alone, but from traffic. 

We find that rates from the Farmington district assailed are 
not unreasonable. We further find that the intrastate rate pre- 
scribed by the Colorado commission has not been shown to be unduly 
preferential of the western slope, nor unduly prejudicial to the 


Farmington district, nor unjustly discriminatory against interstate 
commerce. 


W. T. L. FOURTH SECTION RELIEF 


The relief granted, by fourth section order No. 9242, Class 
and Commodity Rates Between Western Trunk Line Territory 
and Points West of the Missouri River, opinion No. 10908, 104 
I. C. C. 578-602 (See Traffic World, January 30), was based on 
application Nos. 1860, 1842 and 1862 by Hosmer to protect 
departures in respect of class and commodity rates from, to, or 
between St. Louis, Peoria, Chicago and Twin Cities and points 
taking the same rates or rates based thereon, on the one hand, 
and destinations in Arkansas, Colorado, Kansas, Missouri and 
Nebraska on the other, as described in tariffs named in them; 
No. 3024, filed by the Union Pacific to protect departures 
on hay and straw at points in the territory described, by itself 
or connections, of which the Milwaukee was the only one that 
asked relief; and No. 4220, a blanket application by the Missouri 
Pacific and its connections. Consideration of departures in con- 
nection with No. 1842, the report was written by division No. 4, 
said was limited to departures in rates on sugar at points on 
the Santa Fe described in the report. In general, the report said: 


The rates as to which applicants are asking for forth-section re- 
lief, at the present time, apply between the general territory lying 
east of the Mississippi River from St. Louis, Mo., to St. Paul, Minn., 
south of an irregular line from St. Paul to Lake Michigan, west of 
the west bank of Lake Michigan and a line just east of the Indiana- 
Illinois state line to West Dana, Ind., and north of a line extending 
thence in a southwesterly direction to St. Louis, on the one hand, 
— points in Missouri, Kansas, Nebraska, and Colorado, on the 
other. 

The territory on and east of the Mississippi River is divided into 
a number of groups, the rates to and from Group 1 (the St. Louis 
group) being the basic rates. The rates to and from other groups 
are made differentials over Group 1, except that to and from the 
group east of St. Paul, of which Eau Claire is about the center, 
rates are made certain arbitraries over Group 3 (the Chicago group). 
The small group south of Group 4, of which Winona, Minn., is 
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reprepentative, takes either Group 3 or Group 4 rates, whichever 


are lower. umerous exceptions to this adjustment, resulting, 
it is alleged, from commercial competition, have been made as 
to rates on various manufactured commodities on westbound traf- 
fic by applying from certain points in higher rated groups the 
rates of the lower rated groups. This condition also exists with re- 
spect to rates to and from Missouri River points, points in Okla- 
homa, and Colorado and Utah common points, published in other 
tariffs and covered by applications not considered herein. Appli- 
cants state that rates to and from points in central and eastern 
trunk-line territories, which are made by combination on Mississippi 
River corssings, will also be affected by the disposition of these 
applications. 

Fourth-section departures in the territory east of the Mississippi 
River result from the movement of traffic over circuitous routes from 
or to points in lower rated groups through points in higher rated 
groups. The rates over the direct routes are said to conform gen- 
erally to the long-and-short-haul rule. The carriers which offered 
evidence in justification of existing fourth-section departures are 
the Chicago, Burlington & Quincy, the Chicago, Milwaukee & St. 
Paul, and the Illinois Central. Fourth-section departures existing 
in the territory west of the Mississippi River are due to local con- 
ditions peculiar to the respective lines operating in that section. 

No shippers appeared in opposition to the applications. A repre- 
sentative of the chambers of commerce of several of the Missouri 
River cities appeared in support of the relief sought, but was not 
prepared to offer any evidence. 


The order, which alone can show the extent to which relief 
is denied and the extent to which it is granted, except the purely 
formal parts, is as follows: 


It is ordered, That those portions of the above-numbered applica- 
tions by which the Chicago, Burlington & Quincy Railroad Com- 
pany seeks authority to continue to maintain rates on manufactured 
articles as described in said applications, from Rockford and De 
Kalb, Ill., to points west of the Missouri River, which are lower 
than rates on like traffic from intermediate points on its line over 
its route in connection with the Chicago, Milwaukee & Gary Railway, 
be, and the same are hereby, denied, effective May 25, 1926. 

It is further ordered, That the Chicago, Milwaukee & St. Paul 
Railway Company and the Illinois Central Railroad Company and 
their interested connections be, and they are hereby, authorized to 
continue and maintain rates on classes and commodities between 
St. Louis, Mo., Peoria and Chicago, Ill., and St. Paul and Minne- 
apolis, Minn., and other points in Minnesota, Wisconsin, Indiana, 
Illinois, Iowa, and Missouri grouped therewith or included within 
related groups as described in the report made a part hereof, on 
the one hand, and points in Arkansas, Colorado, Kansas, Missouri, 
and Nebraska on the other, the same as the rates contemporaneously 
in effect over other routes operating between the above-described 
points, but not lower than the present between said points, and 
to maintain higher rates at intermediate points in said groups in 
those instances where the lines or routes of the said Chicago, Mil- 
waukee & St. Paul Railway and the Illinois Central Railroad op- 
erate to or from a lower rated group through a higher rated group, 
provided, (1) that rates at the said intermediate points shall not 
exceed rates in effect over other routes from or to the said higher 
rated intermediate groups; (2) that rates at the said intermediate 
points shall not be increased except as hereafter may be authorized 
by this commission, and shall in no case exceed the lowest combina- 
tion; (3) that the rate on any commodity from or to any intermediate 
point in the said higher rated intermediate groups shall not ex- 
ceed the rate on the same commodity from or to any more dis- 
tant point by more than the difference by which the rate to or from 
said intermediate point on the class to which the commodity belongs 
exceeds the corresponding class rate from or to the said more dis- 
tant point; and (4) that the relief herein granted shall not apply 
in those instances where the lines or routes of the applicants are 
more than 60 per cent circuitous. 


It is further ordered, That the St. Louis-San Francisco Railway 
Company and its interested connections be, and they are hereby, 
authorized to continue and maintain rates between points in Groups 
1, 2, and 3, as described in the said report made a part hereof, on 
the ‘one hand, and points on its line between St. Louis, Mo., and 
Kansas City, Mo., via Nichols, Mo., on the other, the same as the 
rates contemporaneously in effect between the same points over com- 
peting lines, but not lower than the present rates between the said 
points, provided, (1) that the rates at intermediate points affected 
shall in no case exceed the lowest combination, and shall not be 
increased except as may hereafter be authorized by this commission, 
and (2) that the rate on any commodity from or to any intermediate 
point affected shall not exceed the rate on the same commodity from 
or to the more distant point by more than the difference by which 
the rate from or to the said intermediate point on the class to which 
the commodity belongs exceeds the corresponding class rate from or 
to the said more distant point. 


It is further orderd, That those portions of the above-numbered 
applications by which the St. Louis-San Francisco Railway Com- 
pany seeks authority to continue rates from and to points on the 
Atchison, Topeka & Santa Fe Railroad, north and west of Kansas 
ar Mo., be, and the same are hereby, denied, effective May 25, 


It is further ordered, That the Union Pacific Railroad Company 
and its interested connections be, and they are hereby, authorized to 
continue and maintain class and commodity rates from, to, or be- 
tween (according as the rates are published) points in Groups 1, 
2, 3, and 4, as described in the said report made a part hereof, on 
the ‘one hand, and points on its lines extending from Council Bluffs, 
Iowa, to St. Joseph, Mo., Leavenworth, Kans., and Kansas City, 
Mo., and from Omaha, Nebr., to Norfolk, Nebr., on the other, the 
same as the rates contemporaneously in effect from, to, or between 
the same points over competing lines but not lower than, the present 
rates between the said points, and to maintain higher rates at inter- 
mediate points on the lines of the Union Pacific Railroad in Kansas 
and Nebraska, provided, (1) that the rates at the said intermediate 
points shall not exceed the lowest combination and shall not be 
increased except as may hereafter be authorized by this commission; 
(2) that the rate on any commodity from or to any of the said 
intermediate points shall not exceed the rate on the same commodity 
from or to a more distant point by more than the difference by 
which the rate to or from said intermediate point on the class to 
which the commodity belongs exceeds the corresponding class rate 
from or to the said more distant point; (3) that the relief herein 
granted shall not apply in respect of rates between any point in 
the said groups, on the one hand, and any of the said intermediate 
points on the Union Pacific Railroad, on the other, where the haul 
over the applicant’s route between the said points is not longer than 
that of the direct line or route between the same point in any of 
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said groups, on the one hand, and the competitive point in 
and/or Nebraska on the other; and (4) that the relief herein panes 
8 not apply in any instance where the route via the Union Pa- 
cific Railroad between competitive points is more than 60 per cent 
longer than the direct line or route between the same points. 

It is further ordered, That the Chicago, Rock Island & Pacific 
Railway Company and its interested connections be, and they are 
hereby authorized to continue and maintain class and commodity rates 
from, to, or between (according as the rates are published) points in 
Group 1, 2, 3, and 4 and points basing thereon as described in the 
said report made a part hereof, on the one hand, and points in Kan- 


sas and Nebraska on its line extending from Council Bluffs, Iowa 
to Kansas City, Mo., Leavenworth, Kans., Atchison, Kans., and g;' 
Joseph, Mo., on the other, the same as the rates contemporaneously 


in effect from, to, or between the same points over competing lines 
but not lower than the present rates between the said points, and to 
maintain higher rates at intermediate points on the lines of the 
Chicago, Rock Island & Pacific Railway in Kansas and Nebraska 
provided, (1) that the rates at the said intermediate points shaji 
not exceed the lowest combination and shall not be increased except 
as may hereafter be authorized by this commission; (2) that the 
rate on any commodity from or to any of the said intermediate points 
shall not exceed the rate on the same commodity from or to a more 
distant point by more than the difference by which the rate to or 
from said intermediate point on the class to which the commodity 
belongs exceeds the corresponding class rate from or to the said more 
distant point; (3) that the relief herein granted shall not apply in 
respect of rates between any point in the said groups, on the one 
hand, and any of the said intermediate points on the Chicago, Rock 
Island & Pacific Railway on the other, where the haul over the appli- 
cant’s route between the said points is not longer than that of the 
direct line or route between the same point in any of the said groups 
on the one hand, and the competitive point in Kansas and/or Ne- 
braska on the other; and (4) that the said relief shall not apply in 
any instance where the route via the Chicago, Rock Island & Pacific 
Railway between the competitive points is more than 60 per cent 
longer than the direct line or route between the same points. 

It is further ordered, That the Atchison, Topeka & Santa Fe 
Railway Company and its interested connections be, and they are 
hereby, authorized to continue and maintain rates between points in 
Groups 1, 2, 3, and 4, as described in the said report made a part 
hereof, on the one hand, and points on its line, Girard, Kans., to 
Joplin, Mo., both inclusive, on the other, the same as the rates con- 
temporaneously in effect over competing lines between the same points 
but not lower than the present rates between the said points, and 
to maintain higher rates at intermediate points on the line of the 
Atchison, Topeka & Santa Fe Railway, Girard, Kans., to Joplin, 
Mo., provided, (1) that the rates at the said intermediate points 
shall not exceed the lowest combination and shall not be increased 
except as may hereafter be authorized by this commission; (2) that 
the rate on any commodity from or to said intermediate points shall 
not exceed the rate on the same commodity from or to a more dis- 
tant point by more than the difference by which the rate to or from 
said intermediate point on the class to which the commodity belongs 
exceeds the corresponding class rate from or to the said more dis- 
tant point; and (3) that the relief herein authorized shall not apply 
in respect of rates between any point in the said groups, on the 
one hand, and any intermediate point on the line of the Atchi- 
son, Topeka & Santa Fe Railway south of Kansas City, Mo., on the 
other, as to which the haul via the applicant’s route between the 
said points is not longer than that of the direct line or route between 
the same point in any of the said groups, on the one hand, and 
any of said competitive points in Kansas or Missouri on the other. 

It is further ordered, That the Missouri, Kansas & Texas Railway 
Company be, and it is hereby, authorized to continue and maintain 
class rates to and from points in Groups 1, 2, 3, and 4, as described 
in said report made a part hereof, on the one hand, and Joplin, Mo., 
and Galena and Columbus, Kans., on the other, the same as the 
rates contemporaneously in effect over competing lines but not 
lower than the present rates between the said points, and to main- 
tain higher rates at intermediate points, provided, (1) that the rates 
at the said intermediate points shall not exceed the lowest combina- 
tion and shall not be increased except as may hereafter be author- 
ized by the commission; and (2) that this relief shall not apply in 
respect of class rates from and to any point in the said groups, on 
the one hand, and any intermediate point on the line of the Mis- 
souri, Kansas & Texas Railway south of Kansas City, Mo., on the 
other, as to which the haul via the applicant’s route between the 
said points is not longer than that of the direct line or route between 
the same point in any of the said groups, on the one hand, and any 
of said competitive points in Kansas or Missouri on the other. 


It is further ordered, That those portions of the said applications 
by which the Missouri, Kansas & Texas Railway Company seeks 
authority to continue and to maintain commodity rates from and 
to points in the said groups, on the one hand, and Joplin, Mo, 
Galena and Columbus, Kans., on the other hand, be, and the same 
are hereby, denied, effective May 25, 1926, provided, that in those 
instances in which applications for authority to continue any of 
the said commodity rates shall have been filed with this commis- 
sion within 60 days from the date of the service of this report, 
showing rates on commodities which applicant desires to contine 
at competitive points with corresponding rates at intermediate points 
at which it is proposed to maintain higher rates and other informa- 
tion required by fourth-section order No. 8900, in connection there- 
with, the rates included in and covered by such applications at | 
be continued until the said applications shall have been determined. 

It is further ordered, That the Missouri Pacific Railroad Company 
be, and it is hereby, authorized to continue and to maintain = 
rates from, to, or between points in Groups 1, 2, 3, and 4, as a 
scribed in the said report made a part hereof on the one hand, an 
Springfield and Aurora, Mo., on the other, the same as the — 
contemporaneously in effect via competing lines from, to, and - 
tween the same points, but not lower than the present rates wes 
the said points, and to maintain higher rates at intermediate polas 
on the lines of the said Missouri Pacific Railroad, provided, o 
that rates at the said intermediate points shall not exceed the ag 
combination and shall not be increased except as may hereafter y 
authorized by the commission; (2) that this relief shall not — 
in respect of rates between any point in said groups, on the fic 
hand, and any intermediate point on the line of the Missouri eo 
Railroad south of Kansas City, Mo., on the other, as to W ~~ 
haul via the oy route is not longer than that of the en 
line or route between the same point in any of the said grt eo 
on = one hand and any of said competitive points in Missour 
the other. ‘ 

It is further ordered, That those portions of the said applicatiogs 
by which the Missouri Pacific Railroad Company seeks eurners LY ne 
continue and to maintain commodity rates with respect to the aoe 
hereinbefore described be, and the same are hereby, Geniet, e ii: 
tive May 25, 1926, provided, that in those instances in which apP 
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cations for authority to continue any of the said commodity rates 
shall have been filed with this commission within 60 days from _ the 
gate of the service of this report, showing the rates on commodities 
which petitioner desires to continue at competitive ints with 
corresponding rates proposed to be maintained at intermediate points, 
together with other information in connection therewith as required 
py fourth-section order No. 8900, the rates included in and covered 
by such applications may_ be continued until the said applications 
shall have been determined. 

It is further ordered, That the Kansas City Southern Railway 
Company and its interested connections be, and they are hereby, 
authorized to maintain rates on classes and commodities between 

ints in groups as described in the said report made a part hereof, 
on the one hand, and competitive points on the Kansas City Southern 
Railway north of Gulfton and Eve, Mo., not including Kansas City, 
Mo, on the other, over the route of (1) the Missouri, Kansas & 
Texas Railway, Eve, Mo., and the Kansas City Southern Railway, 
and over the route of (2) the St. Louis-San Francisco Railway, 
Guifton, Mo., and the Kansas City Southern Railway, the same as 
the rates contemporaneously ni effect over other routes operating 
between the above-described points, but not lower than the present 
rates between the said points, and to maintain higher rates at inter- 
mediate points, provided, (1) that the rates at the said intermediate 
points shall in no case exceed the lowest combination and shall not 
be increased except as may hereafter be authorized by this commis- 
sion; (2) that commodity rates applying on interstate traffic at the 
said intermediate points shall not exceed the rate at the next more 
distant points by more than the difference existing between the cor- 
responding class rates on the class to which the commodity belongs, 
and (3) that rates at any of the said intermediate points shall not 
exceed the ——— rates from or to, as the case may be, Gulfton 

or Eve, Mo. 
me is further ordered, That, except as to the relief heretofore 
granted, and except as relief has heretofore been authorized by 
permanent orders of the commission, all other and further relief 
prayed by the said applications Nos. 1842, 1860, 1862, 3024, and 4220, 
or portions thereof considered in this proceeding be, and the same 
is hereby denied, effective May 25, 1926. 

It is further ordered, That all relief previously authorized by the 
commission which conflicts in any way with the findings herein be, 
and the same is hereby, rescinded. 

The commission does not hereby approve any rates that may be 
fled under this authority, all such rates being subject to complaint, 
investigation, and correction if in conflict with any provision of the 


act. 
And it is further ordered, That rates revised in accordance with 
the terms of this order shall be made effective on statutory notice. 


FACTORY REFUSE RATES 


The Commission, by division No. 3, in I. and S. No. 2515, 
Ashes and Cinders Between Points on the Indiana Harbor Belt, 
mimeographed, has found not justified the proposal to increase 
the rate on manufacturing-plant refuse, including ashes and cin- 
ders not having value for construction purposes, from $8.10 per 
car to $12, the latter being the rate on ashes and cinders having 
value for construction purposes. The tariffs at present distin- 
guish between refuse having value for construction purposes 
and refuse having no such value. In Ashes and Cinders, 98 I. 
C. C. 168, the report said, the respondent sought to increase the 
rates on cinders, without regard to that distinction, to 2.5 cents 
per 100 pounds. At the hearing, the report said, the respondent 
said it did not contemplate any change in the $8.10 rate and 
consented to an order requiring cancellation of the proposed 
increased rate, the Commission finding the proposal to increase 
the rate on the refuse ashes not justified. 

A cost study resulted in finding that the average cost of 
handling industrial business on its line, the respondent said, 
amounted to $17 per car, and that, therefore, it lost about $9 a 
car in the hauling of cinders. 

Proposals to increase the intrastate rates in Indiana and 
Illinois were heard with the interstate case. It was agreed that 
the record in this case should be the record in the Illinois case 
and that the disposition made by the federal Commission should 
be the disposition made in the Indiana case. 

After discussing the contentions about points in the cost 
study, the Commission said: 





From the rate comparisons introduced in this case there ap- 
Pears to be no uniformity in the rates provided for the movement 
of refuse cinders in the Chicago district. A large part of respond- 
ent's evidence is an attempt to prove that the rate of $8.10 is non- 
lonbensatory by a showing that the revenue derived therefrom is 
roy than the average cost of handling all traffic, but the record fails 
. See comparison of the average amount of service performed 
b er the $8.10 rate with the average amount of service performed 
- all traffic. We are not convinced that for the movement described 
9 Ypical the present rate is confiscatory or unremunerative. Bear- 
: = a mind the worthless character of the commodity and the un- 
pe cting conditions incident to its transportation a charge of $8.10 
pe sufficient for a movement of less than three miles. The time 
pe a for its performance is computed on the assumption of the 


cessi unfavorable condition of car supply, and even so appears ex- 
SS ™ for economic operation. 
mane may be instances not explained in this record where the 


spond rate is inadequate for the service performed or where re- 
with _ could justify mantenance of higher specific rates, in line 
py ose published by other carriers for similar services, in order 
peting thee this undesirable traffic from being diverted from com- 
rant nes to points on its own road. Such situations do not war- 
of the general increase in the rate for all movements to the basis 
seine rate applying on cinders having value for construction pur- 





CONTROL DEVICE APPROVALS 


wine Commission, by division No. 1, in No. 13413, the auto- 
alle train control device case, Sub-No. 9 (mimeographed) after 


Mspection and t ‘ 
tion of the tn has approved, with exceptions, the installa 








ue Safety Control & Signal Corporation on the. 
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Creston division of the Chicago, Burlington & Quincy. It has 
prescribed requirements in respect of apparatus and operation 
with which the carrier is expected promptly to comply. 

The Commission, by division No. 1, in No. 13413, the auto- 
matic train control device case, Sub-No. 10 (mimeographed), 
after inspection and test, has approved, with exceptions, the in- 
stallation of the Sprague Safety Control & Signal Corporation, 
on the Minot division of the Great Northern. It has prescribed 
requirements, in respect of apparatus and operation, with which 
the carrier is expected promptly to comply. 


EQUIPMENT TRUST AUTHORIZED 

The Commission, by division No. 4, in finance docket No. 
5303, Baltimore & Ohio Equipment Trust, Series C, mimeo- 
graphed, had authorized the Baltimore & Ohio to assume obli- 
gation and liability in respect of $8,370,000 of Baltimore & Ohio 
trust series C certificates, to be issued by the Girard Trust Com- 
pany, under an agreement dated February 1, 1926, and sold at 
not less than 97 per cent of par and accrued dividends, in con- 
nection with the procurement of equipment. That equipment is 
to consist of 25 locomotives, 4,000 box cars, 1,000 hopper cars 
and five dining cars, all at an estimated cost of $11,191,667. In 
case the actual cost of the equipment should be less than the 
estimates, additional equipment may be acquired subject to the 
proposed trust. 

Chairman Eastman dissented for the reasons set forth in 
his dissent in New York Central Lines Equipment Trust of 
1925, 99 I. C. C. 121. 


ACQUISITION AUTHORIZED 


The Commission, by division No. 4, in finance dockets No. 
4871, No. 5053 and No. 5052, mimeographed, has authorized the 
Seaboard Air Line to acquire control of the Tavares & Gulf Rail- 
road Company by purchase of stock; the Tavares & Gulf to 
issue $425,000 of first mortgage 5 per cent gold bonds; and the 
Seaboard to assume obligation and liability, as guarantor, in re- 
spect of that issue of bonds in connections with the purchase of 
the stock of the Tavares & Gulf, all pursuant to a contract dated 
January 11, 1925. 

The main line of the road to be acquired by the Seaboard 
extends from Ellsworth Junction to Ocoee, Fla., a distance of a 
little more than 28 miles. Part of the territory, the report said, 
was served by both the Tavares and the Atlantic Coast Line, 
which used some of the track facilities of the little road at 
Tildenville and Clermont. Contingently objecting citurs fruit 
growers’ associations desired to. have continued that use of 
facilities. They opposed control if the present use of the tracks 
of the Tavares were to be discontinued. 

Chairman Eastman, dissenting, said that, in his judgment, 
this acquisition, in substance and practical effect, was a con- 
solidation. 


JONES & LAUGHLIN CASE 


The Trafic World Washington Bureau 


An order directing the railroads to put into effect rates 
on iron and steel articles in accordance with its decision in the 
Jones & Laughlin case, 96 I. C. C. 682, is expected, in a relatively 
short time, from the Commission by those who have kept in 
touch with that case since the issuance of the report and order 
in April, 1925. The carriers have notified the Commission that 
they will not publish rates in accordance with the scale men- 
tioned in that case except upon definite order from it. The last 
extension granted by the Commission will expire February 25. 
Inasmuch as the railroads, in the last postponement of the 
effective date were required to file on statutory notice, they 
should have had their tariffs in the hands of the Commission 
before the end of January. 

The carriers told the Commission they would not file, ex- 
cept in response to an order, on account of conflict of interest 
among themselves. There is a similar conflict of interest among 
the steel shippers and some part of the determination of the 
carriers not to comply except upon specific order from the Com- 
mission is attributed to opposition on the part of iron and steel 
interests. 

Issuance of a specific order, at the time this was written, 
was regarded as the only possible outcome because the Com- 
mission, some time before the day on which the carriers should 
have filed their tariffs, had they intended to comply with the 
latest outstanding postponement, denied all petitions looking to 
further proceedings, such petitions having been filed by both 
sides, for there is dissatisfaction with the decision on both sides 
of the line. The thought, at the time this was written, was 
that the Commission would issue an order to carry out in full 
the decision made last spring. Modification was deemed out of 
the question, because the Commission had refused all the peti- 
tions for further proceedings. The inference from that was that 
it was satisfied with what it had done and determined to put 
its views into effect. 
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TEXARKANA LEASE CASE 


Examiners A. C. Devoe and R. M. Brown, in a report on 
finance docket No. 5212, Lease of Line by Kansas City Southern 
Railway, and No. 5213, Bonds of Texarkana & Fort Smith Rail- 
way, recommended approval of the acquisition, by the Kansas 
City Southern, of control, by lease, of part of the railroad of the 
Texarkana & Fort Smith; of a grant of authority to the Tex- 
arkana & Fort Smith Railway Co. to issue $5,591,000 of first 
mortgage 51% per cent gold bonds, those bonds to be exchanged 
for a like amount of 30-year general first mortgage 5 per cent 
gold bonds or sold at not less than 95 per cent of par and 
accrued interest; and that authority be granted to the Kansas 
City Southern to assume obligation and liability as guarantor 
of the bonds so to be issued. 

These applications are for permission to make a formal 
lease of the property of the Texarkana in Arkansas to the 
Kansas City Southern, the owner of the Texarkana. The parent 
company, since 1900, the report says, has been operating the 
Texarkana’s lines in Arkansas under an informal, unwritten 
arrangement between the parent and the subsidiary. It is now 
proposed to enter into a formal lease, to be dated as of August 1, 
1925, for a term of twenty-five years. 

The Texarkana has matured bonds totaling $5,591,000 out- 
standing. They are owned by the parent company and are 
pledged under its first mortgage. In connection with the formal 
lease, it was proposed that the Texarkana should issue $10,000,- 
000 of bonds under a new mortgage authorizing a total issue of 
$15,000,000, the issue to be used for retiring the matured bonds 
and to reimburse the treasury for capital expenditures since 
January 1, 1900. 

The examiners said the Commission should limit the issue 
of bonds to an amount necessary to retire the matured bonds. 
They s2id the issue in excess of the amount needed for retire- 
ment would increase the fixed charges of both companies and 
the funded debt of the Texarkana and the system without a 
corresponding public interest. They said the benefit arising 
from the issue would accrue to the controlling company rather 
than the Texarkana. Therefore they said the relation between 
the capital assets and the capitalization of the Kansas City 
Southern system should be considered when an increase of 
$4,409,000 was proposed in the outstanding funded debt, that 
sum being the difference between the amount needed for re- 
funding and the amount of the proposed issue of $10,000,000 of 
bonds. They said the additions and betterments made to the 
Kansas City Southern since its valuation date, June 30, 1914, 
did not appear to equal the amount of the bond issue over and 
above the amount needed for refunding purposes, hence their 
conclusion that, if allowed, there would be an increase in the 
funded debt of the Texarkana and the system “without a cor- 
responding public interest.” 





ROUTING RESTRICTION CASE 


Attorney-Examiner W. A. Disque, in a report on No. 17130, 
Russell Grain Company vs. Alabama Great Southern et al., deals 
with the always hotly contested question whether a tariff does 
or does not leave the way open over route which carriers assert 
are like routes around Robin Hood’s barn, the benefit of which 
shippers claim under the Commission’s general rule that, if a 
carrier or carriers desire to restrict routing they must do so by 
unmistakable language. In this case, involving rates on grain 
and grain products from points in Colorado, Kansas and 
Nebraska to destinations in Tennessee, Georgia and Alabama, 
Disque said the Commission should find the rates charged were 
illegal and award reparation, because the tariff was ambiguous 
and therefore had to be construed against the maker. 

The complainant, a grain dealer at Kansas City, alleged 
that rates charged on many carloads of grain and grain prod- 
ucts, in 1924, were illegal and in excess of the tariff rates. The 
rates were combinations on the Ohio River crossings. Con- 
temporaneously in effect from the point of origin to Greenwood, 
Miss., and New Orleans, La., were joint through rates much 
lower than the ones charged. The tariff in which they were 
named provided for their application at “directly intermediate 
points.” The complainant contended that the destinations were 
directly intermediate over available routes and that, as the ship- 
ments moved over such routes as far as the destinations in 
question, the combinations were illegal to the extent they ex- 
ceeded the joint rates. The rates contended for to Atlanta, Ga., 
Attalla, Ala., and Winchester, Tenn., were the Greenwood, Miss., 
rates, while those contended for to Bessemer, Birmingham and 
Tuscaloosa, Ala., were the New Orleans rates, except from Flem- 
ing, Yuma and Sterling, Colo., Bird City, Kan., and Enders and 





% 


Ragan, Neb., to Birmingham. 
Greenwood rates. 

Carriers, Disque said, denied the existence of the routes 
upon which the complainant based its contention that the low 
joint rates applied and contended that the legally applicable 
rates were applied. The tariff in question specified numbered 
routes over which the joint rates would apply. The railroads 
claimed the benefit of the legal maxim that inclusion of one 
thing, in a document, excluded all other things. Under that they 
argued that the naming of routes in the tariff excluded all other 
routes and that, therefore, the long routes figured by the com. 
plainant were not in existence at all in so far as the joint rates 
were concerned. In disposing of the case, Disque took an ex. 
ample and said: 


To those points it claimed the 


The rate situation involved is the same in principle with respect 
to all the shipments, and we will take, for example, the shipments 
which moved to Atlanta. Complainant selects Route No. 2 south of 
East St. Louis, which it will be noted from the extract above quoted, 
means Illinois Central. Complainant contends that Atlanta is in- 
termediate to Greenwood over the route formed by that road and its 
connections and that the Greenwood rates, therefore, applied. It 
will be observed that the tariff specifically provided that the Green- 
ville rates applied to Greenwood over Route No. 2. However, the 
Illinois Central does not reach Greenwood. Complainant says that 
the route was incompletely stated, only the initial line out of East 
St. Louis having been shown, and that, therefore, under the com- 
mission’s well-known rule any route made up of lines of carriers 
that are shown as parties to the tariff might properly have been 
used beyond the Illinois Central. To secure the desired rate, com- 
plainant builds a route from East St. Louis to Greenwood, using the 
Illinois Central for 206 miles southwardly to Martin, Tenn., thence 
the Nashville, Chattanooga & St. Louis, 429 miles southeastwardly 
to Atlanta, thence the Southen 287 miles westwardly to Columbus, 
Miss., and thence the Columbus & Greenville, 113 miles westwardly to 
Greenwood. The total distance over this route is about 1,035 miles, 
as compared with the short-line distance from East St. Louis to 
Greenwood over the Illinois Central and the Yazoo & Mississippi 
Valley of about 455 miles. As the shipment moved over the first 
mentioned route as far as Atlanta, complainant demands the ap- 
plication of the Greenwood rate. 

Defendants deny that the rates claimed by complainant applied. 
They contend that complainant has taken a narrow view of the 
tariff provisions in question, and has placed a strained and unfair 
interpretation thereon, which, if sustained, would entail the applica- 
tion of the Greenwood rates over unreasonably circuitous routes south 
of the Ohio River. They say that if the tariff as a whole is con- 
sidered, complainant’s contention will be found to be without merit. 
They contend that the above quoted provisions specifically indicated 
the only usable routes. They say that although the Illinois Central 
was shown as a route to Greenwood the route was a nullity, because 
the Illinois Central did not reach Greenwood with its own rails. 
They say that as the route relied upon by complainant was not spe- 
cifically provided for, there was no rate to Greenwood over that 
route. They say further that the lines beyond a given line were 
not usable, except as specified in the routing provisions of the tar- 
iff. They point to Route No. 20, providing for movement over the 
joint line of the Illinois Central and the Yazoo & Mississippi Valley, 
and say that if any line other than the Yazoo & Mississippi Valley 
beyond the Illinois Central were usable the routing instructions would 
have provided that route by specifically naming the additional car- 
riers or by stating specifically “and lines beyond,’’ as is the case 
with Route No. 22, which reaches points other than Greenwood. De- 
fendants further say that if any lines beyond the Illinois Central 
were usable in Route No. 2, it made superfluouse the routing in- 
structions specifying the lines beyond, and that a tariff may not 
lawfully be construed in such a way as to nullify its specific pro- 
visions. They contend that the specification of certain routes to 
Greenwood eliminated all other routes, saying, ‘“‘expressio unius est 
exclusio alterius.’”’ They urge that the tariff clearly expressed an 
intent to restrict the routing, and say that it should have been 
obvious to complainant that the specification of Route No. 2 to 
Greenwood was a tariff error. They also say that even though the 
destinations in question were intermediate to the farther distant 
points, they were not directly intermediate, as the routes were un- 
reasonably circuiteus. 


Complainant sold the shipments in question delivered, and at 
least some of them on the basis of the rates it here claims were 
applicable. It states that it was compelled to do so or lose busi- 
ness, because its competitors were using those rates in quoting 
delivered prices. After some of the shipments moved it was assured 
by the vice-president of the Chicago, Burlington & Quincy that, ! 
connecting lines would join, the rates sought would be protected. 
In accordance with this understanding claims were paid on ship- 
ments moving in connection with the St. Louis-San Francisco. . 

Whether or not the rates applied as complainant contends 1s 
a matter about which equally well qualified authorities may differ. 
In other words, the tariff was ambiguous. Such a tariff must be 
construed against the framers, although it is fair to say that com- 
plainant in pressing its claim is taking extreme advantage ofS 
technicality. The commission should find that the rates -contende 
for by complaint were applicable from and to the points involved. 

Many, if not most of the shipments, on which reparation is as i 
were reconsigned or transited at the destinations referred to. ~ 
such instances the rates here under consideration have lost thelr 
identity, except perhaps where applicable as factors in combination 
rates to the final destinations. Whether or not the through ong 
from points of origin to the final destinations on shipments = 
were reconsigned or transited at the destinations involved ba 
illegal, it is impossible on this record to say. The complai® 
makes no allegation with respect to the rates on_ such shipmen® 
The destinations are not disclosed by the record. On shipmer.. 
which remained as local shipments to the destinations herein 
volved, i. e., shipments not there reconsigned or transited, = 
plainant paid and bore the charges at the rates herein found illeg 
was damaged in an amount equal to the difference between ais 
charges collected and those which were legally applicable, 2” 
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RELIEF FOR WEST SIDE LINES 


Attorney-Examiner William A. Disque, in No. 16697, Chicago, 
Rock Island & Pacific Railway Co. et al. vs. Baltimore & Ohio 
et al. proposes that the Commission find that the practice which 
requires the west side lines to bear the expense of transferring, 
across the river, from East St. Louis to St. Louis, of substan- 
tially all westbound through freight is unreasonable in so far as 
it concerns traffic moving on combination rates that are the 
same whether based on St. Louis or on East St. Louis. He 
said that the practice, otherwise, should be found not unlawful 
and that reparation for which the complaining west side lines 
asked should be denied. 


As stated by Disque the ultimate question in the case, 
prought by four of the important west side lines serving St. 
Louis was whether the east side lines or the west side lines 
should bear the expense incident to the transfer, across the 
Mississippi River from East St. Louis to St. Louis, of practically 
all carload and less than carload through freight originating east 
of the St. Louis-East St. Louis district and destined to points 
west thereof. 


Disque treated, as principal defendants, the east side lines 
serving East St. Louis although, he said, apparently most all 
catriers in the eastern and southern groups were also named 
as defendants. The Burlington and Wabash having lines on 
both sides of the river, Disque said, had made themselves cross- 
complainants with respect to trans-Mississippi River traffic mov- 
ing over their lines west of the river and interchanged with 
each other or with other defendants through the St. Louis-East 
St. Louis gateway. To the extent they were cross-complainants 
they sought, said Disque, whatever sort of relief might be ac- 
corded complainants. 


None of the east side lines serving East St. Louis, he said, 
had their own rails across the river at St. Louis and none of 
the west side lines serving St. Louis had their own rails directly 
across the river to East St. Louis. The traffic is transferred by 
the Terminal Railroad Association of St. Louis and its subsidi- 
aries. The examiner said that for years the west side lines 
had borne the association’s transfer charges on practically all 
eastbound and westbound through traffic. He said they were 
willing to continue the present practice in respect of all east- 
bound traffic but contended that the east side lines should bear 
charges on all the westbound traffic under consideration, which, 
he said, was lighter in volume than the eastbound traffic. 


In substance, Disque said, the allegations of the complaint 
were that the east side lines’ practice of requiring the west side 
lines to assume the burden and expense of delivering through 
westbound traffic to them at St. Louis, while at the same time 
being relieved by the west side lines of the similar burden and 
expense of eastbound traffic was unjust, unreasonable, unjustly 
discriminatory, unlawful and illegal. There was the further alle- 
gation that the east side lines refused to provide reasonable 
facilities for the operation of the through routes and to make 
reasonable rules and regulations in respect of the operation of 
such routes but no change in the present method of handling 
traffic, he said, was sought. 


All the west side lines sought, he said, was to be relieved 
of paying the expense of transferring the westbound traffic. In 
the final analysis, he said, their prayer was that the Commission 
condemn the present practice, require the observance of a proper 
practice and award reparation for the two-year period prior to 
February 5, 1925, the date on which the complaint was filed. 


East side defendants, the report said, contended that the 
word practice, as used in the act, related only to matters between 
shippers and carriers and not to questions affecting the appor- 
tionment of revenue. Disque said that though Congress, in 
originally using the word practice, might not have had in mind 
relations between carriers, it seemed certain that the act, as a 
whole, as it stood amended, afforded ample authority for holding 
that the subject matter presented, regardless of the term 
applied to it, was one over which the Commission had juris- 
diction. In bringing his discussion of the practices of the 
disagreeing carriers to a conclusion, Disque said: 


of The record establishes that the east-side lines’ present practice 
th Tequiring the west-side lines to bear the transfer expense where 
st combination rates are the same based on St. Louis as on East 
=? — is unreasonable in that the expense is not disposed of on 
i €ciprocal basis. But whether the east-side lines should bear the 
pa On westbound traffic and the west-side lines bear it on 
und traffic, or whether some other basis of settlement should 
bnew uted, is a question which should not be determined without 
as he ng whether the traffic moving on combination rates is about 
the a, in one direction as the other. It would be desirable to know 
throw amount of eastbound versus westbound tonnage moving 
come the St. Louis-East St. Louis gateway over all lines on 
stead yw rates. If the traffic is unbalanced, it may be that in- 
fic ae the west-side lines paying the transfer on east-bound traf- 
© ome i east-side lines paying it on westbound traffic, both sets 
each _— should participate on an equal basis with respect to 

pment; that is, divide every transfer charge on a 50-50 basis. 
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The finding that there should be reciprocity does not prevent the 
Alton or other west-side carriers that reach East St. Louis from re- 
ceiving the traffic at that point. If they do it may or may not 
result in the complainant west-side lines foregoing the relief here 
granted in order to secure unrouted traffic from the east-side lines. 
That they will forego the relief is doubtful, for the east-side lines 
do not control the routing of traffic as they did when the Alton built 
into East St. Louis. The contention of the east-side lines that the 
competition of the Alton requires the complainant west-side lines to 
receive traffic from them at East St. Louis and absorb the trans- 
fer expense may now be put to the test. 


In the Warnock Case, Investigation and Suspension Docket No. 
24, 21 I. C. C. 546, proportional class rates were prescribed from St. 
Louis and Mississippi River east-bank crossings in Illinois north 
thereof to Missouri River cities for application on traffic from points 
east of the Indiana-Illinois state line. These rates with the subse- 
quent general increases and reductions are in effect at present, but 
they do not apply from St. Louis. However, they are published from 
East St. Louis and couple up with the local rates of the east-side 
lines to that point. They never were published from St. Louis, ap- 
parently because of the east-side lines’ general refusal to apply 
their local rates to St. Louis on traffic destined beyond. So long as 
the west-side lines fail to apply their proportional rates from St. 
Louis they cannot expect the east-side lines to pay the transfer 
charge, for the only legal through rates are those made on the East 
St. Louis combination. But if the proportional rates are later pub- 
lished from St. Louis as well as East St. Louis the relief above 
suggested will be in order. 


It is impossible to make a finding as to how much the west- 
side lines have been damaged by the practice under consideration, 
for it cannot be determined how much they have profited by the 
fact that this same practice has brought to their lines traffic that 
would otherwise have gone to the Alton or other west-side carriers 
serving other gateways. However, if the parties care to settle on some 
arbitrary amount of reparation to be paid voluntarily, they, of course, 
have the right to do so. 


CANDY CASE DISMISSAL 


Examiner M. L. Boat has recommended the dismissal of No. 
17174, Bunte Brothers vs. Chicago & North Western et al., on 
a finding that the rate charged on one carload of candy, shipped 
from Chicago to Portland, Ore., in September, 1922, was not 
unreasonable or otherwise unlawful. The examiner said the 
complainant rested its case primarily on the fact that the rail- 
roads contemporaneously maintained a lower rate on chocolate 
than on the candy, and asserted that confectionery and chocolate 
were used for the same purpose. But, the examiner said, the 
complainant did not show wherein these commodities were put 
to similar uses or what prices prevailed when the shipment 
moved. 


INSULATOR PIN RATE CASE 


Examiner Arthur Kettler has proposed the dismissal of No. 
17017, Joslyn Manufacturing & Supply Co. vs. Chicago & Eastern 
Illinois et al., on a finding that a sixth class rate of 85 cents, in 
1922, charged on a carload of wooden insulator pins, frém Chi- 
cago to New Orleans, was not unreasonable. The allegation 
was that it was unreasonable, unjusty discriminatory and un- 
duly prejudicial to the extent it exceeded a rate of 33.5 cents 
contemporaneously applicable on lumber. The complainant tried 
to have the examiner apply the Commission’s recommendation 
in Rates on Lumber and Lumber Products, 52 I. C. C. 598, that 
rates on lumber be made applicable on a list of articles includ- 
ing insulator pins, or follow the Commission’s decisions in a 
number of other cases in which the lumber rates were applied 
to articles of lumber manufacture. However, he pointed out 
that the Commission, in Rates on Lumber and Lumber Products, 
dealt with a question of undue prejudice, as he said, and not 
with the measure of the rates themselves. The complainant 
showed that lumber rates were maintained on insulator pins 
and tent pins from and to specified points, but the examiner 
said that that was not sufficient to indicate unreasonableness 
in rates on pins from and to other points where they were higher 
than on lumber. He said the Commission should find that the 
record did not sustain the allegation of unreasonableness or 
unjust discrimination; also that it had not been shown that 
complainant had been damaged by reason of any undue prejudice 
that might have existed. 


RECOMMENDS ABANDONMENT 


Examiner H. C. Davis, in finance docket No. 5010, abandon- 
ment of line by Atchison, Topeka & Santa Fe and California, 
Arizona & Santa Fe, has recommended a finding that the pres- 
ent and future public convenience and necessity permit the 
abandonment by those companies of a part of the so-called 
Crown Hill branch, from Middleton to Crown King, Ariz., a dis- 
tance of about thirteen miles. The hearing was held by the 
Arizona commission, which recommended grant of the certificate. 
Prior to the hearing it authorized abandonment of operation for 
eighteen months, pending which period it might be determined 
whether the mining operations it was built to serve would “come 
back.” In the five years ended December 31, 1924, Davis said, 
the total revenues to and from the points on the line proposed 
for abandonment were $33,941 and the maintenance and oper- 
ating expenses, not including taxes, equipment rentals and re- 
pairs, supervisory and general expenses, were $56,583. 
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RAILROAD LABOR BILL 


The Traffic World Washington Bureau 


Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, appeared before the House committee on inter- 
state and foreign commerce, January 29, on the railroad labor 
bill. His explanation of the origin of the measure and what it 
represented was along the lines of his statements to the Senate 
committee. 

Representative Newton, of Minnesota, asked that Mr. Thom 
put in the record the railroads that voted against the bill in the 
meeting of the Association of Railway Executives. Mr. Thom 
gave the vote on that question but indicated that, unless the com- 
mittee desired such a list, he would prefer not to submit it be- 
cause of objection to such action by the railroads which opposed 
the bill in the association’s meeting. The matter was not further 
pressed at the session on January 29. 

Mr. Thom pointed out that, under the rules of the associa- 
tion, any member, within ninety days after action on a given 
matter had been taken by a majority of the members, could give 
notice that it would take independent action. He said no mem- 
ber had thus far deposited such a notice with the secretary of 
the association. 

Representative Barkley, of Kentucky, asked Mr. Thom as to 
“public interest” in the amount of wages paid to railroad em- 
ployes, or rather in the fixing of those wages. Mr. Thom said 
he could answer only for himself and that his personal opinion 
was that the public had a great interest in that question and that 
this interest was recognized in the provisions of the bill relating 
to the establishment of the emergency board. 

Representative Burtness, of North Dakota, inquired as to 
whether it was intended that the report of the emergency board 
in a given case would be made public, pointing out that the bill 
simply provided that the report would be made to the President 
of the United States. Mr. Richberg had said that under certain 
conditions, the President might not make the report public— 
that the report might condemn one party so severely that the 
President would call its representatives in and that the result 
might be that the party would withdraw its objection to a set- 
tlement and that in such event the President might not make 
the report public. Mr. Thom’s view was that, while it was in- 
tended that the President would make the report public if public 
interest required such action, there might be aninstance in which 
the President would not make it public, such as that cited by Mr. 
Richberg. Mr. Thom remarked that the public had no vested right 
in curiosity—meaning that if a dispute were settled as a result of 
the President calling in one of the parties and showing it a report 
condemning it, the “public interest” in the matter would have 
been taken care of. His main point was that the bill required 
that the report be made to the chief representative of the public 
—the President—and that it could be expected that the Presi- 
dent would handle the matter in the public interest. 

The committee adjourned January 29 until February 2. 


Crowley and Willard Favor Bill 


P. E. Crowley, president of the New York Central, and 
Daniel Willard, president of the Baltimore & Ohio, appearing 
before the Senate commerce committee February 1, urged favor- 
able action by the committee on the railroad labor bill. Both 
emphasized that the measure as agreed upon by representatives 
of a majority of the railroads and of the organized railway em- 
ployes was a great step forward because of provision for a 60-day 
period in which transportation would not be interrupted in the 
event that all steps leading up to the appointment of an emerg- 
ency board had failed to bring about a settlement. 

Mr. Willard said it was not his contention that the bill 
was perfect. He said he believed it reflected a sincere effort 
on the part of both the managements and the employes for the 
purpose of attempting to prevent serious interruption of trans- 
portation service. He said it could not be claimed that the bill 
would prevent strikes—that he knew of no legislation that would 
do that—but that he believed the plan for adjustment of dis- 
putes embodied in the bill was as likely to prevent interruption 
of the transportation service as anything that could be devised 
at this time. 

Senator Couzens said the public was not represented in the 
conferences that resulted in the agreement on the bill which, 
he said, it was demanded that Congress pass without the cross- 
ing of a “t” or the dotting of an “i.” 

Mr. Willard thought that the railway managements and the 
railway employes were not forgetful of the public—that there 
had been marked progress in the last ten years in the increased 
consideration of the public interest by both sides. 

Senator Couzens said there was considerable public opinion 
to the effect that if the bill passed, the public was going to get 
“squeezed” and that there would be no way to prevent an 
increase in rates. 

Mr. Willard said the public had the same protection—with 
or without the bill. He said it was a historic fact that agree- 
ments between the railroad managements and their employes 
had been reached, with few exceptions, and that the public was 
not consulted in the sense of being represented at the con- 
ferences. He said he did not know that the railroads had ever 
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been accused of paying excessive wages and that rates noy 
compared with charges in other countries, were on a favorabh\ 
basis from the standpoint of the shipper. 

Senator Wheeler remarked that he did not regard y 
Emery, of the National Association of Manufacturers, as repre. 
senting the public. 

At this point, Senator Bruce, of Maryland, announced that 
the bill as it stood was entirely unsatisfactory to him and tha 
he would oppose it unless it was amended. 

Senator Couzens said there was opposition to the bill othe 
than that represented by Mr. Emery. He did not say why 
that opposition was. 

Senator Bruce, again complaining about the fact that, unde 
the bill, each side would have a representative when arbitratig, 
was resorted to to settle a dispute, said the provision for arbitra. 
tion was “a hollow drum.” He said it provided for arbitratioy 
only in name. He said the Railroad Labor Board at least hag 
the power of bringing public opinion to bear on a dispute ang 
that the “drift of the bill is back to old exploded methods” of 
dealing with disputes. He said that, under the bill, the railway 
managements and their employes could get off in a corner anq 
agree among themselves, with the public left out of it. Refe. 
ring to demands of railway employes at this time for increaseq 
wages, Senator Bruce said the railroads had a threat of a strike 
hanging over their heads and indicated that possibly that was 
a reason for the managements reaching an agreement on the dij] 

Senator Wheeler said the railway employes would object to 
amendments that had been suggested to protect the public 
interest. 

“All right,” replied Senator Bruce. 
issue with the people.” 

The senator believed that both the managements and the 
employes would bear watching. 

Senator Wheeler remarked that whenever the manufactur. 
ers appeared as representatives of the public, he would watch 
them more closely than he would the railroads. 

Senator Bruce said he did not see why both sides could not 
go further than they had and protect the public interest. 

Referring to the Railroad Labor Board, Mr. Willard said 
he had hoped that it would work better than it had—that unfor- 
tunately it had seemed to get off on the wrong foot from the 
start and that it seemed to have lost the confidence of the rail- 
road employes, many railway executives and many of those rep- 
resenting the public. 

Mr. Willard said he thought the strong part of the pending 
bill was that providing for the permanent board of meditation. 
He said the provisions on this point went much further than any 
previous legislation on the subject and pointed out that this 
board could intervene in a dispute on its own motion, while 
under previous legislation the mediators stepped in when a con- 
troversy had developed to the point where a strike was 
threatened. 

Mr. Willard, who participated in some of the conferences 
which resulted in the agreement on the bill, said the bill was 
not what he would liked to have had nor was it what the 
employes would have liked to have had, but that his belief was 
that if it was passed, it would go further to prevent interrup- 
tion of traffic than anything that had been tried. 

Mr. Willard said the provision providing for an emergency 
board was a distinct advance in labor legislation in this country. 
He said the provision for a 60-day period for education of the 
public was most important. ; 

As to Senator Bruce’s criticism about the arbitration prov! 
sions, Mr. Willard said it was helpful to have on the arbitration 
board one person representing each party to the controversy 
because such persons would be fully acquainted with the ques 
tions at issue. 

Mr. Crowley said he hoped the committee would take favor 
able action on the bill. He said that, fundamentally, the Dill 
provided for the settlement of disputes “at home.” He said if 
that were done, there would be better feeling on the part of 
the employes and that everybody would get along better. He 
said the bill provided a large measure of assurance that there 
would be no strikes and that he hoped Congress would give the 
railroads and their employes an opportunity to try it out. 

Senator Bruce wanted to know whether the railroads got 
any concessions from labor in the conferences, indicating that 
he believed labor had obtained everything. Mr. Crowley said 
the railroads obtained from labor concessiors never before 
granted by it. He said the bill marked a step forward for indus 
trial peace. : 

It was brought out in discussion that while there were rail- 
way executives who did not support the bill, there were also 
railroad labor leaders who thought that their representatives 
had gone too far. , 


“Let them make the 


Richberg Explains Wage Demands 


When the hearing on the railroad labor bill was resumed, 
February 2, before the House committee on interstate and for 
eign commerce, Donald R. Richberg, counsel for the organized 
railway employes, referred to the statement issued by the Na- 
tional Association of Manufacturers, issued for publication Feb- 
ruary 1, as to demands of railway employes for wage increases 
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aggregating $500,000,000 and to other newspaper articles which 
Mr. Richberg said gave the impression that there was concerted 
action on the part of railroad employes for a general wage in- 
crease. Mr. Richberg said there were no general wage demands 
pending. He said there was nothing abnormal and nothing con- 
certed about the action being taken by certain of the railroad 
jabor organizations with reference to wage increases. He 
charged that a deliberate effort was being made to create preju- 
dice against the employes in connection with the pending bill. 
He said he simply wished to call the attention of members of 
the committee to the fact that newspaper comment to which he 
referred Was propaganda and not news. 


Representative Newton, of Minnesota, asked about the state- 
ment that the railroad employes were seeking an increase of 
$500,000,000 in wages. Mr. Richberg said that that was a gross 
exaggeration. D. B. Robertson, head of the enginemen and fire- 
men, said the members of his organization were now voting on 
the question of a wage increase; that the movement was started 
in May, 1925, and that the result would be determined about 
the middle of the month. He said there was no connection be- 
tween the proposed appeals for increased wages and the pend- 
ing bill. It was brought out that the conductors and trainmen 
were seeking an increase, but that the engineers had not framed 
any demands for wage increases. Mr. Robertson said, if the 
members of his organization obtained what they sought in the 
way of wage increases, it would represent an increase of about 
18 per cent. He said he could not tell what the aggregate in- 
crease in the wage bill would be, as the men voted by systems 
and he could not tell until the vote was in whether every system 
would be involved. 

Representative Rayburn, of Texas, had read into the record 
a letter from C. E. Schaff, president of the Missouri-Kansas- 
Texas Lines, as to the attitude of railway executives toward the 
railroad labor bill, referred to as the Watson-Parker Dill. Mr. 
Schaff said there was a popular misapprehension as to the atti- 
tude of railroad managements toward the bill to which he de- 
sired to call Mr. Rayburn’s attention. He said popular under- 
standing was mistaken in that the bill was regarded uniformly 
by railroad managers as an improvement over the present law 
and that! its passage was correspondingly favored. He said there 
had been no expression of preference on the part of railway 
executives generally for the bill rather than the present law. 
He said such action as had been taken by the railway executives 
had been predicated on the assumption that the present Con- 
gress would abolish the Railroad Labor Board and that the Wat- 
son-Parker bill had been approved as perhaps the best substitute 
that could be obtained by way of agreement between the train 
service brotherhoods and the railroads. He said if the issue as 
to whether the present law should be maintained or be replaced 
by the Watson-Parker bill were put squarely before the railway 
executives, it was more than probable that an expression would 
be obtained favorable to retention of the present law. He said 
the executives of southwestern lines were practically unanimous 
in opposing approval of the Watson-Parker bill and that they 
were joined by executives in other parts of the country. He 
said, if Congress conceived it expedient or necessary to abolish 
the Railroad Labor Board, the Watson-Parker bill might be ac- 
cepted as a substitute. 

Mr. Schaff said in his judgment the present law, while per- 
haps it had not worked with complete success, marked a great 
forward step, indispensable to prevent carriers from yielding 
under pressure of threat to the acceptance of burdens unfair to 
the public. He said he did not believe it wise to abandon the 
safeguards of the public interest, which the present law pro- 
vided, and return to the principle of mediation, conciliation and 
arbitration, which was found so ineffective in 1914 and again in 
1916, in both of which years the country narrowly escaped gen- 
eral strikes of the train service brotherhoods. He said the Wat- 
son-Parker bill proposed to leave the public without any repre- 
sentative to control any agreement imposing an additional 
burden on transportation. He asserted that such a provision 
was plainly essential to effective protection of the public interest 
against unreasonable burdens. 

Mr. Thom called the attention of the committee to the fact 
that he had put in the record the vote of the Association of 
Railway Executives on the bill and said that Mr. Schaff was one 
of the executives who voted against the bill. He again reviewed 
the situation with respect to the Labor Board and the Howell- 
Barkley bill and his opinion that the Railroad Labor Board could 
not be sustained. 


Thom Recalled 


- Mr. Thom, who was before the House committee for further 
nterrogation, referred to the proposals by railway employes’ 
organizations for increases in wages. He asked the committee 
Members to suppose that the pending bill was not passed. He 
Said there would be the Railroad Labor Board but asked what 
= happen if the question of wage increases went before that 
pa On the other hand, he said, the managements and the 
7 — had submitted a plan which they said would work 
nd he urged the committee to permit the plan to be tried. 
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Representative Garber said he believed what was in the 
public mind with reference to the bill was whether the public 
was losing ground or whether it was being protected by the bill. 
He asked what motive the railway executives would have to 
resist demands for wage increases under the bill. Mr. Thom 
said the executives would have every possible motive to resist 
such demands because their reputations were at stake as man- 
agers of the properties and that the idea that they would enter 
into conspiracies to increase wages was perfectly untenable. 
Mr. Garber said there would be the financial interests that would 
cause railway executives to resist unreasonable wage demands. 
He said that was a factor he had overlooked. Mr. Thom 
said that as to unreasonable demands for wage increases not 
one railroad labor leader would expect anything but opposition. 
He said reasonable demands were another thing. He again 
submitted his view that if railway executives agreed to an 
increase in wages and expected to obtain rate increases to 
cover such an increase, they would have to show the Commis- 
sion that they were operating their lines economically and that 
there was not the slightest chance of the Commission granting 
an increase in rates based on unnecessary expenditures. 

“What we plead for is a chance for peace,” declared Mr. 
Thom. 

Mr. Garber asked what objection there was to having a 
representative of the public sitting in when wages were fixed. 
Mr. Thom said such a suggestion would turn one to the Com- 
mission as the body from which a representative of the public 
might be selected. He said he was convinced that to involve 
the Commission in wage controversies would be unwise and 
that the usefulness of the Commission probably would come 
to an end if that were done. He said it was wiser to regard 
Congress as the representative of the public. He said if the 
plan proposed in the bill failed to accomplish what the parties 
said it would accomplish and unjust burdens were imposed on 
the public, Congress could then exercise its supreme power. 


Representative Barkley asked Mr. Thom whether he thought 
Congress had power to take away from the parties the right to 
make wage contracts. Mr. Thom said his opinion was that 
Congress had the right to regulate the instrumentalities of com- 
merce in all respects—that it had a right to say that the rail- 
roads must be economical and that the wage of a locomotive 
engineer must be high enough to get the best talent—and that 
Congress had the right to say that expenditures for labor should 
be adequate but not excessive. Mr. Barkley indicated he did 
not agree with the interpretation of the power of Congress as 
given by Mr. Thom. The latter said he did not think it would 
be wise for Congress to exercise its complete power over the 
instrumentalities of commerce at this time. 


Walber Supports Proposal 


J. G. Walber, vice-president in charge of the personnel, of 
the New York Central, appeared before the House committee 
February 3 in support of the bill. He explained that he. and 
Elisha Lee, vice-president of the Pennsylvania, were selected 
to conduct the negotiations with representatives of the labor 
organizations for the purpose of reaching an agreement on a 
substitute law for the labor provisions of the transportation act. 
He reviewed briefly some of the points which were in dispute 
in the conferences, one of which was an emergency board finally 
provided for in section 10 of the bill. 

Mr. Walber, who has been active for years in dealing with 
railroad labor problems, took occasion to say that in recent years 
there had been a definite change in the relations between the 
managing officers and employes. 


“We know that no managing officer can afford to fail to 
encourage that spirit of cooperation between themselves and 
the employes which exists to a greater extent than many people 
realize,” said he. “We believe that more can be gained by both 
interests by their working together than by pulling in opposite 
directions. This conviction is entirely aside from the sympathy 
we have for the interests of the employes. We approached this 
present task with the underlying motive that here is an oppor- 
tunity for us to work out a plan by which we can work together. 
I think Mr. Richberg described it as a plan whose objective 
was peace and not war. So much for the spirit which actu- 
ated us.” 


Mr. Walber said he did not believe that a national Labor 
Board would have been created if it had not been for the con- 
ditions produced by federal operation of the railroads in the war 
period. He said most of the problems confronting the railroads 
were produced by war-time regulations which were national in 
scope, and that, consequently, he looked upon the Labor Board 
as a natural outcome of federal control of the railroads. In fact, 
he said, recalling the requests affecting all classes of railroad 
employes which were pending at the end of federal control, he 
believed that it was essential that some such tribunal was neces- 
sary if utter chaos was to be avoided. 

“In the regulation of commercial enterprises,” he continued, 
“the special boards and other regulatory measures which were 
made necessary by war-time conditions are being wiped out, or 









































































































































































































































360 





have been wiped out. So long as there is a Labor Board the 
tendency will be to disregard the identity of the individual rail- 
roads, the conditions which affect the interests of the employes 
on the separate properties and the responsibility which attaches 
to the separate corporations. This eountry is so great in size, 
climatic and topographical conditions are so diversified, com- 
mercial and agricultural problems are so varied, that it is vir- 
tually impossible for any one tribunal to take them into con- 
sideration in deciding such very human problems as have con- 
fronted the Labor Board. I think this is one of the outstanding 
reasons for dissatisfaction with decisions of the Labor Board.” 


Mr. Walber said the effectiveness of the Labor Board to 
compose differences had been taken into consideration. He re- 
ferred to the settlement effectd by the New York Central with its 
engine and train men in 1924, pointing out that the labor repre- 
sentatives had refused to submit the dispute to the Labor Board. 
In view of the decisions of the Supreme Court, Mr. Walber said 
he failed to see how it was possible to have investigation of 
disputes by the Labor Board “unless the parties submit the dis- 
pute to the board voluntarily.” 

As to the power of the Labor Board to suspend wage agree- 
ments, which had been referred to in the hearings, Mr. Walber 
said he did not believe an instance could be found wherein the 
board had suspended an agreement. He said he believed it could 
be fairly stated that the board had encouraged the making of 
agreements and referred to the case of the Brotherhood of 
Railroad Signalmen of America against the Atlantic Coast Line 
and other railroads in which the board remanded the dispute 
to the parties for settlement. 


“It has appeared, therefore, to us that this assumed protec- 
tion of the public against any agreements that might be made 
between managements and employes is purely academic,” said he. 

Mr. Walber read a letter from spokesmen for independent 
shop craft organizations on western lines to the effect that the 
pending bill met the objections of those organizations to the 
Howell-Barkley bill, which they opposed at the last session of 
Congress. The existence of independent organizations was 
properly safeguarded by the bill, the letter said, and no objection 
to the bill was voiced. In conclusion, Mr. Walber said: 


In conclusion I think I might state that on the New York Cen- 
tral Lines there are approximately 160,000 employes of the various 
classes. Today we have boards of adjustment for only the engine 
and train service employes. There have been very few disputes, 
considering the number of employes, which it has been necessary 
to send to the labor board. It is my judgment that if this bill 
should become a law the employes will cooperate with us to make 
it successful. Furthermore, I believe the same statement can_be 
made with reference to most of the eastern railroads with which I 
am familiar. 


It was the purpose of Mr. Lee and myself to devise provisions 
which would apply alike to all employes, whether members of one 
organization or another, or of no organization. We believe that in 
all circumstances the proposed bill encourages freedom of contract. 
It was our purpose to give employes full freedom in the making of 
agreements affecting their welfare. We believe the bill as sub- 
mitted will do this. We also believe that the moral obligations as- 
sumed by the railroads which voted for the proposed bill and by the 
labor organizations which subscribed thereto and are endorsing it 
before this conference are the greatest assurances that are possible 
to obtain so long as voluntary action is to be the policy. We believe 
that it is more to the interest of all concerned to have the situa- 
tion left where the parties are free to act voluntarily than would 
result if any compulsion were to be introduced into this law. 


Representative Merritt said there was a large class in the 
west that believed that the increased prosperity of the railroads 
should be reflected in reduced rates. He inquired whether, in 
considering demands for wage increases, the effect on rates was 
in mind. Mr. Walber caused laughter by replying that the 
representatives of the employes did not have that in mind but 
that the railroads put it in their minds before they got through 
with them. 


Representative Cooper said one objection he had had to the 
Labor Board was that it had been the means for each side to 
“pass the buck” to the board. ‘Mr. Walber said that was true 
and that it applied to both sides. 


Inquiries by committee members as to how certain roads 
had voted in the meeting of the Association of Railway Execu- 
tives, at which the bill was considered, brought from Mr. Thom 
the information that the Santa Fe, Rock Island, Great Northern 
and Northern Pacific had voted for the bill and that the St. 
Louis-San Francisco and the Missouri-Kansas-Texas Line had 
voted against the bill. 

In reply to questions by Representative Hawes as to 
President Coolidge’s messages to Congress on the subject of a 
substitute for the Labor Board, Mr. Walber said he regarded 
the President’s statements as “cautious”—that if a better ar- 
rangement could be made than was provided by the present law, 
it should be enacted into law. Mr. Thom read into the record 
the references to the subject made by the President in his 
messages to Congress. 

Members of the committees again asked questions relating to 
the effort of wage agreements on rates. Mr. Walber said in 
effect that the Commission would take the wage bill of the rail- 
roads into consideration in fixing rates, but added, that it was 
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true that the Commission probably would not inquire into a 
particular wage agreement unless it were challenged. 

Ben B. Cain, general counsel of the American Short Lip 
Railroad Association, read into the record the statement wb 
mitted to the Senate committee by Mr. Robinson, President of 
the association. D. B. Robertson, head of the enginemen ang 
firemen, and W. N. Doak, vice-president of the Brotherhog 


of Railroad Trainmen, read statements to the commi 
support of the bill. ittee in 


' The board of directors of the Detroit Board of Commerce 
in a statement sent to the committees said the bill did no 
afford adequate protection of the public interest in uninterrupted 
transportation service and should be amended or supplemented 
so as to embody the principles adopted in the Chamber of Com- 
merce of the United States referendum 19 on the report of the 


railroad committee on prevention of strikes and locko 
February 12, 1917, as follows: uts dated 


bs Se Fagg pew iecietien be so 
require full public investigation of the merits of ever i 
tween railroad carriers of interstate commerce and ior enien, 
be instituted and completed before any steps tending to the inier 
ruption of transportation shall be employed. — 
To be amended or supplemented as to provide that u 
board of investigation or arbitration of disputes between railr 
riers of interstate commerce and their employes, the employers and 
employes shall have equal representation and the publig, as havin 
Se ee a ee @ majority representation. . 
3. amended or supplemented so as to provid 
statistical division under the Interstate Cammares Comunienien "E 
study and compile statistics relating to wages and conditions of 
service upon railways, the records and services of this division to 
be immediately available to boards of investigation or arbitration 
considering disputes between railways and their employes. 


amended or supplemented as 


Pon any 
oad car- 


James A. Emery, counsel for the National Association of 
Manufacturers, appeared before the House committee February 
4 in opposition to the bill, appealing to the committee to amend 
the bill so as to protect the public interest as previously urged 
by Mr. Emery before the Senate committee. 

“I am not the voice of the public,” said Mr. Emery, replying 
to remarks made in the course of the hearings on the bill as to 
his speaking for the public. He said he did speak for manv- 
facturers constituting the largest group of industrial users of 
transportation in the United States. 

; Mr. Emery said the issue raised by the discussion on the 
bill was whether the paramount public interest in uninterrupted 
transportation service and control over excessive charges re- 
ceived an equal or superior protection in the proposed law as 
existed in the present law. He said the question before the 
committee was whether it was going to abandon the policy of 
protection adopted by enactment of the labor provisions of the 
transportation act. 

Edward KF. McGrady, representing the American Federation 
of Labor, put in the record a letter from William Green, presi- 
dent of the federation, in support of the bill. 

“Revelation that railroad employes will make a new demand 
for increases in wages amounting to $500,000,000 a year came as 
a stunning blow on the heels of the Watson-Parker railroad 
disputes bill, promised jointly by the employes and the operators 
as a panacea for railroad tieups,” said the National Association 
“9 Manufacturers in a statement issued for publication February 

“The fact that the employes were to make such a demand 
at the same time they were presumably negotiating for con- 
tinued peace apparently had been guarded carefully. Not a word 
of it was public in Washington until two weeks after the instruc 
tions went out to the general chairmen of the employes ordering 
them to submit their peremptory demands to the railroads on 
February 1, with the statement that ‘answer will be expected in 
writing on or before March 2.’ ” 


The statement then launched into an attack on the railroad 
labor bill on the ground that it “destroys the present public pro- 
tection afforded by the Railroad Labor Board.” The statement 
quoted J. F. Callbreath, secretary of the American Mining Co- 
gress; W. B. Barr, Washington representative of the Grain 
Dealers’ National Association, and Frank F. Porter, vice-chair- 
man of the National Industrial Council, to the effect that the 
pending bill was not adequate to protect the public interest. 

Objections of the National Association of Manufacturers, as 


submitted to the Senate interstate commerce committee, were 
outlined in the statement. 


“The drive to force the Adamson law through Congress is 
almost paralleled today by the apparent pressure to get the 


Watson-Parker measure passed as speedily as possible,” the 
statement said. 





PASSES FOR CANADIANS 


Senator Couzens, of Michigan, has introduced a bill (S. 2915) 
to permit common carriers to give free carriage or reduced 
rates to the Board of Railway Commissioners of Canada. The 
senator said the bill simply would permit carriers to extend to 
members of the Canadian board the courtesy of reduced rates 
or free transportation. 
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PORT EQUALIZATION BILL 


Senator Butler, of Massachusetts, has introduced a bill 
(S. 2984) “to promote the flow of commerce through all ports 
of the United States and to prevent the maintenance of port 
differentials and other unwarranted rate handicaps.” The bill 
is similar to one introduced in the last session of Congress by 
Senator Butler. The text of the bill follows: 


That it is hereby declared to be the policy of Congress to pro- 
mote, encourage, and develop ports and port facilities and to co- 
ordinate rail and water transportation; to insure the free flow of 
the nation’s foreign commerce through the several ports of the United 
States without discrimination, to the end that reasonable development 
of the said ports shall not be handicapped by unwarranted differences 
in rail and ocean transportation rates and charges, and to provide 
as many routes as practicable for the movement of the nation’s ex- 
port and import commerce. 

Section 2. On and after June 1, 1926, it shall be the duty of 
common carriers by railroad to establish and maintain for the trans- 
portation of export and import freight between points in the United 
States and ports on the Atlantic ocean, the Pacific ocean, and the 
Gulf of Mexico, respectively, rates that shall be the same as between 
ports on the same seaboard upon the respective classes or kinds of 
property; Provided, That the Interstate Commerce Commission may 
define the territory tributary to any port or ports, including ports 
in adjacent foreign countries, from _and to which the rates and 
charges applicable to such export and import traffic may be lower 
than the corresponding rates and charges to and from other port 
or ports on the same seaboard; on and after June 1, 1926, it shall be 
unlawful for any common carrier by railroad to maintain or apply, 
to or from any port in the United States from and to points located 
in territory not found by the said Commission to be tributary to such 
port, any rate or charge for the transportation of export or import 
freight which is higher than the a rate contemporaneously 
maintained to or from any other port on the same seaboard, or to 
prefer any port by the maintenance of port differentials or other dif- 
ference in rates. 

Section 3. On and after June 1, 1926, it shall be unlawful for 
any common carrier by railroad to maintain, apply or participate in, 
between any port in an adjacent foreign country and any point in 
the United States not determined to be tributary to such foreign 
port, lower export or import rates than are contemporaneously main- 
tained or participated in by it between any United States port on the 
same seaboard and the same point in the United States. 

Section 4. Any steamship line or vessel serving any port of the 
United States shall be permitted, in its discretion, to establish and 
maintain to and from such port ocean rates as low as those main- 
tained by any other steamship line or vessel between any other port 
in the United States or adjacent foreign country and the same foreign 
port, and any contract or agreement to the contrary is hereby de- 
clared to be unlawful. 

Section 5. Authority is hereby vested in the Interstate Commerce 
Commission to enforce the provisions of this act, and all powers con- 
ferred by law upon the Interstate Commerce Commission may be 
employed and exercised by them in the administration and enforce- 
ment of the provisions hereof. 


Section 4 of the bill apparently is designed to strike at 
ocean conference agreements such as the Shipping Board con- 
demned in its port differential case and under which steamship 
lines operating from south Atlantic and Gulf ports to United 
Kingdom and Continental ports charged differentials over the 
ocean rates applying from north Atlantic ports. 

Representative Hill, of Maryland, in an address in the 
House February 3, announced that the Butler port equalization 
bill would be opposed as an attempt to substitute Congress for 
the Commission in the making of rates. He said a meeting 
would be held February 10 in the caucus room of the House 
of Representatives and that it would be attended by senators 
and representatives “who oppose what really means abolition 
of the Interstate Commerce Commission.” He said representa- 
tives of the ports of Baltimore, Philadelphia, Wilmington, Cam- 
den, Newport News, Norfolk and other ports whose “geographical 
location is threatened by legal fiction,” would be present. 

_ I hope many members who stand for orderly government 
will be present,” said he. “We must not substitute legal, non- 
Political, judicial determination by the Interstate Commerce 
Commission for rate making by Congress. We will not.” 

Mr. Hill referred to his fight against the Butler bill that 
Was pending in the last session of Congress. He said the same 
principle was involved in the bill providing for abolition of the 
surcharge on travel in parlor and sleeping cars, referred to as 
the Pullman surcharge. 

“We decided against the hamstringing of the Interstate Com- 
merce Commission on that occasion,” said he. 

Mr. Hill quoted from editorials in Baltimore newspapers 
opposing the Butler bill and defending the rate adjustment under 
which Baltimore has a differential under Boston. 


REDUCED INTEREST BILL 


Identical bills were introduced in the Senate and House 
this week by Senator Gooding, of Idaho (S.2929), and by Repre- 
sentative Merritt, of Connecticut (H. R. 8708), providing for 
extension of time for payment of railroad indebtedness to the 
government growing out of federal control and for reduction 
in the rate of interest thereon to not less than 4 per cent. The 
Present rate of interest required by law is 6 per cent. The bill 
was introduced at the request of J. D. Shatford on behalf of the 
rag Owners’ Association whose members are railroad stock- 
a An effort was made in the last session of Congress to 
a n favorable action on similar legislation but nothing was 

one. The text of the bill follows: 
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That with respect to any evidence of indebtedness heretofore 
issued by a carrier under the provisions of the Act entitled “An Act 
to provide for the operation of transportation systems while under 
Federal control, for the just compensation of their owners, and 
for other purposes,” approved March 21, 1918, as amended, or under 
the provisions of section 207 or section 210 of the Transportation 
Act, 1920, as amended, held by the United States (whether such 
evidence of indebtedness is payable to the United States, the 
Director General of Railroads, or the Secretary of the Treasury) 
the Secretary of the Treasury shall be authorized to make arrange- 
ments for the extension of the time for payment thereof or for 
the exchange thereof for other securities (whether of said carrier 


‘or of any successor, through reorganization, consolidation, or 


merger) or partly for cash and partly for securities, or for the 
substitution for the existing collateral thereto of other collateral 
deemed by him of equal value. 

Sec. 2. Such extension of time for payment shall not be for 
a longer period than forty years, and shall be at a rate of interest 
not less than 4 per centum per annum, payable semiannually. The 
agreement of extension shall likewise provide for the payment 
each year, by way of amortization, of an amount, in addition to 
such interest, designed to discharge the indebtedness at the end 
of the period of extension, and shall reserve to the carrier the 
right to pay on any interest date the whole or any part of the 
principal of such indebtedness. 

Sec. 3. The carrier or any successor carrier may issue evi- 
dences of indebtedness to the United States pursuant to the provi- 
sions of this Act in such form as the Secretary of the Treasury 
may prescribe, without the authorization or approval of any 
authority, -State or Federal, and without compliance with any 
requirement, State or Federal, as to notification. 


The Railroad Owners’ Association has prepared a state- 
ment showing the amount of railroad obligations owned by the 
government, the interest that accrues thereon at 6 per cent, the 
present rate charged, and interest that would accrue at 4% per 
cent. 

The statement shows that, as of June 30, 1925, the railroad 
obligations held by the United States totaled $316,300,324.29, and 
that interest at 6 per cent thereon amounted to $18,978,019.46. 
At 4% per cent interest, the interest would total $13,442,763.78, 
according to the statement. 

Figuring that the money cost the government 4% per cent, 
the association says that in the five years ending June 30, 1925, 
the total amount paid to the government in interest at 6 per 
cent exceeded the cost of the money by $40,635,092,10. 

As of June 30, 1921, the total railroad indebtedness to the 
government was $680,438,653.67. 


MERCHANTS APPROVE RAILROAD BILLS 
The Trafic World New York Bureau 


Several bills affecting shippers and railroads which are now 
pending in Congress have been considered and approved by the 
Merchants’ Association. The association acted in each instance 
upon the recommendation of its transportation committee, of 
which Charles S. Keene, director of the American Tobacco Com- 
pany, is chairman. 

One of these bills authorizes the construction of new rail- 
road lines, wholly within states, upon the certificate of the state 
authorities and without the approval of the Interstate Commerce 
Commission. The reasons advanced for approving this bill by 
the committee in its report are as follows: 


“Some difficulty has been experienced in efforts to build 
short interstate rail lines to serve particular industries, such as 
lumber sections, or to facilitate the movement of products of 
the soil. The difficulty arises from the inability of the builders 
of such lines to secure the necessary authority, from the Inter- 
state Commerce Commission. It is claimed that the Commission 
does not always have sufficient information, or is not in close 
enough touch with the local situation to enable it to act intel- 
ligently with respect to the applications. 

“The committee on transportation is of the opinion that 
the development of necessary local transportation facilities 
should not be retarded because of inability of the builders to 
obtain permission from the federal government to build strictly 
local interstate lines, and it recommends to the directors that 
the association favor an amendment to the act that will place 
the authority to grant certificates of public convenience in such 
case, with the state commission within which the local line is 
to be constructed.” 

Two of ‘the bills approved relate to the Director-General of 
Transportation. One directs him to pay interest on awards for 
reparation under orders from the Interstate Commerce Com- 
mission. The other bill would compel the Director-General to 
observe the three-year statute of limitations for the collection 
of undercharges from consignees, as provided in the interstate 
commerce act.. 

A fourth bill approved by the association protects merchants 
who receive goods on consignment by providing that if the con- 
signee shall notify the delivering carrier in writing before 
delivery that he is an agent only and without beneficial title in 
the shipment, he shall not be held thereafter legally liable for 
further ttransportation charges which may be found due after 
delivery, unless it is found that the facts relating to agency 
have been misrepresented. This immunity prevailed in practice 
until a recent decision of the Supreme Court of the United States 
set it aside under existing laws. 
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The Merchants’ Association is in favor of giving the Inter- 
state Commerce Commission an additional six months to reach 
decisions upon suspended tariffs. 

The present law allows the Commission only four months 
to reach a decision. This is deemed insufficient by the asso- 
ciation’s transportation committee. 

The other bills to which the association gave its approval 
are those intended to insure the right of appeal to the courts 
from decisions of the Commission by shippers, and to place 


water carriers under the jurisdiction of the Commission with ° 


respect to the abandonment of service, when ship lines are 
operated in connection with rail lines handling interstate com- 
merce. The association has expressed its opposition to a bill 
introduced by Senator Howell intended to deprive the Commis- 
sion of the right to fix minimum rates. 


HOCH DEFENDS HIS LAW 
The Trafic World Washington Bureau 


In a speech in the House which appeared to be in the nature 
of a defense of the Hoch-Smith resolution, Representative Hoch, 
of Kansas, made the declaration that, on the record made in 
the hearings at Kansas City in the rate structure investigation 
and Ex Parte 87, “it is unthinkable that the Interstate Commerce 
Commission will very seriously consider granting the application 
for increased freight rates on the western railroads.” 

Mr. Hoch began by saying that several references had been 
made recently in the House to the “resolution providing for the 
revision of the freight structure of the country passed last 
spring and to which my name happens to be attached.” He said 
he wished to make one or two observations which he thought 
pertinent “to the present situation.” Referring to the con- 
clusion of the hearings at Kansas City. Mr. Hoch said “the 
producers, the farmers and stockmen of the Mississippi Valley 
presented to the Commission their case in the matter of freight 
rates.” Continuing, Mr. Hoch said: 


I have endeavored to keep in touch with the progress of that 
inquiry, and I have on my desk now copies of practically all the 
exhibits which have been presented by representatives of the pro- 
ducers, and I venture the opinion that there has not been anywhere 
at any time as exhaustive and as complete a presentation of the farm 
problems as has been presented by the spokesmen of the agricultural 
interests of the west in Kansas City during the hearing. 

One gentleman referred here the other day to the application of 
the western railroads for an increase of 5 per cent in western terri- 
tory and apparently sought to leave the impression that the applica- 
tion was the result of the Hoch-Smith resolution. I regret the neces- 
sity of personal reference in using that designation. The gentleman 
ought to know that the representatives of farm organizations and 
others presenting their case in Kansas City for relief on farm freights 
have placed their reliance in an effort to defeat the application for 
increased rates largely upon the mandates of the resolution for the 
revision of the freight structure. They have splendidly fortified their 
case. I say on the record that has been made at Kansas City it is 
unthinkable that the Interstate Commerce Commission will very seri- 
ously consider granting the application for increased freight rates on 
the western railroads. 

But there are one or two things owing out of that that I want 
to discuss. In the first place the freight revision measure has brought 
a widespread propaganda. I have been getting much of it, and I pre- 
sume every member has, against ‘“‘rate making by Congress.” If I 
had time I would illustrate how this propaganda is directed against 
several measures pending in Congress. Now, have been among 
those who have consistently resisted the idea that Congress should 
enter upon the business of specific rate making. It is a matter for 
trained men, and we have set up an agency for that purpose. But 
I do not subscribe to the doctrine which is current in this propa- 
ganda, which would place the Interstate Commerce Commission 
above all congressional action. I say that Congress alone, of course, 
has the power to regulate interstate commerce, and that it is not 
7 the privilege but it is the duty of Céngress to lay down broad 
policies in the matter of transportation in this country. 

This freight revision law—and I shall touch upon it only briefly— 
under which the Commission is now proceeding is not congressional 
rate making. But it does lay down several broad policies, and I want 
to call your attention to them again, because the Interstate Commerce 
Commission will now have before it the briefs and arguments which 
will be made under that rosolution. If I had time I would like to read 
S to you, but I shall only summarize some of the important pro- 
visions. 

While it is not rate making, it lays down certain definite policies 
as a mandate to the Interstate Commerce Commission and directs 
that Commission to put those policies into effect. What does it say? 
It provides, in the first place, that freights shall be fixed with the 
idea of promoting freedom of movement. In the next place, it pro- 
vides that there shall be scientific overhauling of the freight structure, 
with a view to equalizing the burden as between the different kinds 
of commodities and the different classes of traffic. It also provides 
that in fixing the rates they shall seek to promote a natural and proper 
development of the country as a whole; in other words, take away 
the subsidies which have existed in favor of certain favored sections 
in this country. Then, lastly, it directs the Commission to take 
note of the depression through which agriculture has been passing 
and to lower farm freights as far as it may be done, conistent with 
preserving adequate transportation service. 

There are some people who feel that the Interstate Commerce 
Commission has become so far removed from the ordinary shipper, 
from the ordinary consumer, that it can no longer appreciate his 
problems, no longer get his viewpoint; but I must assume, we all 
must assume, that the Interstate Commerce Commission has both 
the capacity and the purpose to carry out the mandates of this reso- 
lution, not only in letter but in spirit. 

In the few minutes that I have I want to call attention to two 
provisions of the transportation act which are involved in this situ- 
ation, because I think they are vital. I understand that spokesmen 
of the railroads who are seeking an increase of 5 per cent in western 
territory—at least some of them—are taking the position with refer- 
ence to section 15a of the transportation act that if they show that 
the railroads within the group in the western territory are not earn- 
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ing 5% per cent, the fair return fixed by the Commission, that fact 
alone entitles them to an increase. 

I say here that that is a brazen construction of the law, that it js 
not the law, and that if they succeed in making that interpretation 
of the law stick the repeal of the rate-making section of the transpor. 
tation act is absolutely inevitable. In this brief time I realize it js 
difficult to go into this rather technical matter, but here is the propo. 
sition: The very section of the law which rea ne for ‘‘a fair return” 
starts out with the statement that in discharging their power “to fix 
just and reasonable rates” they shall fix rates which, as near as may 
be, and so forth, will.permit the railroads, under honest and eco- 
nomical management, to earn a fair return. The question of the just. 
ness and the reasonableness of the rate is just as much in the law 
as it ever was. All the way through the interstate commerce act 
there are provisions which make any rate which is not just and rea- 
sonable an unlawful rate. In other words, the mere fact that the 
railroads may show—and I am not conceding the showing—that in 
the western territory they are not, as a group, earning upon the com. 
bined properties 5% per cent, they still have the obligation of showing 
that the proposed rates they want to put in are “just and reason- 
able” rates, and if those proposed rates are not just and reasonable, 
the Interstate Commerce Commission has no authority, under a proper 
interpretation of the law, to authorize those increases. Just and 
reasonable to whom? 


“Suppose they convince the Commission that they are just 
and reasonable?” asked Representative Oldfield. 


“If they actually convince the Commission that the proposed 
rates are just and reasonable, then the gentleman would not 
ask that they be not put in; but just and reasonable to whom?” 
replied Mr. Hoch. 

“I presume to the railroads, of course,” said Mr. Oldfield. 


“Oh, no,” replied Mr. Hoch. “That is exactly what I am 
coming to. Of course, that is not the law. Every legitimate 
factor must be taken into consideration in determining whether 
the rates are just and reasonable—just and reasonable to the 
producer, just and reasonable to the shipper, just and reasonable 
to the general public as well as to the railroads.” 

“I hope the Commission will take the position of the gentle. 
man,” said Mr. Oldfield. 

“I hope so, and my judgment is that is the only position 
that they can take consistent with the law,” said Mr. Hoch. 

Representative Arentz thought the railroads had the ad- 
vantage over the producer because the railroads were better 
equipped to present their case to the Commission. 

Representative Hoch then discussed the recapture provisions 
of section 15a, declaring that many of the prosperous roads 
“have evidently set about deliberately to nullify the provision for 
recapture of excess earnings.” He said the prosperous roads 
were benefitting by the group system of rate making under sec- 
tion 15a but were at the same time attempting to nullify the 
recapture provisions “by an over-valuation of their property, by 
over-maintenance and by various other means of evasion.” 

Representative Wingo asked what justification there was, 
either in morals or in law, for taking the surplus of the well- 
managed line to cover a deficit in an inefficient line. Mr. Hoch 
said he did not have time to go into a discussion of the policy 
involved in recapture of excess earnings. He said the Supreme 
Court had upheld the constitutionality of the provision. 

Referring to what he said were instances of “over-valuation” 
of railroad properties, Mr. Hoch said the Commission valued the 
property of the Frisco at $257,000,000, and that on that valuation 
the earnings were stated to be 7.23 per cent. He said the Frisco 
claimed a valuation of $428,000,000,, and that upon that basis 
claimed to have earned only 4.33 per cent, and that hence it had 
no excess earnings to turn over. The St. Louis Southwestern, 
he said, on the Commission’s valuation of $72,000,000, earned 
8.11 per cent, but on its own claimed valuation of $129,000,000 
it earned only 4.55 per cent. He said the Colorado & Southern 
earned 6.32 per cent on the Commission’s valuation and only 
3.25 per cent on the valuation set up by the road. He said the 
Commission said the value of the Chicago & Illinois Midland was 
$2,000,000 but that the road claimed a value of $7,000,000 under 
the recapture clause. He said the Detroit Terminal claimed a 
valuation of about $12,000,000 as against $4,000,000 allowed by 
the Commission. He said the Commission fixed the valuation of 
the Illinois Terminal at $1,250,000 “but they resist a demand 
for surrender of excess earnings and claim a valuation of over 
ten millions.” 

Mr. Hoch indicated that the earnings quoted by him were 
for 1923. He did not say that the Commission valuations re- 
ferred to by him were “tentative valuations.” No final valuations 
have been served by the Commission on the properties referred 
to by Mr. Hoch. The Commission has yet to announce a valu- 
ation for recapture purposes. ; 

Mr. Hoch said unless there was “honest cooperation” with 
reference to the recapture provisions, the rule of rate making 
for which the railroads were contending, could not stand as 4 
legislative policy. 


REORGANIZATION OF I. C. C. 
The Trafic World Washington Bureau 
Edgar EB. Clark, formerly chairman of the Commission, has 
sent a letter to Chairman Watson, of the Senate interstate 
commerce committee, protesting against approval cf the —_ 
bill providing for appointments to the Commission on a regiona 
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pasis. In an executive session, February 2, the committee ap- 
proved the Smith bill in principle, but there was a difference 
of opinion as to the placing of certain states in certain 
geographical districts prescribed in the bill. It was decided to 
call in several witnesses familiar with the flow of traffic in the 
country and with rate groups but no time was set for a hearing. 
Mr. Clark’s letter follows: 


I am moved to address you on the subject of bill S. 2808 whitch 
has been referred to your committee and which proposes to amend 
section 24 of the interstate commerce act so that the continental 
United States will be divided up into divisions or groups for the 
purpose of making appointments to fill vacancies in the Interstate 
Commerce Commission. 

If you ask me what interest I have in this matter or why I 
should concern myself with it, I answer that I have no interest in 
it other than that of a citizen who desires to see the country governed 
by wholesome law which speaks from the standpoint of the welfare 
of the country and its people as a whole and which does not un- 
necessarily or improperly create sectionalism with the attendant 
rivalries and friction. I am also prompted by the natural interest 
which one would feel in proposed legislation upon the subject which 
he has studied with some care, and in connection with which he 
has had some considerable experience. 

The regulation of commerce among the states, including trans- 
portation by railroad, is a federal question. The congress, which 
represents the whole people, has placed the regulation of railroads 
in a federal body, the members of which are selected by the 
President by and with the advice and consent of the Senate. 

The Commission is a non-partisan body which is clothed with 
administrative, quasi-legislative and quasi-judicial powers. The law 
creating the Commission and conferring these powers recognizes no 
divisions or sections of the country. It assumes regulation by a body 
selected from the whole people to exercise its powers in the interests 
of the whole people. No Commissioner can properly perform the 
duties of his office if he permits himself to be influenced in the 
slightest degree by questions of locality or section: 

The bill proposes a plan for selection of commissioners which, 
so far as I know, has no precedent except in connection with the 
selection of members of the U. S. Shipping Board. The functions of 
the Commission and of the Shipping Board differ widely. I would not 
intimate that the regional selection of members of the Shipping Board 
has been the direct cause of difficulties which have been encountered 
by that board in the performance of its duties, but it is certain that 
that manner of selection has not insured the highest degree of 
efficiency or of harmony. , 

The quasi-judicial duties cast upon the Commission seem to me 
to demand that there shall be as much freedom in the selection of 
members of the Commission as there is in selection of Justices of the 
United States Supreme Court and of. federal judges. I think it 
eminently proper that in selecting appointees for membership on the 
Commission, the Executive should give due and proper consideration 
to a geographical distribution of the appointments, but I do not 
think that he should be bound by a hard and fast rule recognizing 
only geographical lines. It might easily be that such a rule would 
prevent the selection of a man who stood above all others as a 
desirable selection. It would not reduce the possibilities of unwise 
or unfortunate selection. There is no reason to presume or expect 
that such limitations as the bill proposes would raise the caliber or 
increase the number of available men for appointment. 

The law contemplates, and wisely, that the Commission will be, 
as it is, one body chosen from all the people and from the whole 
country and each member a representative of the whole people and 
the whole country. It can not be hoped that the work of the Com- 
mission will be improved if the manner of selection of Commissioners 
be changed as proposed and the Commision is accordingly eventually 
composed of six pairs of Commissioners, each pair selected from a 
defined group of states and recognized as “representatives” of their 
respective groups. We may well inquire whether the tendency under 
such a plan will be to broaden or to circumscribe the horizon of 
interest in the transportation problem, which is distinctly national. 

As I have suggested, no such limitations attach to the selection 
of Justices of the United States Supreme Court. Why, then, should 
they be attached to the selection of members of the body which 
is created by and which reports to the Congress and which is in a 
real sense a Supreme Court in the field of transportation? 

The larger systems of railroad are not confined to particular 
states or groups of states. The people who are served by the rail- 
roads of any particular state or group of states have an interest in 
railroad transportation which extends far beyond the borders of the 
state or the group. The New England manufacturer distributes his 
manufactured articles in practically every state in the Union. He 
draws his raw materials from widely scattered localities. He is 
necessarily interested in the transportation and the charges for 
transportation throughout the entire country and not alone in a 
so-called New England group. The same thing is true of the pro- 
ducers and the consumers in all our states and in all of the groups 
in any grouping which could be devised. 

If we were to assume some grouping of states for the purpose 
in question to be desirable, it would be extremely difficult to devise 
a basis for such grouping which would be logical or fair and equitable. 
The framers of the Constitution, largely for the purpose of avoiding 
dissension as well as for the purpose of protecting the weak against 
the strong, gave each sovereign state two members of the U. S. 
Senate. In the House of Representatives the states have representa- 
tion according to thir population. No logical grouping of states for 
the purpose of selecting members of the Interstate Commerce Com- 
mission could be made upon either of those bases. No logical group- 

ng could be made on the basis of an equal number of states in each 
hha No logical grouping could be made on the basis of equal 
istribution among the groups of the industrial activities in the 
— groups. No logical groupings could be made upon a basis of 

€ tonnage or value of the tonnage produced or consumed in the 
9g groups. No logical grouping could be made upon a basis 
: number of tons or numbers of persons transported by the rail- 
ie 8 in the several groups. The basis announced in the bill in question 
nae nebulous combination basis, the factors in which are wholly 

eterminate and impossible of accurate apprisal or inventory. 
Unientt basis is stated to be to give the various sections of the 
— States representation upon the Commission “in some degree 
= tensurate with the extent and value of and the public interest 

ares € railroad properties in such sections.” It is obvious that a 

repre no matter how small, would, under the proposed plan, have 

With geeation upon the Commission ‘tin some degree’’ commensurate 

road the extent and value of and the public interest in the rail- 

Properties in such section. It is, however, difficult to define 


the extent or the limits of “some degree.” 








No one knows what the value of these railroads is, either in the 
ageregate or within the several states. The disproportionate pro- 
posed distribution of the mileage of the railroads would indicate an 
equally or more disproportionate distribution of value. 

Who knows what the term ‘‘puble interest’’ in the railroads as 
used in this bill means? How is it to be appraised? How is it to 
be measured for purposes of distribution among the groups proposed 
or among and other groups? The value of the railroad properties must 
have some fairly close relation to the mileage of the properties. The 
public interest, if it be divided up in sections, must have some rela- 
tion to the number of people who make up the public in the several 
groups. I have, therefore, consulted official figures to see how 
the proposed distribution among the several groups would work out, 
with the following results. The figures showing population are 
taken from the 1920 census. The figures representing the railroad 
mileage are taken from the 37th Annual Report of the Statistics 
of Railways in the United States for the year ended December 31, 
1923, these being the latest figures published. The mileage shown 
is of first track and excludes second, third and other multiple main 
tracks as well as yard tracks and sidings. Switching and terminal 
companies, 285 in number with 2,014 miles of main track operated, 
are also excluded. I have omitted the fractions of miles in all 
instances. 

The proposed New England group, composed of the states of 
Maine, New Hampshire, Vermont, Massachusetts, Connecticut and 
Rhode Island, would have a population of 7,400,909 and a railroad 
mileage of 7,847 miles. 

The Middle Atlantic States group, consisting of the states of 
New York, Pennsylvania, New Jersey, Delaware, Maryland, Ohio, and 
the District of Columbia, would have a population of 30,130,823 and 
a railroad mileage of 32,807 miles. 

The Lake group, consisting of the states of Michigan, Indiana, 
Illinois, Wisconsin, Minnesota, Iowa, Missouri, North Dakota, South 
Dakota, Kansas and Nebraska, would have a population of 28,260,398 
and a railroad mileage of 87,193 miles. 

The south Atlantic group, consisting of the states of North 
Carolina, South Carolina, Georgia, Florida, Virginia, West Virginia 
and Kentucky, would have a population of 14,296,667 and a railroad 
mileage of 34,101 miles. 

The Gulf group, consisting of the states of Alabama, Mississippi, 
Louisiana, Arkansas, Oklahoma, Texas, Tennessee and New Mexico, 
would have a population of 17,079,251 and a railroad mileage of 
49,279 miles. 

The Mountain group, consisting of the states of Montana, 
Wyoming, Colorado, Idaho, Washington, Oregon, Nevada, California, 
Arizona and Utah, would have a population of 8,542,622 and a rail- 
road mileage of 38,969 miles. 

The unequal representation that would be produced by this 
measure is obvious from the above figures, whether we consider it 
from the standpoint of population or of railroad mileage, or a com- 
bination of both. 

If we compare the South Atlantic and the Gulf groups on the one 
hand, with the Lake and Middle Atlantic groups on the other hand, 
we find that the South Atlantic and Gulf groups would contain a 
population of 31,375,918 and 83,380 miles of road, while the Lake and 
Middle Atlantic groups would contain a population of 58,390,811 and 
[20,000 miles of road. 

If we combine for comparative purposes the New England and 
Mountain groups, we find that they would contain a population of 
15,943,531 and 46,816 miles of road. 

The Lake group alone would contain about 3,000,000 less people 
than the combined South Atlantic and Gulf groups, and would have 
approximately 4,000 miles more of railroad that the combined South 
Atlantic and Gulf groups. 

If we compare the Middle Atlantic group with the combined South 
Atlantic and Gulf groups, we find that the Middle Atlantic group has 
only about 1,000,000 less population than the other two combined and 
about 40 per cent of the railroad mileage which the other two groups 
would contain. 

I have not undertaken to work up the figures showing the miles of 
track in the several groups, but it a matter of common knowledge to 
all who are at all informed on the subject as to where the pre- 
ponderant portion of second, third and other multiple main-line 
tracks exists. 

I trust that approval will not be given to this or any similar 
proposal. I regard it as an unnecessary and an unwise experiment. 
I predict that if adopted it will not add anything to the efficiency 
or effectiveness of the work in connection with the great problem 
of regulation of railroads. The Commission should be composed of 
men who are competent, capable, industrious and of judicial tempera- 
ment, and when a vacancy occurs the best man available should be 
selected whether he happens to come from Dan or from Beersheba. 

































































































































AGAINST GOODING BILL 


The board of directors of the Lexington, Ky., Board of 
Commerce has passed a resolution in opposition to the Gooding 
long and short haul bill. The resolution is as follows: 


Whereas, enactment of a rigid long-and-short-haul-law would 
seriously disturb commercial relationships and market developments; 
deprive common carriers opportunity of meeting legitimate water 
competition under compensatory rates; establish an undesirable 
principle of legislative instead of administrative exercise of judg- 
ment as to what constitutes lawful rates; serve to place the rate 
structure of the United States in a straight-jacket and entirely re- 
move the exercise of discretion of the Interstate Commerce Com- 
mission in administering the long-and-short-haul clause of said sec- 
tion in ‘appropriate cases necessitating special consideration, now, 

Therefore, be it resolved: That the Lexington Board of Com- 
merce of Lexington, Ky., does hereby disapprove the enactment of 
this bill S-575 after mature consideration of its detrimental aspects, 
and, be it further resolved, that a copy of this resolution be mailed 
this date to each of the representatives and senators from Kentucky 
in the Congress of the United States for their consideration. 


THREE BILLION FOR ROADS 


Representative Holaday, of Illinois, has introduced a Dill 
(H. R. 8769) providing for the expenditure of up to $3,000,000,000 
for the construction, maintenance and regulation by the federal 
government of a nation-wide system of durable hard-surfaced 
post roads under the general supervision, direction and control 
of the Secretary of Agriculture, subject to the approval of the 
President. The Secretary of the Treasury would be authorized 
to issue and sell 3 per cent government bonds to raise the 
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money. The bill would lay a tax of not less than $3 a year 
on private motor vehicles and of not less than $10 a year on 
motor vehicles engaged in the hauling of freight or passengers 
for hire, operating over the post roads. It would also impose 
a tax of not less than half a cent on gasoline used by motor 
vehicles operating over the post roads. Money derived from 
federal taxation of motor vehicles would go into a fund for meet- 
ing the cost of the project. 





RAILROAD LEGISLATION 


Senator Smith, of South Carolina, by request, has introduced 
in the Senate a bill (S. 2926) to amend the interstate commerce 
act so that the Commission would be required to take judicial 
notice of reports, statistics, tariffs, etc., in rate cases. An iden- 
tical bill (H. R. 5572) was introduced some time ago in the 
House by Representative Rayburn. It was prepared by S. H. 
Cowan, counsel for live stock shippers. 


TAXATION OF MOTOR CARRIERS 


An examination of license fees and of tax burdens, which 
the states are placing on motor trucks engaged in common- 
carrier service, tends to show that in the last few years many 
of the states have passed laws requiring the common-carrier 
truck to pay license fees which, on the average, are approximate- 
ly four times the fees charged for privately operated trucks, 
says Henry R. Trumbower, economist of the United States Bu- 
reau of Public Roads. 


“More and more states have followed this policy of exact- 
ing higher fees from the common-carrier vehicle,’ says Mr. 
Trumbower. “There appears to be a lack of uniformity as to 
measures employed to determine the amount of the fee, but 
there is evidence of a tendency to use means which reflect the 
use made of the highways furnished for this business by the 
public and which furnish an index of the operator’s ability to 
pay in that he is supposed to be able to pay a higher fee if his 
gross earnings are large than if they are small.” 

At the close of 1925, according to Mr. Trumbower, there 
were 25 states which charged extra fees from common-carrier 
motor trucks. Continuing, in part, he says: 


In order to make a comparison of the license fees charged in 
the 25 states in which special fees are charged the license fee sched- 
ule of each state has been applied to a uniform type of truck con- 
forming to specifications as follows: Pneumatic tires: weight, 7,000 
pounds; capacity, 6,000 pounds; 30 horsepower; value, $4,500; annual 
gross receipts, $12,000; total annual mileage, 20,000 miles; total tire 
width, 20 inches; total annual gasoline consumption, 4,000 gallons. 
Certain of these specifications or a combination of them are necessary 
in order to arrive at the amount of license fees and taxes which 
carriers of this type have to pay in all states. In table 1 the license 
fees which a common carrier motor truck of these given specifica- 
tions has to pay are shown in relation to the license fees which in 
the same states the same type of truck would have to pay if not 
operated as a common carrier. The difference between the two rates, 
for lack of a better name, is called the franchise fee. 

If one such truck were registered and licensed as a common 
carrier in each of the 25 states the average fee would be $276.34; 
if the same truck was licensed as a private carrier the average fee 
would be only $64.03. The fact that the truck is operated as a common 
carrier under the assumptions made herein necessitates the payment 
of $212.31 on the average over and above the fees charged the ordinary 
truck operated by a business or manufacturing concern but not en- 
gaged as a common carrier. This difference may be regarded as a 
payment for a certain privilege. In all of the 25 states except Ark- 
ansas, Idaho and Mississippi the owners of the trucks operated as 
common carriers must first obtain permits or certificates of public 
convenience and necessity, which protect the holders from unwar- 
ranted and uneconomical competition on the part of other truck 
operators who may desire to run their trucks over the same route or 
routes. On the other hand, the holder of such a certificate finds 
that his service and rates are regulated by the state in the same 
manner as rail carriers and public utility corporations. 

Table 1—License fees charged by 25 states for a 3-ton truck 


of the given specifications when used as a common carrier and a 
private carrer: 











State (1) (2) (3) 
RIE. | arin Rwiohdiatel ae oie: anwasirnes tania dearneid $120.00 $ 15.00 $105.00 
DEED, ..\ wk ss wobulaaeamhebeNe subew ews 187.50 125.00 62.50 
III, id: ca tea atessdorsrdh-ol te ocaseie area acaieinr gees aw 498.00 18.00 480.00 
EE Sa Usher Rak 6S EOE SOS o RES ee Rua L OS 600.00 65.00 535.00 
I feed tei ghac ore, tcnnn WO bine) ccaiakaaiear eee 205.00 75.00 130.00 
NE a hrc a's. Gc Gti: Groailbia'e pelkacs. 6 Sea Weroesecmaimars 425.00 100.00 325.00 
iii thi a bis e Siaula ian Grey a ondk acer ea'w ean 185.00 45.00 140.00 
SE 3 bc. a gr0- 6.8 vtsib.< oad cslave hb sie he 433.33 9.60 423.73 
I eat hih orc tae at Wadena so mapacatiee 157.50 87.50 70.00 
IID. <a inla a: Catena a fee 6% 0 Sse ae gece eat 450.00 108.00 * 342.00 
PERE IR rr ren” 123.75 82.50 41.25 
I Raa oo ix ac oo aetna. geska) wa'o-aaseconai 47.50 37.50 10.00 
I Saeki sds ier a to est @h-ereselele @:biar a 6 bra marae 480.00 39.00 441.00 
TIN. 5 ans « oa: 60a Gee a nal eae mo viele 70.00 30.00 40.00 
EE IO 6s wo neit neeekeveseweweles 720.00 200.00 520.00 
I IL. a.aiei'n's:6ko kb acinwase-epeme sc 132.00 82.00 50.00 
MEN ate Saree © Gaik0-Kwidbye4 Hos WAS a aE we 140.00 70.00 70.00 
RS ire cae cie adv Kes pinta G hea oihls wean 100.00 60.00 40.00 
| EER an ety Oe poe ee 45.00 35.00 10.00 
a err 150.00 60.00 90.00 
EIR «5° "wha clara4.0igralee oe eirese ce 360.00 75.00 285.00 
ME AG Whe eN Se 608s teceS Hee cv sceseeseree 400.00 40.00 360.00 
EN WiC chekeRCUdecce tc acicbicbiew nce 520.00 60.00 460.00 
Washington Steele Mane és deme ema eat 209.00 25.50 183.50 
ES Re 150.00 56.25 93.75 

PINE. Sawepheiid be twn cba eccdekcacd 276.34 64.03 212.31 


(1) License fee as a common carrier. 


(2) License fee as a private 
earrier. (3) Franchise fee. 
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From the discussions in legislative assemblies when proposals are 
made to charge higher fees for common-carrier motor trucks and 
passenger vehicles it appears that the theory behind this additiona} 
charge is not so much that an extra payment should be made for the 
so-called ‘“‘monopoly privilege,” but that extra charges should be 
made in order that the state and the public may receive extra com- 
pensation for the use of the highway. In most of these license-fee 
schedules there is found a mixture of the “‘privilege’’ theory and the 
“use of the highway’’ theory, with the latter theory predominating, 
There are two aspects of this theory, one of which may be calleq 
the compensatory aspect and the other the business aspect, which 
are closely allied. 

The state takes the position, in the first place, that in licensing 
two trucks of similar size and capacity the one engaged as a com- 
mon carrier should be obliged to pay a higher license fee than the 
private carrier, because, in all probability, the mileage of the common- 
carrier vehicle will be much the greater and that the operation is, 
in most cases, a steady one every day of the year, irrespective of road 
and weather conditions. Such operation is calculated to result in 
greater wear and tear on the road, according to the view held by the 
legislators, involving higher maintenance costs and requiring, in 
some cases, a more costly road construction in the first place. The 
higher fee is intended to cover items of this nature. 

The business aspect is quite different. The fact that an individual 
or a@ company puts upon the public highway a motor truck not 
engaged in transporting the products or goods of the owner, but in 
carrying goods offered for transportation by other business men, or 
the public, puts the owner and the truck in a special class; the 
public highway in such a case becomes an important element in a 
new business enterprise, and profits are sought by motor-truck 
operators in this sort of enterprise. There arises, therefore, in the 
minds of legislators the feeling that where operators use the high- 
ways as a part of their business enterprises an extra fee should 
be charged. Furthermore, in considering this type of highway trans- 
portation from the business point of view the legislator is urged, at 
least by those interested in rail transportation, that these extra 
license fees and taxes levied against common-carrier motor vehicles 
should be fixed at a point which will equalize competitive costs. 


In the current issue of Public Roads, issued by the Bureau 
of Public Roads, Jacob Viner, professor of political economy in 
the University of Chicago, in an article discussing urban aspects 
of highway finance, says the tremendous growth in recent years 
of motor transportation has made necessary a great increase in 
expenditures for rural highways. 

“Such expenditures,” he says, “for the United States as a 
whole now approximate $1,000,000,000 annually, and appear to 
be stabilized for the time being at this level. To a large and 
growing extent the funds for these expenditures are obtained 
by the special taxation of motor vehicles, in the form of federal 
excise taxes on motor vehicles and parts, passed on in part in 
the form of federal aid to the states for highway purposes, and 
of state motor-vehicle license and fuel taxes. In 1924 the spe- 
cial taxation of motor vehicles produced revenues equal to about 
45 per cent of the total expenditures of the country as a whole 
for the construction and maintenance of rural highways, ex- 
clusive of interest on highway indebtedness, and the percentage 


has been steadily rising each year. It will in all probability 
reach 50 per cent in 1925.” 


MOTOR VEHICLE REGULATION 


The Board of Directors of the Merchants’ Association of 
New York, has adopted the following report of its transportation 
committee and sent it to Congress: 


During and following federal control of the railroads, less than 
carload freight service was very poor, and frequently such shipments 
could not be accepted by the carriers on account of embargoes. 
During that period the railroads urged shippers to use motor trucks, 
explaining that short-haul, less-than-carload-traffic did not pay the 
railroads even the out-of-pocket-cost of handling. 

Shippers throughout eastern territory and in some other sections 
of the country were forced to use motor trucks for their nearby 
deliveries. A number of motor truck companies came into existence, 
and soon these companies were handling a very substantial volume 
of short-haul shipments which previously had moved by railroad. 

As the volume of this traffic grew, the railroads viewed with 
alarm the situation they had brought about. It soon became ap- 
parent to the railroads that the elimination of short-haul traffic did 
not enable them to reduce their overhead expenses. 

Throughout the last three or four years there has been a great 
deal of discussion about regulating motor trucks engaged in inter- 
state commerce and the necessity for requiring them to file their 
rates with the Interstate Commerce Commission and to keep their 
= in the same manner as the railroads are required to keep 
them. 

The claim has been made that the railroads are taxed for the 
building of highways which are given free to the motor truck com- 
panies. On the other hand, the automobile interests have repeatedly 
published data ——— that the highways are not furnished free 


to motor trucks and that the railroads pay very little of the tax 
for public road construction. 


s an illustration of the contioting claims: . 

In the State of Connecticut, for the fiscal year ending June 30, 
1925, the railroads paid in taxation $1,985,000 in round figures, while 
motor vehicles, including registration, fines and the gasoline tax 
paid, $6,800,000. Of course, these Connecticut figures do not serve as 
a guide to the ratio of taxation throughout the United States. 

Senator Cummins (by request) has introduced a bill (S. 1734) in 
the Senate, which, if enacted into law, would regulate motor vehicles 
operating as common carriers engaged in interstate commerce. This 
legislation, obviously, is intended so to restrict the operation 0 
motor trucks as to turn back to the railroads a substantial part 
of the business they have lost, thereby depriving shippers and of 
ceivers of an expedited service to which trade has become accustomed. 
There seems to be no secret about the origin of this bill, which : 
is claimed, was drawn under the supervision of the American Ref 
way Association and the Public Utility Commissioners. The bee 
would require motor truck companies to employ traffic experts -_ 
expert accountants to keep their rates and accounts squared wit 
the rules of the Interstate Commerce Commission. i 

Your committee is of the opinion that it would be most unfair 
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to conclude that legislation properly applicable to common carriers 
py rail would meet the situation with respect to transportation of 
common carriers which have no monopoly of their right of way and 
whose service is far more flexible than the service of rail lines which 
operate only from rail terminals. Rail lines not only do not give 
service from store door to store door, but they have consistently 
refused in the past, and now refuse, to offer such service, as is done 
in Canada and also in some other countries. : 

Your committee on transportation is of the opinion that some 
form of motor truck regulation is necessary but it is not prepared 
to recommend that the regulation of motor trucks should necessarily 
follow along the lines that now govern common carriers by rail, and 
pearing in mind that the same kind of agitation respecting the 
regulation of railroads was indulged in prior to the enactment of 
the interstate commerce act in 1887, your committee recommends 
that the association take the position that no legislation governing 
the operation of motor trucks as common carriers in interstate com- 
merce be enacted until Congress has made a hg’ 4 thorough investi- 
gation of motor truck service, the rates charged, the protection given 
to the shipping public, and other factors which should be studied 
in order that the legislation may be constructive, fitting the needs 
of the situation, and not having a tendency to impose undue burdens 
upon this comparatively new form of transportation service. 


ASHBURN ANSWERS ESCH 


Charging in effect that Commissioner Esch has read his 
testimony in the light of “destructive criticism,” Brigadier-Gen- 
eral T. Q. Ashburn, chairman of the board of the Inland Water- 
ways Corporation, has written a letter to Mr. Esch replying to 
the commissioner’s criticism of the general’s testimony on the 
Gooding bill. (See Traffic World, January 23, p. 223.) General 
Ashburn declared that the construction placed on his testimony 
by Mr. Esch was not justified. The letter follows: 


It has been brought to my attention that you stated in your 
testimony before the interstate commerce committee, as follows, on 
pages 338 and 339 of the stenographic report of your testimony: 

“In addition to the above comments upon General Ashburn’s 
testimony, I desire to call attention to the fact that throughout his 
remarks he makes frequent statements which are apparently intended 
to convey the impression that rail carriers have been granted relief 
from section 4 to charge lower rates for longer than for shorter dis- 
tances to meet water competitive conditions and to reinburse them- 
selves for losses on this traffic by charging higher rates to inter- 
mediate points than would have been charged if the lower rates were 
not applied on the competitive traffic. Such statements are without 
any foundation of fact.’ 

What I have said, and what I reiterate is this—‘‘that rail car- 
riers have been granted relief from section IV in the past, and may 
again be, under the law, and authorized to charge lower rates for 
longer than for shorter distances to meet water competitive condi- 
tions and to reinburse themselves for losses on this traffic by charg- 
ing higher rates to intermediate points than for the full distance.” 

That is entirely different from your conception of what I said, 
and such a statement is entirely founded on fact. 

In exercising the authority conferred upon the Commission to 
allow common carriers to charge less for longer than for shorter dis- 
tances the Commission shall not permit the establishment of any 
charge to or from the more distant point that is not reasonably 
compensatory. If the less charge for the long haul is reasonably 
compensatory, is not the greater charge for a shorter haul more 
— reasonably compensatory? Do you deny that such practices do 
exist? 

If you had read my testimony in any other light than that of 
destructive criticism, you would have seen that my one argument 
upon the fourth section is as follows: I am now quoting from page 
= the printed hearings before the committee on interstate com- 

rce: 

., , There is a basic principle involved. Congress has decided that 
it is their intention to protect, foster, and develop waterways, and 
to foster and preserve in full vigor both rail and water transporta- 
tion. I believe that Congress was in earnest when it gave that ex- 
pression of its policy. I know it was in earnest when it created the 
Inland Waterways Corporation and placed upon it the necessity and 
the duty of enforcing this thing. 

“Now as long as it remains in the power of the railroads to re- 
duce their rates on account of actual competition to such a point 
that they can kill water transportation, water transportation can 
not come back. It is essential, as far as I can see, from a waterway 
standpoint, that the railroads should have said to them now and 
effectively: “You have used these practices in the past but the time 
has come to stop them. When we said we meant to encourage the 
waterways we meant what we said. And you can no longer invoke 
this clause, the short-and-long haul clause, because we intend to have 
water transportation come back.” If that is done, then what are 
the railroads going to do? They are going to devote their energies 
to something beside destroying water transportation. You will find, 
if you could analyze it, that a large part of the so-called losses that 
the railroads have are losses which are due to rates which have 

een put in effect primarily to destroy water competition.” 

You make this positive statement following your comments upon 
the construction you place upon what I said, page 339: 

I think that it should be emphasized in the statement to the 
committee that in no case has the Commission granted carriers 
relief from the fourth section to make higher rates on traffic to 
intermediate points to cover losses sustained by carriers on traffic 
on which lower rates have been charged to more distant points to 
meet water competition.” 

» I certainly have never made the assertion that such had ever 
een done. You continue— 

- Nor has relief been granted carriers to charge lower rates for 
meer than for shorter distances except where it has been shown 
—s the establishment of such rates would enable the rail carrier 
on or retain traffic which it would not otherwise be able to 
pent in competition with water lines and on which the lower rates 
the orized increased the carriers’ net revenues instead of reducing 
: _ or causing losses which had to be made up by charging higher 
ates to intermediate points.” 

ous particularly invite your attention to the case of the Railroad 
am mission of Nevada vs. The Southern Pacific Railroad, 21 I. C. C., 
: es 329 and 345, 351 and 352 for what the Commission itself said 
*earting this matter. 

nvite your attention to pages 562, 563 and 565, Vol. 55, I. Cc. C 
reports, wher ai , id 
Page 56a e the Commission says: 

or many years prior to federal control it was the policy of the 
railroads serving the Mississippi Valley to maintain relatively low 
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class and commodity rates to and from river points because of the 

alleged necessity of meeting water competition. Higher rates have 

been maintained to and from intermediate points not located on the 

= sae appropriate fourth section applications have been filed.”’ 
age — 

‘In Fourth Section Violations in the Southeast, 30 I. C. C., 153, 
the east-side lines were authorized to continue rates from Ohio river 
crossings and from St. Louis to Memphis, Vicksburg, New Orleans, 
and other river points lower than the rates to intermediate points. 
The evidence indicated, however, that water competition was rapidly 
dwindling in importance.’’ 

Page 565— 

“Orders will be entered denying relief from the long-and-short- 
haul provision of the fourth section between points on the Mississippi 
River, St. Louis, and south, to the extent here in issue. The ques- 
tion as to the reasonableness of the rates in the territory east of 
the Mississippi River has not been adequately considered, and nothing 
said herein is to be regarded as a definite finding as to the proper 
level of those rates. The denial orders to be entered are not in keep- 
ing with our previous permissive orders relating to rates at points 
on the Mississippi River. If these denial orders were to become 
effective, certain other points would continue to enjoy rates deviat- 
ing from the long-and-short-haul rule of the fourth section. This 
would create a rate maladjustment which seemingly ought to be 
avoided. Sufficient time, therefore, before the effective date of the 
denial orders to be entered herein will be given to afford interested 
parties opportunity to bring to our attention the reasons, if any, for 
the reconsideration of outstanding permissive orders according relief 
from the long-and-short-haul rule of the fourth section.” 

Again, read what the Commission says, page 113, Vol.. 64, Investi- 
gation and Suspension Docket No. 1303: 

“Throughout the history of railroads reaching the water points 
the rates at the Mississippi, Missouri, Ohio, and Cumberland rivers 
and Gulf points have been more or less depressed due to water 
competition and lower than the rates at intermediate points. In 
the three cases first above mentioned we found in effect that this 
long-continued practice was no longer justified on the ground of 
existing water competition, and issued appropriate fourth section 
orders in the first two cases, rescinding essentially the fourth section 
relief previously granted respecting both class and commodity rates. 
These orders did not prescribe the method that should be followed in 
eliminating the fourth section departures condemned, but simply 
required that the discriminations against the intermediate points 
should be removed by a strict compliance with the long-and-short- 
haul provision of the fourth section.” 

Not only that, I now intend to quote some of the things that 
you yourself said in your testimony before the Interstate Commerce 
Committee, in connection with quotations from certain of the other 
Commissioners which proved plainly that the statement I make is 
absolutely founded on fact. 

On page 282 you state as follows: 

“Under this section (4th) at present no relief may be granted 
to charge lower rates for longer than for shorter distances on 
account of potential water competition. Relief may be granted, 
however, to meet actual water competition. Competition of this 
character is generally understood to mean that which occurs when 
railroads and water carriers are in direct competition with each 
other for traffic between points served by both rail and water lines, 
for example, between points on the Atlantic Seaboard, Gulf ports 
and points on the Pacific Coast. There are several situations of 
this kind where rail lines have been granted relief to charge lower 
rates for longer than for shorter distances to meet the rates of 
water carriers operating between the same points.”’ 
and then go on to discuss rates between San Francisco, Cal., and 
Portland, Ore., and state: 

“The all-rail rate from San Francisco to Portland is 28% cents 
per 100 pounds while higher rates are charged from San Francisco 
to intermediate points.”’ 

On page 286, you state as follows: 

“For example, it frequently develops that carriers serving manu- 
facturing and producing points in the interior find it desirable or 
necessary to make rates to a water-competitive point lower than the 
normal rates to such point to enable the manufacturer or producer 
in the interior to compete at the water-competitive point with rival 
manufacturers or producers located at other points who have the 
benefit of cheaper water transportation to the competitive point.’’ 
And then discuss the case of H. W. Hehlmer vs. Memphis & Charles- 
ton Railroad Company, winding up by saying: 

“Since the decision in this case market competition whether 
created by the movement of traffic by rail or water, has been con- 
sidered as grounds for relief from the provisions of the fourth section 
and such relief has been granted by the Commission and is relied 
upon by carriers in cases now pending before the Commission.” 

On page 289 you discuss the Newsprint paper rates, and state 
on page : 

“It was shown that the carriers could make some profit on the 
proposed lower rate to New Orleans and afford the interior manu- 
facturer an opportunity to compete on a more equitable basis with 
the foreign manufacturer, but that the carrier would not be willing 
to make a reduced rate to New Orleans if compelled also to reduce 
its rates to intermediate points. The majority of the Commission felt 
that the conditions shown by the evidence to be present at New 
Orleans justified relief from the fourth section and such relief was 
granted. Another example of competition of this character may 
be found in the existing adjustment of rates on bituminous Coal from 
mines in Pennsylvania and Maryland to points located on navigable 
waters in New England.” 

And you continue as follows, pages 290 and 291: 

“There is a considerable movement of coal to this section from 
mines in Virginia by rail to Hampton Roads, and thence by vessel. 
Coal producers in Pennsylvania must compete with this coal at such 
points as Boston, Fall River, Providence, New Bedford and other 
water points. To meet this competition the rail lines forming routes 
from Pennsylvania have reduced rates to these water competitive 
points. Thus the rate from the Clearfield district in Pennsylvania 
to Boston, Mass., on bituminous coal, a distance of 686 miles, is 
$4.22 per long ton while the rates to intermediate points in New 
England, beginning approximately 80 miles west of Boston, vary 
from $4.35 to $4.75 per long ton.” 

Read what Commissioner McManamy says on pages 295, 296 and 
297, as follows: (General Ashburn has quoted Commissioner Mc- 
ge ge epemengeeay which was printed in The Traffic World, January 

» Pp. . 

On pages 298 and 299, Commissioner Campbell states: (General 
Ashburn here quoted from Commissioner Campbell’s statement which 
was printed in The Traffic World, January 23, p. 223). 

On page 322 — state as follows, referring to the active compe- 
tition with boat lines for traffic between Pacific Coast ports: 

“However, I desire to point out that the only purpose of our 
reference to this situation was to illustrate situations where rail 
lines are in competition with water carriers and where they would 
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probably be excluded from any opportunity to handle traffic unless 
they are granted some relief from the long-and-short-haul provisions 
of section 4. We did not undertake to discuss the relative measure 
of the rates at intermediate points and those proposed to the more 
distant points to meet the water competitive conditions as that ques- 
tion is involved in a case now under consideration by the Com- 
mission.”’ 

On page 324 you state as follows: 

“Commissioner McManamy also refers to the relief recently 
granted the Florida East Coast Railroad to maintain rates between 
Jacksonville and Miami, Florida, on interstate traffic lower than at 
intermediate points to meet the competition of water carriers at 
Miami. This relief was granted in Commodity Rates from Jack- 
sonville to Miami, 101, I. C. C. 347 and was limited to expire July 
9, 1926. At the time this situation was considered by the Com- 
mission the testimony clearly showed the necessity of some reduc- 
tions in the rates via the rail lines to meet water competition if 
the rail lines were to continue to handle any substantial portion of 
the traffic involved. ; 
coast terminals, with higher rates at the intermediate points. In 
other words, the present rates at the intermediate points would 
remain, but if the application were granted there would be some 
reductions to the terminal points.” 

On page 330 you state as follows: 

“The General, on page 17, states: When there is actual compe- 
tition however, the competing railroad may then petition the Com- 
mission for a fourth section exception, on the ground of water com- 
petition, and possibly succeed in getting such authority to reduce 
rates, and to establish such rates as would ruin water competition. 
What I have said in regard to the statement first quoted will apply 
with equal force to the latter statement.” 

What you said in regard to the statement first quoted applies 
with an equal lack of force. I stand by the statement, as made. 
The possibility is there, as the preceding quotations prove indubitably, 
and read Chairman Eastman on the subject, pages 293 and 294: 
(General Ashburn here quoted from Chairman Eastman’s statement 
which was published in The Traffic World, January 23, p. 222). 


In discussing the following statements which were made by me 
(admitting that my reference to the application made to the Com- 
mission to put in a $2 rate was erroneous), you have entirely mis- 
pa screen the glaring facts in seeking for a possible 4th section 
reference: 


“Another interesting thing to show how they (the rail lines) can 
destroy if they so desire, on this system of rate making, has hap- 
pened on the Warrior River. We built a terminal down at Mobile, 
coal and ore handling plant, and it cost one half a million dollars. 
The rate on manganese ore up the stream at that time was a little 
more than $3 and our rate was 20 per cent less than that. * * * * 


A railroad which was not hauling any manganese ore made an 
application for a certain rate. As soon as the Commission granted 
that certain rate, the railroad which did haul the ore applied for 
permission to put in that rate on the ground of competition with the 
other railroad, and today that rate is $2 per ton instead of $3.20 per 
ton, and the barge line, instead of gettin $2.60 a ton, is forced, if it 
carries it at all, to carry it at 80 per cent of the all-rail rate.” 


Let us see what actually did happen by your own statement: 


“The rate referred to applies on import shipments of manganese 
from Mobile to the Birmingham district. And be it remembered 
the pending bill specifically exempts export and import rates. 
The rate referred to applies on import shipments of manganese 
from Mobile to the Birmingham district. At the termination of 
Federal control the rate was $2.40 per ton of 2240 pounds. On August 
26, 1920—under Ex Parte 74 permitting a 25 per cent increase in 
southern territory—this was increased to $3 per ton. On February 1, 
1922, it was reduced simultaneously by all-rail lines to $2.70. On 
January 3, 1923, it was again reduced to $2 per ton. No application 
was made to the Commission to make these reductions nor was it 
necessary, as the carriers published them in conformity with the 
principles of the fourth section.” 


You have endeavored to point out that in discussing this action 
I was arguing under a misapprehension that the Gooding Bill might 
correct such a practice. What I did say I again repeat: 


“Another interesting thing to show how they (the rail lines) 
can destroy if they so desire, on this system of rate making, has 
happened on the Warrior River.” 


According to your own testimony— 


“This rate at the termination of federal control was $2.40 per 
ton of 2240 pounds. On August 26, 1920—under Ex Parte 74 per- 
mitting a 25 per cent increase in southern territory—this was in- 
creased to $3 per ton. On February 1, 1922, it was reduced simul- 
taneously by all rail lines $2.70. On January 3, 1923, it was again 
reduced to $2 per ton. No application was made to the Commission to 
make these reductions nor was it necessary, as the carriers pub- 
lished them in conformity with the principles of the fourth section.” 

I shall be very glad to have a logical explanation as to why the 
railroads, having an authorized rate of $3 per ton on manganese ore, 
should voluntarily reduce it to $2, if it were not for the purpose of 
destroying the barge line operations upon the Warrior River. 


I have yet, in all my studies, to find a case where the railroads 
have deliberately sacrificed 33 1/3 per cent of their revenue for any- 
thing but a self-serving reason. In fact, I doubt if a similar case 
can be quoted in all the history of railroads. 


On page 332, you state, quoting from my testimony: 

“On page 18 it is state d that “if this withdrawal of joint rates 
is permitted by the Interstate Commerce Commission, it will be 
only another instance of the adroitness with which the railroads 
seize every opportunity to destroy water transportation. It may be 
inferred from this statement, and I think that was the inference in- 
tended, that the situation referred to is one which could not arise 
if section 4 is amended as proposed in S.575. May I point out, 
however, that section 4 would have no bearing upon the withdrawal 
of joint rates in this case and the withdrawal of these rates would 
not be affected one way or the other by the passage of the Gooding 
bill. Any cancellation of such rates which may be attempted by 
the rail lines will be subject to protest and suspension under section 
15 of the act and if carriers should undertake to withdraw such rates 
and a protest and petition for suspension is filed by the Inland 
Waterways Corporation, it would be considered under section 15 and 
other appropriate sections of the act but not section 4, and such 
action taken as the circumstances may be found to warrant.” 

It is strange to me that you should have so mistaken what was 
said and its purpose as to have entered into a controversy about it. 
What preceded your quotation was this, page 17, and you in your 
discussion omitted it, and then proceeded to draw an inference in 
regard to the fourth section: 

“The extent to which a railroad is justified in competing with a 
low rate established by joint rail and water routes is still to be 
determined. It is possible that the Interstate Commerce Commission 
may very soon be called upon to give its interpretation of the law 
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in this matter. The decision of this question is now being forceg 
by the action of railroads serving the state of Oklahoma.” 

In other words, the principle to be decided upon is this: 

“If certain rate structures exist because they are reasdnably 
compensatory to the railroads, and a joint rail-water rate offers 
saving, shall the railroads be permitted to engage in a rate war 
which does not offer them reasonably compensatory rates, solely for 
the purpose of destroying a water line?” 

If the railroads which concurred with the barge line in establish. 
ing these rates, had sought to withdraw their concurrences, which 
I thoroughly understand could only have been done by consent of 
the Commission over our protest, the principles I have noted above 
as being yet undecided, would not have been at issue. On what 
grounds could we have objected to a request for withdrawal if the 
railroad in question had not attempted to reduce its rates? 

Further, suppose that permission to withdraw their concurrznces 
had been granted, there would then be in existence no joint rajj- 

And I might interpolate there that the railroad commission had 
granted such relief.”’ 


On page 328 you state as follows, when asked if there was any 
application for relief from the fourth section so far as transconti- 
nental traffic is concerned: 

“That is an application on the part of transcontinental carriers 
applying to something like 47 articles or groups of articles, permitting 
putting in of reduced rates from Group D territory, which is prac. 
tically known as Chicago territory. 

Senator Gooding: Milwaukee is included in that, is it not? 

Commissioner Esch: Yes, that is in Group D; to the Pacific 
water rate, and the Inland Waterways Corporation would have no 
standing before your Committee in this case. 

We therefore appealed to our concurring railroad not to withdraw 
their concurrences in order that if the certain railroad to which 
reference was made did apply for permission to reduce its rates, 
and threatened our friends with a rate war, we would have a clear 
cut case to present to the Commission that such application for per- 
mission to reduce such rates was clearly to meet rail-water compe- 
tition. We would then be in a position to apply for a suspension if 
the cancellation of the present rates were actually attempted, and 
have the case tried on its merits to let the Commission make q 
decision on the principle involved, i. e. the one I have enunciated as 
yet to be decided. 


CANADIAN RAIL REVENUE 


The Trafic World Ottawa Bureau 


The statement of operating revenues and expenses of 
Canadian railways for November, 1925, showed an increase in 
freight traffic over October, but freight revenues were less by 
6 per cent. Compared with November, 1924, traffic was 13.4 per 
cent heavier and revenue increased $4,291,837. Passenger traffic 


and revenue also increased and total gross revenue was $4,789,574 
higher. 


Operating expenses increased $1,520,278, or 5 per cent; 
maintenance of equipment increased $951,011, or 14.2 per cent; 
transportation expenses increased $754,664, or 4.6 per cent. 
Maintenance of way and structures decreased slightly and gen- 
eral expenses were reduced by $122,512, or 14 per cent. Net 
operating revenues increased $3,269,301 and the operating ration 
decreased from 74.15 to 69.72. 


Traffic density was greater, but net tons per train decreased 
slightly. The number of freight cars was .7 higher and the 
average load per car decreased .7 tons. Passenger traffic per 
mile of road increased 6 per cent, and the number of passengers 
per train increased 4.1, or 7 per cent. Average receipts per ton 
mile showed a small increase, although grain tonnage (which 
depresses the average) was considerably heavier than last year. 
; Cumulative totals for the eleven months showed an increase 
in gross revenue and a decrease in operating expenses, increas- 
ing net revenues $16,104,456. 

On the Canadian National Railways gross revenues exceeded 
those of November, 1924, by $3,072,775, and those of November, 
1923, by $365,177. Operating expenses were 5.4 per cent over 
those of 1924, but 7.5 under November, 1923. Net revenues were 
$5,620,743 and, with the exception of those for October, 1925, 
were the largest earned since the system was consolidated. 

Freight traffic increased 23.4 per cent over November, 1924, 
and freight receipts increased $2,705,674, or 19.3 per cent. Pas- 
senger traffic increased 9.2 per cent. The average freight train 
loading increased 44.7 net tons and 1.7 cars, and earnings per 
train-mile increased 19 cents, with the average receipts per 
revenue ton mile reduced from .865 to .836 per cent. The 
Duluth, Winnipeg & Pacific and Grand Trunk Western lines 
earned increased net revenues, but the New England lines showed 
an operating deficit of $14,108 as compared with net revenue of 
$15,802 in November, 1924. For the whole system net revenues 
were $2,716,180 greater than in 1924. 

For the first eleven months gross revenues of both Canadian 
and United States lines were greater than in 1925 and operating 
expenses were less, increasing the cumulative net operating 
revenues by $12,432,236, and the operating income by $12,910,770. 

On the Candian Pacific both freight traffic and freight 
revenues were higher than in October. Compared with November, 
1924, revenue ton miles increased 5.3 per cent and freight 
revenues $1,180,072, or 8.6 per cent. ‘Total revenues increased 
$1,226,257, or 6.8 per cent, and net revenues increased $380,103. 
Maintenance of way and structures showed little change, 
maintenance of equipment increased $512,583, or 21.3 per cent, 
and transportation expenses increased $252,763, or 4 per cent. 

The average train load decreased from 700.6 net tons to 642.4 
net tons and the average load per car from $31.2 to 28.5 tons. 
For the eleven months, January-November, gross revenues de 





Fe 


cré 


in 


Bin = 420 <4 





rriers 
itting 
prac- 


acific 
ye no 
draw 
Which 
rates, 
clear 
" per- 
ympe- 
ion if 
, and 
ike a 
ed as 


sureau 
s of 
se in 
Ss by 
4 per 
raffic 
9,574 


cent; 
cent; 
cent. 
gen- 
Net 
ation 


eased 
1 the 
> per 
ngers 
r ton 
vhich 
ear. 
rease 
sreas- 


peded 
mber, 
over 
were 
1925, 


1924, 
Pas- 
train 
S per 
; per 
The 
lines 
owed 
ue of 
enues 


adian 
ating 
ating 
0,770. 
eight 
mber, 
eight 
eased 
0,103. 
ange, 
cent, 
nt. 
642.4 
tons. 
Ss de 


February 6, 1926 


creased 2,332,407, while operating expenses were reduced 
$5,237,999, increasing net revenues $2,905,592 and operating 
income $1,830,043. 

The statement of earnings and expenses of the Canadian 
Pacific Railway for 1925, just issued, shows an increase of 
nearly three million dollars in net profits over the preceding 
year. The report shows another gain in net for the final month 
of the year. : , b 

The net showing for the year was the best since 1917, being 
$40,154,775. On the basis of last year’s fixed charges, pension 
fund, and preferred dividends, amounting to about 18% millions, 
this will leave well over 7 per cent on common usually drawn 
from net profits from railway operations, the other three per cent 
being taken from special income account. , 

Gross earnings for December were the best shown in any 
December since 1917, and probably the second highest in the 
history of the company, being shown.at $19,818,544, an increase 
of $4,128,373 over December, 1924. Working expenses were up 
$3,030,882 to $14,991,752, leaving net for the month at $4,826,792, 
an increase of $1,087,490. 

Only four years in the company’s history have seen the gross 
earnings of $183,356,005 exceeded. This was an increase of 
$853,849 over 1924. Working expenses shown at $143,201,229 
for the year, were down $2,073,684, leaving net for the twelve 
months at $40,154,775 as compared with $37,227,241 in the pre- 
ceeding year, an increase of $2,927,533. 

Gross earnings of the Canadian National Railways for the 
week ending January 21 were $4,210,880, as compared with 
$3,781,673 for the same period last year, an increase of $429,207. 
Earnings of the Canadian Pacific for the same period were 
$3,105,000, an increase of $454,000. 


CANADIAN CAR LOADING 


The Traffic World Ottawa Bureau 


Car loadings for the week ended January 23 were lighter 
than for the previous week by 2,602 cars. Grain loading de- 
creased 1,624 cars, embargoes being in effect on grain for Fort 
William-Port Arthur and for Vancouver, except by permit. There 
are also accumulations at Edmonton, Calgary and Winnipeg. Coal 
loading decreased 905 cars, 784 cars in the east, and 121 in the 
west. Compared with the corresponding week in 1925, when 
the weather was much colder in the east, the increase was 3,864 
cars. Coal loadings increased 1,053 cars, grain 898 cars, and 
miscellaneous freight 781 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
-—For the Week Ended— 
Jan. 16 . 












































Jan. 23 Jan. 24 

Commodities 1926 1926 1925 
Grain and Grain Products....... aaceweie, Te 2,409 2,096 
POE UOC css ccna ebaiedescorscecensececeeee. “SIREE 899 1,059 
Coal Peres eeeeeeeseeeseeeeeeeeeseeseeeeeseeee 2,741 3,525 1,128 
MANN visis40 0 ceismaGuuea ceeeseseeesaweesenaas 331 344 311 
1 OO RE CT 2,159 2,009 
Pulpwood Corer eee eeeseeeseeseseseseereee 3,586 3,605 3,078 
WEP OI DOMES ccisicceccsicwcciecanesceevcss ° Qeae 2,425 1,963 
Other Forest Products.....ccccccccscccsccses 1,703 1,958 2,001 
ee Ssnienaanekeeeeleis Sceibiadee sake 752 746 828 
WCNNTIGING,. Ts, GC. Taiecickscccceceseecesiee - 1000L 10,537 10,517 
Miscellaneous. ...ccccccccecces bbeatlewarecsars 8,086 8,150 7,677 
ee re 35,869 36,757 33,367 
Total Cars Received from Connections 33,932 30,838 31,899 

WESTERN CANADA 
Grain and Grain Products........seseee-+ 5,391 6,866 4,657 
soe he ELE SURES REELS BRAIDS 1,241 1,244 1,250 
2 ROR LS ROR ARG TRESS ORR RR 2,283 2,404 2,843 
I sc csesstiacehai ian 46 23 
MMOL wvicie catetaeos 741 683 
BUNIWOOE «cccinsivccicie'ce 432 391 
Pulp and Paper....... 77 194 
Cuher Forest Products.. _ = 
Mnatinn, 2a O, fc...cccsscccccccsecces 3,542 3,389 
Miscellaneous............e0005 De Sciavsioreatbratare 2.271 1,736 
SOR) Cori GN co cic ccckcaccdocsice'e’ 20,036 16,960 
Total Cars Received from Connections 2,228 2,706 2,704 
TOTAL FOR CANADA 

Frain and Grain Products...........se0++ 7,651 9,275 6,753 
MP WOO 3 05.650 deacons bee eebscaee needs 2,252 2,143 2,309 
00000 0006 0006400000000000C00CbCCCCCCCe | |EE 5,929 3,971 
Geen. =o+scesscessheetesocoosecveseecncowess 383 390 334 
PeMMbGD oo. scoceccccccscccsccccccvecccceves 3,074 2,900 2,692 
Pupwood seGWinOiubieevctekeshaveesecoosss ! MEMES 4,037 4,169 
Oto nt BN ie anndcceechbtecsctccess Ee 2,702 2,157 
her Forest Products........-- Saati 3,449 3,324 
M, 60ecébetnéeee VERTEC Ce MEMO ROS oa 1,448 1,468 1,299 
SPUNONIND, Bas OS. Be. ccccccorscocsccccocs 14,307 14,079 13,906 
a ee Sadesuees dchevaciosehex 10,194 10,421 9,413 

Detal Camm TanGed. ......cciccicceess: 54,191 56,793 50,327 
Total Cars Received from Connections 36,160 33,544 34,603 
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CUMULATIVE TOTALS TO DATE 





1926 1925 

Grain and Grain Products........... velree 27,787 19,171 
i rr aaa 6,872 7,915 
CE dienesesetecece me 17,116 18,087 
2 er 1,287 966 
OS EEO ee conan 8,233 7,882 
IEEE ciainaiiucecknssecoue SCOT 11,098 11,563 
Pulp and Paper........... ooeernes OES 7,902 6,119 
Other Forest Products............ iowieoes 9,093 8,390 
SRR eee nice dae 4,242 3,539 
I, Bes 8CL.. Bidcisin:cceo:b-en0censneeseie 42,031 39,991 
Miscellaneous........ ERS RE HEN TRO EY: 9,882 29,070 

UNE CORPS TiGRGOG oxo o 5 cos cow esecess 165,543 152,693 

Total Cars Received from Connections 99,273 97,985 





THORNTON DISCUSSES SITUATION 


The Traffic World Ottawa Bureau 


In an address to the Western Retail Lumbermen’s Associa- 
tion, at Winnipeg, January 28, Sir Henry Thornton said that 
shipment of grain from Canadian ports exclusively was not 
possible at present, as conditions were not equal in so far 
as tonnage, particularly, was concerned. He pointed out that 
large quantities of grain were carried from the port of New 
York to Europe as ballast. He emphasized the fact that the 
Canadian National was ready to support any action that would 
help move grain through Canadian ports, stating that it was 
to its advantage to have no interests in Buffalo or any other 
port in the United States. 

He said it would be a mistake to introduce in Canada a 
policy of creating rates by which traffic was hauled at less than 
a reasonable profit. He referred to the hauling of coal from 
Alberta to Ontario, which the Canadian National had under- 
taken to do at an actual loss. He pointed out that coal ship- 
ments had formerly been carried at $12 a ton. This was reduced 
to $9, and some had been hauled at $7, “and all we got back 
was a request for a further reduction.” 

Sir Henry made some references to “the attempted disintegra- 
tion of. the Canadian National Railways by an unseen hand.” He 
referred to the organizations formed to explain to the people 
“what kind of a tragedy the Canadian National was,” and the 
publication and distribution of pamphlets dealing with the 
matter, asking who supported the campaign and whence the 
money came to carry it on. Said he: 


_ J want to warn the people what is under way. We propose to 
stick right here, keep in the middle of the road, with no vindictive 
feeling, but we have our hands on our guns and watch the bushes 
on the side. I want to lay all the emphasis I can command on the 
fact that I have no feeling of animosity or any prejudice against 
any section of this country. I want every portion of Canada to 
prosper and will lend every support to that end. 

One or two years ago, when the Canadian National Railways was 
failing to meet its expenses by some thirty or forty million dollars, 
we heard very little about this ‘‘octupus’” or ‘‘white elephant,” but 
when the net earnings began to mount from $3,000,000 to $30,000,000, 
trouble was abroad in the land, and disaster faced the people of 
Canada, simply because the Canadian National was beginning to 
become self supporting. 





PUBLICATION IN FRENCH 


A bill has been introduced in the legislature of Quebec re- 
quiring that all passenger tickets, baggage checks, waybills, 
telegraph forms, notices, etc., used by railway companies be 
printed in both French and English. 


CANADIAN SURCHARGE 


The rate of exchange on international freight and passenger 
business is three-sixteenths of one per cent, from February 1 
to 14. The surcharge is nil. 


CANADIAN TRAFFIC REPORT 


The Trafic World Ottawa Bureau 
The traffic report of railways of Canada for November, 1925, 
is as follows: 


COMPARATIVE SUMMARY, TOTAL FREIGHT LOADED AND 
RECEIVED FROM FOREIGN CONNECTIONS 


November, November, October, 
925 1924 1925 
Provinces Tons Tons Tons 
Prince Edward Island......... > 31,462 24,45 18,114 
I aca s o:ctae0.c4:-5.0'80 580,042 487,244 587,638 
WOW TRVRBWIGE, 6.0.00 cc cccccvcses 198,826 207,935 236,062 
QUODES ..cccccccccccccccccccvees 1,284,699 1,193,336 1,474,890 
nck ciseds.00 ib oveersioneciv an 4,006,909 3,780,279 4,326,264 
ERE RE ree ner 777,117 809,677 21,6 
BMMMACCMOWAN 2. cc cccccccccccecs 1,781,657 1,084,326 1,654,346 
[Se ere 1,431,822 1,128,039 1,031,747 
BI COlUMBIA. 5... sc ccccccsce 489,528 352,121 530,978 
Total for Canada........... 10,582,062 9,067,411 11,581,666 
Products 
WEE o.:dibwibc <cacccevocsees 4,301,876 3,305,755 3,916,605 
a ee eee 308,499 304,271 842,318 
DEN 6i56.0:6e 9:6 Obie aiiees o's eiesiet eos 2,999,293 2,831,459 3,057,550 
i Cree TTT 974,661 890,578 1,084,656 
Manufactures and Miscellaneous 1,997,733 1,735,348 2,180,537 
ee 10,582,062 9,067,411 10,581,666 
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Commodities 





Other a ee 
EE IEE sa oo. c cbcccorencs 
ELEN Se re ar ere 
CE OEE COTE 
Other Fruit (fresh).......cce06. 
rr errr Cer ee 
Other Fresh Vegetables......... 
Other Agricultural Products.... 





& 
Dressed Meat (fresh)........... 
Dressed Meats (cured or salted) 
Other Packing House Products. 
ss EOCSUUE TSC ERK Cee eweRe 


CeCe eee eee teeters eeeeeeeeee 


Anthracite Coal 
Bituminous Coal 
Lignite Coal...... 
NCTE Gra Wl arieartnagnb-6'6:6 aieew aid aie areca exdet 
PE Cs ciietdccetecbdetsncsseds 
Other Ores and Concentrates... 
Base Bullion and Matte........ 
Clay, Gravel, Sand, Stone (crsh.) 
Slate—Dimension or Block Stone 
CHUES POCO. 06ccccccccecece 
OE eee ae 
DD Asldtsse Reese eeteunesheesece 


Logs, Posts, Poles, Cordwood... 
eR re ere 
CT ae eer 
Lumber, Timber, Box Shooks, 

Staves, Heading............ 
Other Forest Products.......... 


Refined Petroleum and its prods. 


PD cide tscineuvetdeddnewececees e 
Iron, pig and bloom........... es 
Rails and Fastenings........... 
Bar and Sheet Iron—Structural 

Iron and Iron Pipe......... 
Castings, Machinery and Boilers 
REE ‘cvtcctdenccesacccet ss wee 
Brick and Artificial Stone..... 
EAme On PIASter....cccccccces ‘ 
Sewer Pipe and Drain Tile..... 


Agricultural Implements and 
Vehicles other than Autos.. 
Automobiles and Auto Trucks.. 
HROURONGIE Goods... cccccccccce oe 
PD << celiivadeveinesscneeewne 
EAGUOP BOVETAROS. «oc cccccccccce 
Fertilizers, all kinds............ 
Paper, Printed Matter, Books.. 
cia acre alate cee dneeenee'e 
Fish (fresh, frozen, cured, etc.). 
Canned Meats............+.+. 2:0 
Canned Goods (all canned Food 
Products other than san a 
Other Manufactures & Miscel. 
SO ene 


IE cccinebeceshontenae cca ° 


J Ss J rs 
*Decrease. 


RATIOS OF COMMODITY GROUP TOTALS TO TOTAL FREIGHT CARRIED DURING MONTH 


-Received from Foreign Connections 
Destined to———, 
Canadian 


Commodity Group 
yo cra 
Animal 


Forest 









Loaded 
at Sta- 
tions in 
Canada 
Tons 
2 — 
34,101 
239,952 
203, 569 


71,531 


4,000,301 


7,251 
93,244 
10,296 
30,495 
11,316 

5,060 

4,416 

1,270 

1,663 

6,851 

1,618 

6,408 

3,722 


183,610 





34,587 


1,926,000 


222,860 
9,1 


435,748 
42,598 


866,502 


93,189 
27,677 
20,141 

4,620 


33,180 
15,389 


18,098 
237,883 
211,027 


- 1,166,610 
8,143,023 


ee ee ee | 


Rare Minan dintewel udundsem esc ohare we ainctweeinen 


eee ee eee ee ee ee ee 


MEE ceces idetuaee SE TEE EO PE 





Received 
from Foreign 
Connections Destined to 


Total 
Freight 
Carried 

40.65 
2.92 
28.34 
9.21 
18.88 


100.00 





Loaded at 


Stas. in 

Canada 
37.80 
1.73 
18.20 
8.19 
11.02 


76.94 
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-——Total Freight Originated, 





Points 





Cumulative Total 


Canadian Foreign For To 
Points Points Month aoe 
Tons Tons Tons Tons 
1,781 1,926 2,760,387 10,974,191 
12,563 12,156 58,8 531, 928 
1,166 16,772 257,890 1,838,453 
92 1,748 205,409 1,112,895 
a 1,279 24,591 270,200 
14 casaante 57,411 194,259 
128 2,034 15,135 127,528 
2,744 34,815 240,273 2,040,568 
3,638 46,197 171,817 1,474,413 
901 670 93,620 684,056 
10,270 16,495 27,424 139,870 
1,982 9,729 66,524 259,201 
14,036 38,698 54,675 438,871 
244 10,479 97,013 576,779 
2,256 6,073 48,667 264,063 
16,977 33,712 122, 220 576,133 
68,792 232,783 4,301,876 21,503,408 
ANIMAL PRODUCTS 
46 163 7,460 77,615 
226 3,558 97,028 748,572 
8 2,318 12,622 62,139 
8 3,003 33,506 378,899 
395 32,747 44,458 481,904 
6,678 15,321 27,059 290,790 
4,202 10,851 19,469 265,386 
10 8,900 10,180 64,883 
351 6,012 8,026 153,998 
87 11,599 18,537 272,151 
855 2,590 5,063 49,081 
3,257 5,727 15,392 151,438 
1,832 4, 145 9,699 95, "117 
17,955 106,934 308,499 3,091,973 
MINE PRODUCTS 
90,808 5,895 124,702 4,582,626 
601,061 3,648 1,726,012 12,095,493 
= ae 54,931 318,896 
99,043 3,172 139,881 1,041,529 
109,085 515 109,941 449,959 
7,035 5,569 232,754 2,189,440 
a 936 14,504 112,018 
25,420 36,884 444,483 4,741,622 
3,486 14,513 27,957 309,481 
39,730 weaae 43,265 386,762 
1,563 1,296 10,675 194,593 
8,080 9,408 29,455 327,208 
2,938 3,208 40, 733 496, 556 
988,249 85,044 2,999,293 27,246,183 
FOREST PRODUCTS 
1,080 4,116 228,056 2,547,979 
329 226 9,687 161,411 
18 816 156,990 3,471,458 
22,421 67,793 525,962 6,120,650 
5,377 5,983 53,958 556,707 
29,225 78,934 974,661 12,858,205 
MANUFACTURE AND MISCELLANEOUS 
43,487 16,058 152,734 1,692,343 
2,865 22,112 52,654 701,076 
8,137 5,569 33,847 312,990 
171 482 5,273 132,290 
39,866 42,228 115,274 1,207,316 
6,212 26,514 48,115 511,368 
436 3,161 76,427 1,072,225 
8,401 3,560 71,872 815,961 
2,338 2,029 36,777 413,400 
"139 270 6,433 94,760 
909 15,032 26,389 306,716 
7,926 110,913 133,420 1,446, 732 
403 339 7,548 74,257 
iG 4,481 7,353 76, 983 
2,148 2,230 23,299 230,763 
474 178 21,235 314,208 
2,203 35,079 150,757 1,659,160 
3,144 13,271 152,855 1,545,591 
134 2,569 12,583 7,076 
120 3 460 8,843 
2,778 .21,278 42,154 340,625 
71,734 197,337 506,954 5,619,628 
20,932 81,361 313,320 3,553,849 
225,034 606,089 1,997,733 22,218,160 
1,329,255 1,109,784 10,582,062 86,917,929 


Foreign 
Points 
2.20 





Increase 
Over 
1924 
Tons 

295,738 
*90,250 
*544,051 


*19,486 
37,845 
110,054 
27,329 
1,773 


*980,187 


*3,299 
3,278 
3,483 


*55,694 


*512,208 
*944,670 
*3,720 
383,460 
306,087 
132,851 
*5,333 
330,420 
*35,455 
142,931 
52,181 
37,335 
69,356 


*332,717 


*110,965 
*29,011 
*299,361 


395,358 
84,199 


40,220 


139,362 
*61,117 
*24,341 
*86,239 


267,699 
76,634 
34,497 


103,496 
472,601 
6,979 
6,508 
25,976 
51,619 
125,402 
336,059 
5,553 
1,990 


3,836 
121,314 
283,478 


1,992,491 


664,113 
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REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF NOVEMBER, 1925 


AGRICULTURAL PRODUCTS 
Originated 


-——— Terminated —_, 





Unloaded Deliy- 
at Sta- erde to 
tions in Foreign 
Canada Connetion 
Tons Ton 
2,192,241 272,894 
6,507 39,459 
206,261 49°999 
180,247 35,517 
20,120 1,679 
49,448 155 
11,976 4,371 
121,334 133,459 
76,45 93,211 
56,780 41,149 
10,078 17,210 
34,344 37,011 
13,247 38,323 
47,982 59,518 
15,562 27,613 
74,944 61,190 
3,127,529 913,358 
8,186 384 
86,830 13,963 
9,492 2,797 
$2,950 3,003 
9,752 36,145 
1,796 26,709 
3,324 14,399 
1,052 9,224 
1,052 6,886 
4,700 12,148 
1,043 3,850 
5,925 9,315 
3,649 5,422 
169,751 144,240 
123,076 4,976 
1,601,656 68,498 
6,333 1,354 
138,198 4,855 
106,546 719 
207,802 14,228 
3,093 3,112 
376,344 59,634 
21,488 13,078 
43,966 49 
8,889 1,278 
19,297 9,899 
11,547 23,748 
2,698,235 205,426 
221,358 20,933 
6,109 415 
65,138 78,269 
287,182 253,160 
24,144 13,129 
603,931 365,966 
125,433 18,502 
33,904 23,341 
25,043 5,550 
6,323 524 
64,222 49,009 
20,947 27,294 
48,016 19,678 
65,688 5,914 
38,462 2,455 
5,370 "948 
4,279 24,306 
9,382 126,989 
6,871 305 
2,965 4,602 
19,791 2,936 
12,250 9,224 
24,401 144,854 
36,045 116,009 
4,834 7,133 
836 44 
18,447 24,977 
261,669 263,406 
266,925 85,181 
1,102,103 964,711 
7,701,549 2,593,703 
(PER CENT) 
Delivered 
Unloaded at to For- 
Stas. in eign Con- 
Canada nections 
29.56 8.63 
1.60 1.36 
25.50 1.94 
5.71 3.46 
10.41 9.12 
72.78 24.51 
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C.N. TO PAY OWN WAY 
The Trafic World Ottawa Bureau 


In Toronto, February 1, Sir Henry Thornton delivered an 
address before a large audience in which he dealt with the 
present position and future possibilities of the Canadian National 
Railways, Which he said, were rapidly approaching the time when 
they would cease to be a burden on ¢he people of Canada. He 


said: 


The Canadian National is necessarily bound up in the future of 
canada and will either make or break her, just as you dictate. It is 
now three years since the present national system, with its 22,000 
stretch of mileage has been under the direction of the present man- 
agement. Lately we have heard the financial condition of the Canadian 
National referred to as critical in some parts. Let us analyze the 
situation: Within the last three years the net earnings from opera- 
tin increased from less than $3,000,000 in 1922 to approximately 
$32,000,000 in 1925; our financial position, in brief, today is as follows, 
if this be viewed from the standpoint of cash outlay during the past 
three years in addition to the amount included in the accounts for 
interest due the government. 

Additions and betterments ..........ccccesccccces ileretela/atovaara $124,445,000 





Interest due the public........... 60,000,000 
THIS ON 1OANG..«.o6:0.0:0s-c100.00008 3,900,000 
Refunding and sinking funds.... em 27,000,000 
SNM MERU 'o.5- 6.510.505 00 4 9-0'si0 wiegle Seinlee sees ,000,000 
Interest to government (estimated) 96,000,000 

ME. \siarowie ence sels: ee ps Suare eo ene aaied 665s amie necaanaeinen $319,345,000 


Sir Henry, in analyzing the figures, stated that the items of 
$124,445,000, spent for additions and betterments, represented 
equipment in the form of rolling stock purchased, the replace- 
ment of worn-out timber bridges with bridges of a more perma- 
nent character and other items designed to improve the condi- 
tion of the Canadian National property. These expenditures 
were essential and have enabled the company to realize a very 
large sum in the form of interest upon those expenditures 
through a reduction in operating costs. These figures were on 
the credit side of the balance sheet representing additional 
tangible property and were, therefore, a definite asset, he added. 

The additional tangible assets representing the refunding of 
securities, sinking funds and cash on hand totaled $35,000,000, 
said Sir Henry. The other items, including interest due the 
public, amounting to $60,000,000; discounts on loans amounting 
to $3,900,000; and an estimated amount of $96,000,000, included 
in the income account for interest due the government—these 
last three items totaling $159,900,000, actually represented the 
out-of-pocket cost for which no tangible asset remained. 


In other words, instead of the National Railways costing 
the country $100,000,000 a year, they were only costing them 
$53,000,000 a year, he said, and continued: 


The result of our policy has been reflected in the figures showing 
our net earnings. I should like to state that the general improvement 
of the road has taken place without deterioration and with no hard- 
ship to the officers and men. In fact, much of the success attained 
was due to the loyal support of all employes. They are proud of 
the Canadian National and of the patriotic service which they are 
giving to Canada in the building up of a valuable public utility. 

The aim of the Canadian National is to co-operate in every way 
with the people and to help in building up the nation. All the people 
can contribute their share in this national work. We must remember 
that we owe a debt to the Maritime provinces. They have the only 
winter ports on our eastern seaboard. It would be an unsound 
economic condition were we as a nation to be forced to rely upon 
the United States, to receive and export our goods during the winter 
season. The Maritimes gives us the advantage of open winter shipping 
and this obligates us to assist them to recognize this obligation, and I 
Propose to leave nothing undone in discharging this obligation which 
the nation owes to them. 


Taking up the question of the diversion from Canadian 

Toutes this year of 128,000,000 bushels of Canadian grain to 
United States ports via Buffalo and New York, Sir Henry pointed 
out that the shipment of grain was a matter of economic and 
ocean shipping conditions. The greater shipping facilities of 
United States ports, with the possibilities of “spot” shipping 
and other attractive conditions, appealed to the shippers of grain 
and provided an inducement for the diversion of exports in that 
direction, 
‘ “Let me say,” Sir Henry declared, “that the Canadian Na- 
— Railways have no object dearer to their heart than the 
lesire to encourage the export of wheat through Canadian mari- 
time ports.” 

In touching on the use of coal mined in western Canada in 
the east, Sir Henry emphasized the point that he stood for a 
self-contained and nationally united Canada, in this manner: 


of we desire to assist in a wholehearted way to prevent the people 
t anada from leaning on a foreign country for its fuel supply and 
. prevent our money from —s the border to another nation; it 
the € economic thing to do. But if bringing coal from the west or 
ing “a involves a reduction of freight rates below the cost of carry- 
Dinved €n I think that the burden of carrying the coal should be 
feder , where it properly belongs, and not upon the railways, but upon 
the ood provincial subsidies or both. Thus the people will know at 
one nd of the year the cost of the movement and be in a position to 
yze the figures of their coal balance sheet. 


oi In conclusion, the speaker warned the gathering that if they 
‘ nee the remedy for the coal or grain question to lie in 
duction of freight rates, they .were opening the door to 
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“almost chaotic consequences” and asked the question that if 
rates were reduced for coal, why might a reduction not be de- 
manded for boots, clothes and other commodities. In conclu- 
sion, he said: 


I do not think that the Canadian National should be called upon to 
correct all the economic ills of the country; but if the people feel that 
the Canadian National should be called upon to reduce its freight 
rates to cure those ills, it would relieve me of the anxiety as to the 
result of its net earnings. The property is yours and with you must 
rest the decision. Does the progress made by the system justify an 
optimistic outlook regarding the future? Does it suggest that instead 
of breaking it up, absorbing or destroying it does it not suggest that 
you may have a thing of usefulness in your economic development, a 
thing which properly fostered may be an asset? You alone have to 
say what must be done. 


CANADIAN BOARD ORDERS 


The Board of Railway Commissioners has issued the follow- 
ing orders: 

Authorizing Canadian Northern Saskatchewan Railway to 
open for traffic that portion of its Turtleford Southeastern 
Branch, mileage 0 to junction with Canadian National, at mileage 
56.2, a distance of 23 miles. 

Dismissing complaint of Domestic Hardwoods, Inc., of New 
York City, alleging excessive freight charges assessed and col- 
lected on cars containing lumber shipped from Otterburn Siding, 
Temiscouta Railway, on November 24, 1924, consigned to Detroit, 
Mich. 

Directing railway companies who publish tariffs applying 
on coal and coke, in carloads, from the Niagara frontier gate- 
ways, to amend same so as to apply to Weston, Ont., the same 
rates as published to Mount Dennis, said amendments to become 
effective not later than March 1, 1926. 


Approving Revised Supplement “D” to Express Classification 
for Canada No. 6. 


Directing railways who publish tariffs naming rates on pulp- 
wood, in carloads, in which following provision is contained: 
“Cars will not be considered fully loaded unless containing 90 
per cent of their cubical capacity, subject to destination meas- 
urement,” shall amend said tariffs’ provision to read: “Cars 
will not be considered fully loaded unless containing 87 per cent 
of their cubical capacity, subject to destination measurement,” 
said amendment to take effect no later than March 15, 1926. 


The Board of Railway Commissioners has sustained the com- 
plaint of the Standard Hardwood Company, Weston, Ontario, 
against unfair discrimination against Weston in freight rates 
on coal and coke from the Niagara frontier to Toronto, Mount 
Dennis and Weston. 


On application of the Canadian Pulpwood Association for 
an order amending the freight tariffs of the Canadian Freight 
Association and the Canadian Pacific Railway applicable to 
pulpwood, the board has issued an order that railway companies, 
subject to the jurisdiction of the board, that publish tariffs 
naming rates on pulpwood, carloads, in which the following 
provision is contained: ‘Cars will not be considered fully loaded 
unless containing 90 per cent of their cubical capacity, subject 
to destination measurement”—shall amend the said tariff pro- 
vision to read: “Cars will not be considered fully loaded unless 
containing 87 per cent of their cubical capacity, subject to des- 
tination measurement.” The amendment is to take effect not 
later than March 15, 1926. 





INCREASED TELEPHONE RATES 


The Bell Telephone Company has applied to the Canadian 
Board of Railway Commissioners for a revision of rates upward, 
basing its claims on increased costs of plant and equipment, 
which, it is claimed, has not allowed the company to earn a 
reasonable sum on capital invested. It is stated that insufficient 
sums have been credited to depreciation account. The bulk of 
the plant and equipment were built before the war, when costs 
were much lower than at present, and increased allowances for 
depreciation are necessary. The rates aimed at in the schedule 
submitted to the board would yield a revenue of 7 per cent on 
the value of the company’s property. 


PARCEL POST REGULATIONS 


W. Irving Glover, second assistant Postmaster General, has 
issued the following: 


Effective at once, the following transit rates will apply with re- 
spect to parcels addressed for delivery in Turkey in Europe—Turkey 
in Asia: 

Turkey in Europe—1 to 3 pounds, 48 cents; 4 to 7 pounds, 72 cents; 
8 to 11 pounds, 84 cents. 

Turkey in Asia—1 to 3 pounds, 60 cents; 4 to 7 pounds, 84 cents; 
8 to 11 pounds, 96 cents. 

The postage and transit charges must be prepaid by postage 
stamps affixed to parcels at time of mailing. 

The above modifies the transit rates as shown under the items 
“Turkey in Europe—Turkey in Asia,’’ on page 204 of the annual 
Postal Guide for 1925, and on page 81 of the October supplement 
to the above-mentioned annual Guide. 
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Industrial Traffic Administration 


Fourth of a Series of Thirty-Six Articles on This Subject Written for the Traffic World 
G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and 


» by 


Transportation, University of Pennsylvania 


Rate Division of the Industrial Traffic Department—Part III 


New tariffs issues and new supplements must be examined 
and analyzed so that the effects of rate and classification changes 
may be anticipated. If reductions are provided for in the 
changes, the rate divisions of industrial traffic departments, rec- 
ommend the postponement of shipments that can be deferred 
until after the new charges go into effect. If unreasonable ad- 
vances in rates are published in the tariffs or supplements, steps 
are taken to have the effective dates of the tariffs postponed 
by the Interstate Commerce Commission by application made 
to the Commission by the shipper. Such cases are placed on the 
investigation and suspension docket of the Commission—the so- 
called I. and S. Docket. The men who supervise the preparation 
of rate analyses must be expert in reading and interpreting 
freight classifications and tariffs. They must be able to obtain 
reliable rate data from the tariffs of the carriers and to prepare 
and interpret them properly. 


Tabulations of rates, such as that shown in Form No. 1, 
are prepared for convenient comparison of present, past, and 
proposed rates so that the effects of rate changes can be more 
clearly seen and relief sought through application to the carriers 
or regulatory commissions. 


A RATE EXHIBIT—EASTERN CLASS RATE INVESTIGATION— 
I. C. C. DOCKET 15879 


(Form No. 1.) 

Comparison of mileage class rates as proposed by carriers in 
Column No. 1 and the high and low percentage rates in Columns 
numbers 2 and 3, taken from Carriers’ Exhibit Number 15, with 
rates for similar distances based upon taking the first class rates 
for the first 5 miles as shown in the tariffs of the Carriers referred 
to in Notes 1, 2, 3, and 4, and increasing such rates by 5, 15, 25, and 
40 per cent, and with the reduction of 10 per cent, to ascertain the 
scale for the first five miles. The rates for the distances beyond 
5 miles have been progressed in exactly the same amounts as 
shown on Carriers’ Exhibit No. 15. 

Col4 Col 5 Col.6 Col.7 


See See See See 


See 
Col.1 Col.2 Col. 3 notel note 2 note 3 note 4 
as 12 Ls) 
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9 106% 65 72% 74 78 82 
Note 1—Scale provided for in D? L. & W., No. I. C. C. J-6425, 
as follows: 
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Note 4—Scale provided for in N. Y. C. I. C. C. No. B-11279, as 

follows 
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Charts and graphs are sometimes prepared to show the 
effects of rate and classification changes in easily understandable 
form. These statements, tabulations, graphs, charts, and other 
statistical data are used in presenting the case of the industry 
before traffic and classification committees of the carriers, in the 
presentation of informal or formal cases before regulatory com- 
missions, and in suits before courts of law, if litigation is 
necessary. 


The dockets of the state commissions and of the Interstate 
Commerce Commission must be closely followed by industrial 
rate men so that all changes that effect the industry may be 
known in advance and steps may be taken to have the tariffs 
amended so as to remove unjust discriminations, if discrimina- 
tions are found to exist. The traffic manager, his assistant, and 


the rate men of the organization must be constantly on the 
watch for rate, classification, and service changes so that Dro 
posed changes may be noticed by some in the department, 

The men in responsible positions in rate bureaus must be 
familiar with the bases on which rates are constructed and thor. 
oughly informed concerning existing and historical rate stry. 
tures. They are required to have a general knowledge of the 
factors considered in making individual rates and classifications, 
as well as of the factors considered in making general rate levels, 
They must know the rate and classification territories into 
which the United States is divided. Over this comprehensive 
background, which is acquired through technical training and 
careful study of the rate and classification decisions of state 
and federal regulatory bodies, particularly of the Interstate Com. 
merce Commission, must be laid a knowledge of rules and prac. 
tices of the various rate and classification committees of the 
carriers and the state commissions and the Interstate Com. 
merce Commission. 

A digest of rates comparing present and proposed class rate 
scales showing the effects of proposed rate adjustments on the 
present rate structure in Trunk Line-Central Freight Associa- 
tion Territory is shown in extracts from an exhibit prepared 
by Bruce K. Wimer, commissioner of transportation of the 
Philadelphia Chamber of Commerce. This exhibit, in full; a 
document of three large pages, was introduced as Exhibit No. 
573 in the eastern class rate investigation (I. C. C. Docket, 
15879). 

Form No. 2 shows the form in which statistical data of this 
sort are prepared. 


Rate Records and References 


Rates used frequently in the routing work of industrial 
traffic departments are recorded for reference either in loose leaf 
ledgers or on cards arranged in an index file. If either of these 
plans is followed it is unnecessary to refer constantly to the 
same tariffs for the same rate information. Overcharge audit 
clerks and others needing rate information save time and trouble. 
A typical card index rate record is shown in Form No. 3. Such 
indexes are usually arranged alphabetically by states and within 
each state alphabetically by points of origin or destination. 


Freight Overcharge Audits 


Freight bills, as they are received from the carriers by rail, 
water, express, or highway are checked for errors by members 
of the rate staff. If the consignee is on the approved credit lists 
of the rail carriers, forty-eight hours are usually allowed for 
the payment of freight charges. If not, the bills must be paid 
before the goods are delivered. Audits are made of the bills 
to discover errors in rates, weights, or classification or errors 
in calculation of charges. If such errors are found before pay: 
ment, the bills are returned to the carriers’ agents for correc: 
tion. Freight bill correction forms, such as the one shown it 
Form No. 4, are used to indicate the nature of the overcharges. 


A COMPARATIVE TABLE OF RATES—EASTERN CLASS RATE 
INVESTIGATION—I. C. C. DOCKET 15879 
(Form No. 2) 

A—Proposed Scale. 

B—Present Scale. 

C—Projected Scale—Based on short line distance between 
basing rate point and percentage that point takes of New York- 
Chicago distance. 

Mileage—Albany and Utica from Carriers’ Exhibit No. 99. | 

Mileage—Philadelphia to Detroit, Toledo, Ft. Wayne, Lansing, 
Grand Rapids, Chicago from Carriers’ Exhibit No. 168. 


Philadelphia Albany Utica 
Miles 1 6 Miles 1 6 Miles 1 6 
Cleveland, O., 71% . 
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If errors are discovered after the bills have been paid, the 
pills, together with correction forms indicating the nature of 
the mistakes, are sent by the audit clerks to the claim bureau of 
the industrial department so that overcharge claims may be filed 
against the carriers. 

Two general plans are followed in industrial traffic depart- 


FORM No. 3 
SPECIALTY MANUFACTURING COMPANY 
Traffic Department. 


From: (Shipping Point) 
To: (Destination) 
Class Rates: 1, 2, 3, 4, 5, etc 


Classification Governing 
Tariff Reference 
Commodity Rates 


Tariff References 

Full Routes: 

Data corrected to (Date) 
Remarks: 

Special Services 


ments in auditing freight bills. In some cases the freight bills 
are given to the bill auditors, who verify the rates, weights, clas- 
sification ratings, and extensions from the freight bills, com- 
paring the charges and data with information contained in the 
bills of lading, invoices, and other shipping documents. De- 
scriptions are noted on the bills or on audit forms provided 
for the purpose. 

The other plan—the “blind checking” system—requires that 
the auditor compute the correct charges without the use of the 
freight bills to guide him. A form, similar to that shown in 
Form No. 5 or No. 6, is given to the auditor. On this form the 
date of shipment, the points of origin and destination, the route 
a complete description of the shipment, and other identifying 
data are shown in detail. From this information the rate 
clerks compute the correct rate and full charges. This calcu- 
lation is then compared with the freight bills and with the 
records of weights that are checked by the receiving department. 
If no discrepancies are discovered, the bills are filed as correct. 
If errors are found, the freight bill, together with the audit 
form and weight certificate, are turned over to the department’s 
claim bureau so that an overcharge claim may be filed. The 
“blind” checking system is slower than the “visual” system, but 
it has the advantage of being more accurate. Each clerk must 
actually compute the charges for himself and is not apt to be 
misled by the charges as shown on the billing, or to let the bills 
pass with only perfunctory attention. 


Common Sources of Error in Freight Bills 


Errors in freight bills are’ caused by many different sorts 
of mistakes. Some of these mistakes are easily detected but 
others are difficult to find. The proper checking of freight bills is 
a task for a specialist. The list of sources of error shown below 
indicate the range of mistakes. This list is by no means com- 
plete but it serves to show the extent of the problem. More 
will be said on this subject in connection with overcharge 
claims in a later article. 


1. Typographical errors in charges: (1) Transposition of 
figures; (b) More, less or different figures; (c) Error in calculation. 


e FORM No. 4 
SPECIALTY MANUFACTURING COMPANY 
Traffic Department. 
(Agent) 
(Carrier) 
(Address) 
Freight Bill No 


Reads: 
Commodity Weight Rate 
It should read: 
Commodity Weight Rate 


No. of Pieces Charges 


No. of Pieces 
Tariff Authority: 
Notice of error 


Charges 


2. Billing incorrect wei : i 
Ing ghts: (a) Typographical 
1, Transposition of figures; 2, More, less or different figures. 
* srror in billing number of pieces (more or less). 
1. Typographicet oo (a) ee Teen shown on waybill; 
A ror; i ; ’ 
less or different cree’ (b) Transposition of figures; (c) More 
. rors in classificati f freight: 
in on o eight: (a) Placing freight in 
= Pre (b) Disregarding specified weights for heses or 
is in AN Disregarding fact that more than one class of freight 
classificati ~ a (d) Failure to check change in supplements of 


Errors in minimum carload weights: (a) Charging for in- 


errors; 
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correct minimum weight; (b) Charging C. L. when L. C. L. would 
be cheaper and vice versa; (c) Failure to check Exceptions in 
which different minimum weights are applicable; (d) Disregarding 
classification weights on standard commodities; (e) Disregarding 
Exception Weights. 

7. Failure to assess 10 per cent higher rate as provided in 
Rule One of the Classification. 

8 Failure to show whether charges are prepaid or collect. 

9. Failure to show advance charges. 

10. In case two towns of the same name are located within 
the boundaries of a state, rate to the incorrect one may be shown 
in error, 

11. The incorrect rate might be selected in case there are 
two towns in different states, but both located on the same road 
or shown in the same tariff. 


FORM No. 5 


SPECIALTY MANUFACTURING COMPANY 
Traffic Department, 
Freight Bill Audit. 


Number of Packages 
Commodity 

From . 

Full Route 

Date of Shipment 

Car Initial and Number 


Weight (Billed) Weight (Actual) 


Car load or other minimum weight 
_ m ©. is 


Through 
Junction Beyond 
Combination 


Tariff Authority 

Total Charges (Paid) 
Total Charges (Correct) 
Amount to be claimed 
File claim against 


12. Failure to add 20 per cent to rate if container does not 
comply with specifications. 

13. Error in showing kind of container used: box for crate, 
crate for barrel and similar errors. 

14. Error in assessing rates for different kinds of containers 
shown in Rule 5 of the Classification. 

15. Failure to distinguish between different forms of same 
commodity. In such commodities as fertilizer, for example, there 
is a distinction between liquid and dry. 

16. Errors in applying wrong classification, as when freight 
is classed as per Official Classification when Southern governs. 

17. Failure to assess for as series of cars, as provided for in 
Rule 29 of the Classification. 

18. Failure to assess minimum weight according to length 
of cars, Rule 34, 

19. Charging for two cars when only one lone one was or- 
dered but two are furnished by carriers for their convenience. 

20. Failure to select cheapest combinations as provided in 


30 of the Classification. 
- so 68 Failure to allow for dunnage, as provided in Section 2 of 
ule 30. 


Date of shipment 

Shipping point 

Initial carrier 

Full route 

Number and kind of packages 
Description of commodity 
Car initial and number 
Weight at which billed 
Actual weight 


Carload minimum weight 
Rate 

Through 

Combination 

To junction 

Tariff authority 


Correct charges 
Difference claimed 
Carrier 





23. Failure to charge for refrigeration when not provided 
for in tariff. ; 

24. Failure to charge for ice when it is taken by consignee 
and vice versa. : d 

25. In case a completed article is shipped knocked down, 
charges should not be assessed for each piece separately. 

26. Failure to complete fractions in case of articles taking 
a rating higher than first-class, as provided for in Rule 36. 

27. Failure to show correct rates when articles are fabricated 
or milled in transit. 





THE DAILY TRAFFIC WORLD is delivered by 
messenger to Chicago Loop subscribers and forwarded 
under first class postage to all the others, thus insuring 
prompt and regular receipt. 
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CHICAGO AND EAST 


Recently, through the newspapers, the 
public was invited to furnish suggestions 
for a “nickname” or “trade name” which 
would indicate the position and service of 
the C&EI Ry. More than 40,000 suggestions 
were received. They came from every state 
in the Union and from several foreign 
countries. 


A committee consisting of an advertising 
man, a newspaper man, and a railroad man, 
appointed to pick the winning name, selected 
the “Connecting Link” as the most appro- 
priate, because: 


The C&EI Ry. connects all parts of the country— 
North and South, East and West—with good freight 
and passenger service routes. 


The C&EI Ry. connects all of the northern and 
eastern railroads reaching Chicago with the south- 
western and western group of railroads reaching the 
St. Louis-East St. Louis district. 


The C&EI Ry. connects all of the northern and 
eastern railroads reaching Chicago with the southern 
and southwestern railroads reaching Tamms or 
Thebes, Ill., or Chaffee, Mo. 


The C&EI Ry. connects all of the northern and 
eastern railroads reaching Chicago with the southern 
railroads reaching the Ohio River at Evansville, Ind., 
and at other Ohio River crossings. 


The C&EI Ry. has many intermediate junctions 
with connecting lines between 


Chicago, 

St. Louis-East St. Louis, 
Tamms-Thebes-Chaffee, and 
Evansville, 


through which traffic is handled with expedited serv- 
ice in all directions. 


The Service Rafa: 


The “SERVICE RAILROAD OF AMC 
Between the North, South, Easti \ 
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Rahad of AmePica! 


In fact, the C&EI Ry. is the “CONNECTING 
LINK” for good service between the eastern and 


western railroads, and also between the northern 
and the southern railroads. 
It has connecting schedules so arranged as to con- 
stitute continuous through service for both freight 
and passenger traffic. 


It has through package cars for less than carload 
merchandise freight from 
Chicago, 
St. Louis, 
Evansville, 
Danville, 


Terre Haute, 
Chicago Heights, etc., 
to many important consuming and distributing points 


throughout the country. 
It has adequate motive power, equipment, organi- 
A zation and facilities of all kinds to render the most 
dependable service to its patrons. 

It has agencies located in many important cities, 
where its representatives are prepared to furnish 
information of value respecting: 

Passenger Travel 
Sleeping Car Reservations 
Train Schedules 
» 


Rate Quotations 
Routing of Freight 
Through Package Cars 
: Passing Reports 
\ Reconsignments and Diversions 
Tracing 
Em bargoes 
Tariff Rules and Regulations 


Export and Import Matters 
(Foreign Trade) 


Agricultural Development and Marketing 
Industrial Locations and Development 
Special Services 


J. B. FORD 
Vice-President 
CHICAGO 


CA” is The “CONNECTING LINK” 


‘asif West for All Classes of Traffic 
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H. H. Kennedy has been made general western agent, with 
office at St. Louis, having jurisdiction over traffic solicitation 
in the territory north of the Ohio river, west of the Ohio-Indiana 
state line, east of the Missouri river and north of the Arkansas, 
Oklahoma, Missouri and Kansas state lines, for the Steele 
Steamship Line, Incorporated. H. H. Rogers has been made 
commercial agent at Chicago. 

J. H. Hartzell has been made foreign freight agent at Phila- 
delphia for the B. & O. 

F. V. Stark has been appointed general agent of the South- 
ern Pacific lines in Texas and Louisiana, with offices in Mexico 
City, Mexico. Alfonso Marquez has been made general agent 
in Monterey, Mexico. 

J. H. Day has been made assistant general freight agent of 
the Nickel Plate at Cleveland. R. A. Williamson has been ap- 
pointed assistant general freight agent, and W. J. Courtney, chief 
of tariff bureau at the same point. 

Cc. C. Ray, assistant general manager and traffic manager, 
the Texas, Oklahoma & Eastern, and the De Queen & Eastern, 
has been appointed vice-president of the roads. 

W. Stephenson has been made president of the Missouri & 
North Arkansas. J. R. Tucker has become assistant to the 
president. H. B. Agnew has been appointed general traffic man- 
ager. H. P. Mitchell has been made general freight and pas- 
senger agent. G. S. Everett has been appointed assistant super- 
intendent, L. A. Watkins, general auditor, and W. R. Meeder, 
superintendent of motive power. J. C.. Murray, formerly vice- 
president and general manager, has resigned. 

W. L. Maypother, president of the L. & N., died suddenly 
at Panama City, February 3, according to a cable announcement. 

In The Traffic World, January 30, page 320, in the story of 
the Detroit Shippers’ Conference, the list of officers showed 
W. S. Crowl, vice-president, as being traffic manager of Lee 
and Cady. Mr. Crowl is traffic manager of the Michigan Alkali 
Company, and the traffic manager of Lee and Cady is W. S. 
Fitzgerald, who was elected vice-president. 

Captain William B. Krempkau, of San Antonio, Tex., secre- 
tary and treasurer of the Pioneer Freighters’ Association, a factor 
in the early days of freighting and transportation in the West, is 
the latest addition to the list of honorary members of the Vet- 
erans of Foreign Wars of the United States. Captain Krempkau, 
who is now 62 years of age, hauled freight in Texas and Mexico 
before railroads and motor trucks had reached the state. He 
rendered service to the government on various occasions, and 
is still rendering such service, and it is in recognition of his 
efforts that the Veterans of Foreign Wars conferred the hon- 
Orary membership upon him. At the same time that Captain 
Krempkau was installed, Amasa Clark, America’s oldest Mexican 
war veteran, age 100, a veteran of five wars and himself 
a freighter of pioneer days, was initiated as a life member of 
the Veterans of Foreign Wars. 


DOINGS OF THE TRAFFIC CLUBS 


The Indianapolis Traffic Club has elected the following offi- 
cers for the coming year: President, F. C. Baldridge, traffic 
manager, the G. & J. Tire Company; vice-presidents, M. O. 
Parker, C. J. Pearson and L. W. Patterson; secretary, Herbert 
L. Smith, and directors, S. L. Wehrung, W. F. Schraeder, C. M. 
Masterson and S. C. Farrington. 





The Traffic Club of New Orleans has ratified the resolution 
pertaining to the regulation of motor vehicles adopted at Louis- 
ville by the Associated Traffic Clubs of America. 





; The Traffic Club of Chicago met at luncheon, February 2, at 
the La Salle Hotel. Major Rufus W. Putnam, U. S. engineer, 
Chicago district, spoke on “The Port of Chicago.” 





The Burlington Shippers’ Association will hold its seventh 
annual dinner at the Hotel Burlington, February 16. 





The Traffic Club of New England will hold it's annual ban- 
quet at the Copley-Plaza, February 18. There will be a reception 
in the foyer of the hotel immediately preceding the banquet. 





The Traffic Club of Memphis will hold its “Valentine Dinner 
Dance” in the ball room of the Hotel Peabody, February 15. 





The Los Angeles Transportation Club met at luncheon, Feb- 
fuary 1. William Traeger, sheriff of Los Angeles, spoke on 
*History of California.” There was a musical program through 
the courtesy of the Southern California Music Company. 





The Transportation Club of St. Paul met at luncheon, Feb- 
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ruary 2, at the St. Paul Hotel. Postmaster C. J. Moos was th 
speaker. os 





The Traffic Club of Erie will hold its annual banc 


ue 
Larence Hotel, March 18. sli 





The Traffic Club of Oklahoma City met at luncheon, Febry. 
ary 1. R. E. Palmer, freight agent at Oklahoma City of the 
Rock Island, spoke on “The Freight Agent's’ Association.” The 
club held its “Ladies’ Night” at the Hotel Skirvin, January 97 
H. B. Krarup has been appointed secretary of the club to fiJ] the 
unexpired term of L, M. Voss, resigned. 





The Traffic Club of Detroit will hold its annual banquet 
February 9. The Traffic World, January 30, carried the an. 
nouncement of the date as February 29, through error. 





The Traffic Club of Kansas City met at luncheon, February 
2, when H. L. Jost, former mayor and member of Congress 
spoke on “Congress in Action.” 





The Traffic Club of Sioux City held its “Stock Yards anq 
Packers’ Dinner” at the West Hotel, January 27. Over 135 rep- 
resentatives of industrial concerns and railroads were present, 
The speaker was E. D. Speers, traveling representative of the 
Wabash, whose subject was “Transportation of Packing House 
Products.” R. E. Whitlock, secretary and traffic manager, the 
Sioux City Live Stock Exchange, spoke on the purpose and aims 
of the traffic bureau in Sioux City. 





The Traffic Club of New York’s committee on public affairs, 
in whose hands the resolution pertaining to regulation of motor 
vehicles, adopted by the Associated Traffic Clubs of America, was 
left, has reported that, because the matter of such regulation 
presents a controversial question, the resolution does not appear 
to be in harmony with that article of the club’s constitution, 
which says the purpose shall be to cultivate closer relationship 
between those interested in transportation of freight and pas- 
sengers as carriers and shippers, and to promote their general 
welfare, the committee would not report the resolution as rec- 
ommended for adoption. 





The Savannah Traffic Club hag ratified the resolution per- 
taining to the regulation of motor vehicles as adopted by the 
Associated Traffic Clubs of America. 





The Traffic Club of Newark held its annual dinner at the 
Newark Athletic Club, February 4. The club held a meeting 
February 1. 





The Transportation Club of Decatur will hold a meeting at 
the Hotel Orlando, February 18. 





The Pacific Traffic Association met at the Palace Hotel, 
San Francisco, February 2. The subject of discussion was 
fourth section relief and the Gooding bill. Paul P. Hastings, the 
Santa Fe; Norman F. Titus, the McCormack Steamship Com- 
pany, and E. W. Hollingsworth, attorney, led the discussion, 
each from the angle of interests he represented. 





The Omaha Traffic Club will hold a meeting, February 23. 
The club held a dinner-dance and meeting at’ the Blackstone 
Hotel, January 26, when there were over 200 representatives of 
industrial and railroad traffic interests present. 





The Transportation Club of San Francisco has ratified the 
resolution pertaining to regulation of motor vehicles as adopted 
by the Associated Traffic Clubs of America at Louisville. 





The Traffic Club of Cleveland has adopted a resolution 0» 


posing such bills before Congress known as the Gooding-Hoch 
legislation. 





The Miami Valley Traffic Club will hold its fourth annual 
dinner at the Gibbons Hotel, Dayton, February 18. The program 
of the evening will be broadcast from station WSMK. 





The Railway Business Women’s Association of Chicago held 
its third meeting and “Organization Night,” January 19, at the 
Hamilton Club, when over 500 women employes of railroad and 
steamship lines, affiliated committees and the Pullman Company 
attended. The purpose of this new organization is to advance 
the social, business and intellectual development of women 1? 
transportation work. The following officers were elected: 
President, Miss Cora Nelson, associated with the W. T. L. com 
mittee; vice-presidents, Nancy C. McKinley, secretary to the 
freight traffic manager, the Rock Island; Miss L. J. Noelle, of 
the W. T. L. committee, and Miss D. Oden, in charge of wome? 
in service of the Burlington; recording secretary, Miss H. Smith, 
the Central Freight Association; corresponding secretary, Miss 
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L. Gates, of the Chicago & Northwestern; financial secretary, 
Miss L. Kennedy, of the New York Central; treasurer, Mrs. W. 
G, Brown, of the Baltimore & Ohio; chairman of the publicity 
committee, Miss Nan Carter, of the Illinois Central, and chair- 
man of the membership committee, Miss D. Roberton, of the 
Chicago, Milwaukee & St. Paul. 





The Capital District Traffic Association of the State of New 
york held a dinner and meeting, January 19, at the Van Curler 
Hotel, Schenectady. The nominating committee reported the 
following nominations: For president, D. Kibbey, T. M., A. P. 
w. Paper Company, Albany N. Y., and C. R, Parks, treasurer, 
North American Cement Company, Albany; for first vice-presi- 
dent, G. T. Russell, T. M., Ludlum Steel Company, Watervliet, 
and J. E. Hewes, vice-president and general manager, Hastern 
New York Utilities Company; for second vice-president, C. F. 
Beck, G. E. F. A., the D. & H., Albany, and P. N. Campbell, man- 
ager, J. A. Becker Company, Albany; for third vice-president, W. 
E. Savage, traveling representative, the Southern Pacific Com- 
pany, New York, and R. J. Walker, traveling representative, the 
Lehigh Valley, Auburn; for secretary, C. L. Ferguson, T. M., 
Eastern Tablet Corporation, Albany, and E. W. Conklin, assist- 
ant manager, Albany Sand & Supply Company; and for treas- 
urer, G. W. Campbell, Albany Hardware & Iron Company, and 
J. A. McBride, president, McBride Trucking, Albany. The report 
of the nominating committee was followed by a talk by W. L. 
Donaldson, chief traffic agent, the Lehigh Valley, on “Working 
of the Manchester Transfer,” and Public Service Commissioner 
Lunn spoke on “Public Utilities.” There was also a program 
of music and vaudeville. 


GREAT LAKES BOARD TO MEET 


The Great Lakes Regional Advisory Board will hold its 
fourteenth meeting February 11, at the Hotel Jamestown. James- 
town, N. Y. A dinner will be held in conjunction with the 
Jamestown Traffic Club at 6:30 p. m. There will be the regu- 
lar commodity committee and railroad reports and a talk by Vice- 
President R. S. Parsons, of the Erie, on “Relation of Shipper to 
Railroad Within the Advisory Board.” 


WOODLOCK NOMINATION 


The Senate interstate commerce committee had planned 
to consider the nomination of Commissioner Woodlock on the 
afternoon of February 8 but the meeting was not held because 
Senator Watson, chairman, could not be present. 


ATLANTA FREIGHT BUREAU MEETING 


Former United States Senator Hoke Smith, of Georgia, 
spoke of the importance of Atlanta as a gateway for the rich- 
est part of the south and of the need for organization among 
shippers, at the twenty-fourth annual meeting of the Atlanta 
Freight Bureau, January 29. He said that, with the railroads 
so well organized, it was essential that shippers, too, should 
become organized into some form for concerted action. He 
said railroad officials were wise and fair enough to meet many 
of “your applications to handle your freight at a profit to you.” 
The following were unanimously elected to the board of di- 
rectors for 1926: Oliver P. Allen, J. R. Bachman, H. E. Choate, 
R. C. Clonts, F. B. Coleman, H. S. Collingsworth, John M. 
Cooper, Beaumont Davison, G. P. Dozier, Thomas R. Frazer, 
I, A. Hirshberg, George M. Hope, W. C. Holleyman, F. A. Hoyt, 
Bolling H. Jones, K. K. Kelley, J. R. Mobley, E. S. Papy, Jack 
Pappenheimer, R. L. Reed, Meyer Regenstein, Ralph Rosen- 
baum, Howard See, Herbert J. West, Harold B. Wey, W. B. 
Willingham, Sr., and George Winship. 


COOPERATIVE RATE MAKING 


Robert C. Ross, general traffic manager of Joseph T. Ryer- 
son & Son and general chairman of the Mid-West Shippers’ 
Advisory Board, in an address to the Junior Traffic Club of 
Chicago, at its annual dinner February 4, after commending the 
work of the regional advisory boards, said: 


mm. our method of adjusting rate controversies, however, we are 
= = the dark ages. As a result of our present methods of rate 
ulation, we have come to depend almost entirely on the Com- 
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fitty VATIONALLY ADVERTISED Traffic Service organization desires 
say Pct EXPERIENCED in selling Traffic Service contracts. We 
located gest commissions, have best contract on market, and are better 
tion in re equipped to render the service than any other organiza- 
We want oR. of work. In answering tell us ALL about yourself; 


the mos 3 
lage 345, this isener t reliable and competent men. See our ad on 








also’ OR SALE—Several cars newly manufactured oak railroad ties; 
immediate cars switch timbers and three-inch plank; ready for 
© shipment. L. E. Pearson, Box 705, South Bend, Ind. 
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mission through formal procedure to make almost every major rate 
adjustment and thousands of minor adjustments. Broadly speak- 
ing, the railroads have lost control of rate making and now we find 
that it is entirely impracticable and impossible satisfactorily to 
adjust general freight rate structures within the confines of formal 
litigation. Evidence at rate hearings is necessarily confined to the 
particular rates regarding which complaints are brought. After the 
decisions are made, it is found that so many other adjustments are 
involved that as a practical matter it is impossible to carry out the 
suggestions or orders of the Commission. There is no more Capable, 
conscientious body in the land, but their task is super-human. 

What are we going to do about it? I believe the solution of 
the problem is largely in the hands of the shippers and carriers 
themselves. I believe the remarkable results attendant upon the 
advisory board method of solving service problems point the way 
to a similar method of improving our rate-making machinery. I 
believe that now is the time for the railroads to suggest to the ship- 
pers of the country that they organize along commodity and group 
lines, functioning around the various territorial rate committees, for 
the purpose of considering together in informal conferences all com- 
plaints regarding rates, and that vigorous attempts be made to settle 
these matters without reference to governmental authoriies. 

Of course, we could not expect too much from such a plan at 
the start, but, if the two parties approached the problem in a spirit 
of fairness and compromise, eventually there would come a degree 
of confidence in one another, a realization of each other’s problems, 
a toleration of the other fellow’s viewpoint, which would insure re- 
moval of many rate problems from the realms of litigation. The 
result would be a still further enhancement of the present goodwill 
of the public toward the carriers and the creation of the more 
flexible business-like rate structure which the ever-growing com- 
merce of the country requires and demands. 


LEGIBLE FREIGHT BILLS 
Editor The Traffic World: . 

I note in the Open Forum, on page 313, of the January 30 
issue of The Traffic World, a recommendation from Mr. G. J. 
Olson, traffic manager of the W. N. Dutton & Sons Company, 
Hastings, Neb., relative to freight bills as per photograph. I 
heartily agree with Mr. Olson that more stress could be put on 
by the railroad companies to have their freight bills give better 
reference. 

It is almost impossible on some of them to ascertain the 
point of shipment, or if the rate is made up on a combination 
of rates, and no one familiar with that part of it would be 
up against it to check rate as shown, and in a good many cases 
our consignees return freight bills, as shown in exhibit No. 2. 
Personally, I believe the quicker the carriers start a campaign 
for better freight bill reference the better everybody will be. 











ALBANY, UN. Y. 







Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., Inc. 


Merchandise Storage and Pool Car 
ciepseed Koon cers DIStPibUtION — ~ecarroan 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


Carnegie Recognized An Opportunity — 


When Andrew Carnegie visited England to inspect the new 
Bessemer Furnace, he watched a demonstration, keenly interested. 
When it was finished he cabled his plant superintendent in America 
to junk his equipment for the new type furnace. A courageous move? 
Yes, but Carnegie recognized an opportunity. And typical of the 
man, he took advantage of it. 


Here, too, is an opportunity for men engaged in traffic work; the 


CQNIEGEUEADYANCED Tgp 


CA Single Subject Well Taught! 


We teach, by actual practice, traffic management and traffic law, 
and nothing else. The comprehensive text material includes every 
practical form used by the foremost traffic men in their daily 
work. It is the one course that really helps you to become an 
executive type traffic man—-a big pay man. 

We conduct both resident classrooms and instruction by mail. 
Both are thorough and complete. Be a Carnegie! Grasp this op- 
portunity. Write us for free catalogue. Address Department 8-B, 


COLLEGE OF ADVANCED TRAFFIC, 608 South Dearborn St., CHICAGO 
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However, I am in hopes that you will hear from someone other 
than the writer relative to this move. 
The Dayton Pump & Manufacturing Company, 
E. K. Hott, Traffic Manager. 
Dayton, O., February 3, 1926. 


BARGE OPERATION RESULTS 


A preliminary comparative statement of tonnage, revenues 
and expenses of the Mississippi-Warrior barge line services, 
prepared by Brigadier-General T. Q. Ashburn, chairman of the 
board of the Inland Waterways Corporation, for 1925 and 1924, 
shows that, in 1925, the corporation expended in actual oper- 
ations $302,797.04 less than its gross income. The Missisis- 
sippi division of the service, according to the statement, in 1925, 
had a net income, before charging depreciation, of $523,115.76 as 
against $159,722.80 in 1924. The Warrior division had a deficit 
in net income, before charging depreciation, of $220,318.72, as 
compared with a deficit of $339,056.70 in 1924. 

In the following statement, losses are shown in black-face 
type, and the explanation also is made that figures showing 
amount of depreciation charged are included in figures showing 
“total expenses,” and then set forth below “net income” as a 
matter of information to show the amount of depreciation 
charged: 


COMPARATIVE STATEMENT OF TONNAGE 
REVENUES AND EXPENSES 


MISSISSIPPI-WARRIOR SERVICE 
Calendar Years 1925 and 1924 
1925 


Preliminary 1924 
Wetel tOMHERO.o.occcccccccedvescee wraeeeard 1,141,973 1,071,848 
OER POVEMUC. .cccccsvescccceves ep araentd $3,978,951.93 $3,503,751.59 
Total EXPENSES... ccccccccccccccccecvcecs 4,005,994.59 4,036,362.01 
Net income (loss in black face).... 27,042.66 532,610.42 
DGPOGEIGUIOR, co ccccccccccccstocceccevesese 329,839.70 353,276.52 
Net income before charging de- 
CUENIION sc reccecccsdecesvepcesces 302,797.04 179,333.90 
MISSISSIPPI DIVISION 
EE EN . caceceadamotesasineereanive 910,462 849,503 


NOE POUONNG soc ccecccccccnccseesecceres $3,521,495.88 $3,097,348.33 


TStal GRPSNMON.. oc cccccccccscsdvcvessces 3,252,387.31 3,223,408.30 
Net income (loss in black face).... 269,108.57 126,059.97 
DOPSSSINUION cS occccccccecvevessecccesiocee 254,007.19 285,782.77 
Net income before charging de- 
DEOCIRUION .ccccccccccccccccccesces 523,115.76 159,722.80 
WARRIOR DIVISION 
Total tONNaBe....ccccccccces Sovenaienews 231,511 222,345 
WE POCONO co cccvccicccececescccesoces $ 457,456.05 $ 406,403.26 
Total expenses............. éiternvevenve 753,607.28 812,953.71 
Net income (loss in black face).... 296,151.23 406,550.45 
Depreciation ....cccccccoee MavenCeerneene 75,832.51 67,493.75 
Net income before charging de- 
WEGCIGUOR  cccccccecsccccececccscoes 220,318.72 339,056.70 
Note: Figures for 1925 include estimated results of December 


operations. 

The Corporation, as a whole, shows a gain of $505,567.76 in its 
net income, and this despite the fact that during the calendar year 
1925 its equipment on the Mississippi was only 60 per cent of the 
1924 equipment—40 per cent being in litigation and used by another 
company. 

This $505,567.76 is made up as follows: 

Mississippi Division 


Changing a loss of $126,059.97 
to a profit of 269,108.57 $395,168.54 
Warrior Division 
Reducing a loss of 406,550.45 
to a loss of 296,151.23 110,399.22 
$505,567.76 


In 1924 the Corporation expended in actual operations $179,333.90 
more than its gross income—in 1925 the Corporation expended in 
actual operations $302,797.04 less than its gross income. 


EXPORT TRADE POLICIES 
The Traffic World New York Bureau 


Policy and procedure in American export trade were con- 
sidered at an informal all-day conference in New York this week 
by delegates representing several large associations of export 
manufacturers and the export and commission houses, who 
placed their views before the manufacturers through the officers 
of the American Exporters’ and Importers’ Association. . 

The basis of the present agreement was laid at a conference 
last June under the auspices of the National Foreign Trade 
Council. Since then negotiations between the foreign trade 
groups concerned crystallized at the initiative of the American 
Exporters’ and Importers’ Association, in eight recommended 
points of foreign trade policy, which were reduced to seven 
points and silghtly amended at the conference here. The seven 
points agreed upon, as outlined in the report, are as follows: 
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First: That everything being equal the American manufacturer 
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should grant the American exporter the first opportunity w 


seeking the pushing of his goods in the foreign field. hen he is 
Second: Where the manufacturer trades direct with the fo 
customer, and in addition handles business through th reign 


the latter should not be discriminated against, but sh fd pa porter, 
equal prices, discounts and credit terms. Cash Sonam shout given 
cash terms, and if demanded from the exporter should apply cane 
to the foreign buyer. At present many manufacturers do not - ally 
with this rule and the exporter is unjustly handicapped according” 

Third: Manufacturers who employ local agents in markets — 
they are already doing business through export houses establt — 
in the United States should not allow such agents to quote lo a 
prices or terms than can be secured by such export houses — 

Fourth: Travelers sent abroad by manufacturers should be giy 
careful instructions as to how they should handle business — 
on the situation that the manufacturer occupies on the field 7 
are proposing to exploit, so that where justified the commission ho vs 
may be protected, and either intentionally or otherwise may oa 
suffer loss of business. It has been found that the natural tendlenns 
of the traveler, or local representative unless instructed carefully 
by the manufacturer, is to advocate direct business, often without 
the wish of the manufacturer or even the foreign buyer, but guided 
solely by a desire to increase his own importance and standin 
controller of business with his employer, the manufacturer. sles 

Fifth: Indiscriminate distribution of catalogues and price list 
showing lowest export prices should be avoided and cash discounts 
or special selling commissions should not be named. Foreign manu- 
facturers carefully observe these rules. . 

Sixth: Quotations to houses abroad should not be sen 
logues until inquiry has been made to determine if_the parties de- 
siring this information are legitimate importers. Furnishing such 
information to retailers and small buyers is detrimental to the legitj- 
mate importers in such territory. 

Seventh: Our association in the past has called attention to the 
burden imposed upon exporters by reason of cash being demanded 
by manufacturers for all purchases and we still believe a more liberal] 
policy should be adopted and buyers should not be asked to pay 
for goods until they have reached port of destination from inland 
places or have been placed on board export vessel. Specified dates 
of payment, say the first and fifteenth of each month, would also save 
the buyer considerable trouble and bookkeeping. 


Delegates present represented the American Manufacturers 
Export Association of Manufacturers, the Illinois Manufacturers’ 
Association, the National Foreign Trade Council, the American 
Exporters’ and Importers’ Association and other larze bodies 
interested in foreign trade. A resolution was passed at the close 
of the meeting expressing the sense of those present that the 
points recommended be referred to each of these organizations by 
their delegates, with a view to securing their assent and to 
— education of the foreign trade community along these 
ines. 

Further conferences will be held when the national organi- 
zations have passed on these recommendations and the informal 
contact the sessions have provided will be improved upon to 
seek still further grounds for their co-operation in extending 
American foreign trade. 


GATEWOOD ON U.S. SHIPPING 


. The Traffic World New York Bureau 


Capt. R. D. Gatewood, New York district director of the 
Fleet Corporation, who returned from London last week, said 
that during his stay abroad he was impressed by the friendly 
attitude of foreign shipping men. He said: 


On every hand I found a willingness to aid the United States in 
solving its shipping problems. I am convinced that other nations have 
recognized the fact that the United States is on the high seas for 
a long time to come. They are willing to concede that we have made 
a good showing, credit for which must be given to the splendid serv- 
ices our ships have maintained, such as frequency of sailings, good 
ships, with excellent personnel. 

_ Many men whom I met overseas offered to aid and co-operate 
with the United States in every way possible to give the American 
merchant marine the benefit of their long years of experience. These 
men rank with the best shipping executives in the world, and they 
come from a people who had to learn the shipping business, just as 
the United States is doing now. We would do well by avoiding the 
mistakes made by them in the past. 

The outlook is encouraging. Several vessels are scheduled to 
leave Europe in the next week or two with capacity cargoes for the 
United States. While we cannot foresee what will happen in the fu- 
ture, the outlook for American shipping is extremely healthy. 


t with cata- 


Captain Gatewood said that when he left Europe the shore 
personnel of the Fleet Corporation was functioning smoothly. 
This was his first visit to Europe in two and a half years, and 
he was greatly impressed with the change of attitude toward 
American shipping which had taken place in that time. 

Captain Gatewood is also manager of the maintenance and 
repair department of the Fleet Corporation in New York, and 
he has played a prominent part in converting Shipping Board 
vessels from coal and oil burners to the Diesel method of pre 
pulsion. Congress appropriated $25,000,000 for this work. With 
regard to this he said: 


Unfortunately, the work on the first unit of fourteen vessels 
selected for Dieselization is delayed, and I fear the government will 
have to grant an extension of time to the engine builders of the 
United States, who have met with many difficulties in construc 
the engines. The government is not impatient with the builders 8 
we realize that they have many difficult problems to solve and We 
want to aid them in every way. 


The first of the fourteen vessels to be Dieselized were to be 
ready this month, but, due to the delay in completing the & 
gines, all of which are being built in the United States, the 
actual date of installation has been postponed indefinitely. 
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The CENTURY pass- 
ing under the new 
Castleton Bridge. 
From a painting by 
Walter L. Greene, 
© 1925, N. Y. C. 


CENTURY LIMITED 


via the only water level route 
from Chicago to New York. 


Between Chicago and New York there 
is only one low-level pass through the 
Appalachian Mountain range. 


This is the water level route of the New 
York Central—the route of the 20-hour 
20th Century Limited—along the shores 
of Lake Michigan and Lake Erie, and 
through the Mohawk and Hudson River 
valleys. 


With the advantage of this unique nat- 
ural highway from the Great Lakes to 
the Atlantic, the New York Central is 
enabled to provide a passenger service of 
notable dependability and acknowledged 
comfort. 
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NEW YORK 
CENT R AL Ze » Boston & Albany—Michigan Central—Big Four 
Siero, Pittsburgh & Lake Erie—New York Central 

a and Subsidiary Lines 








378 


OCEAN FREIGHT RATES WEAKER 


The Traffic World New York Bureau 


Weakness in local shipping continued during the week, due 
to the lack of demand from shippers and the over-supply of ves- 
sel space. Despite this reaction, a few brokers expressed con- 
viction that a revival in activity will become apparent shortly. 

The December index number compiled by Lloyd’s List shows 
the general tendency of cargo rates from firmness to strength in 
all trades except North American. The analysis indicates that 
aside from the North Atlantic, where persistent weakness has 
been due to localized conditions, such as the coal strike, the 
outlook for shipping in other parts of the world is improving. 

There is a close relation between the index figures for North 
and South America. Rates between the United Kingdom and 
South America were higher because of the lack of return car- 
goes, forcing shipowners to ask more for the outward voyages. 
Partly because of this situation, more vessels were available for 
the North American trades, which tended to depress rates on 
the latter route. The large number of ships bound here with 
coal also has kept the local markets flooded with surplus ton- 
nage. 


While the end of the coal strike is not yet in sight, it should 
be borne in mind that spring is now only six weeks off, and that 
the demand for foreign coal will shortly diminish rapidly. With 
this disturbing factor out of the way, the North Atlantic should 
move in sympathy with the trend of freights on other routes. 


Meanwhile shippers have an opportunity to cover their re- 
quirements at low figures, 2s. 3d. to the United Kingdom, 10 
cents to the Antwerp-Hamburg range, and 14% cents to the 
Mediterranean. Steamers for the opening of navigation on the 
St. Lawrence can be fixed now on satisfactory terms, possibly 
at less than 14 cents to the Continent and 17 cents to the 
Mediterranean. These rates apply to heavy grain. 


The intercoastal situation continues to hold the spotlight of 
interest. The activities of Shipping Board commissioners in 
cementing the ties of the present conference agreement are 
establishing a precedent. The importance of the precedent de- 
pends upon the success of the present’ move. 


At the time of writing, the Shipping Board has succeeded in 
impressing the non-member lines with the seriousness of the 
situation. The powers of the board are limited, but the infer- 
ence has been given unmistakably that, if the independent lines 
persist in. their present policies, the board may go to Congress 
for the same authority over intercoastal water rates that the 
Interstate Commerce Commission now has over land rates, The 
point that the independents are now debating is whether it 
would be preferable for them to join the conference, with what- 
ever advantages in the way of differential rates, etc., that may 
be obtainable, or to risk control by a board that would probably 
fix rates to be charged by all lines, regardless of frequency or 
speed of services. At this time the board is merely acting in 
the capacity of a mediator in the hope of preserving stabilized 
conditions. 


Unsettled and depressed conditions prevail in the London 
market, especially in the freight grain sections. Business has 
been very slow and interest is lacking in grain tonnage. There 
is little interest for American coal from Hampton Roads, while 
business from the Gulf ports is featureless. Demand for charter- 
ing from,Black Sea ports is quieter. Outward coal is not active. 
Business from North American range is dull and rates show no 
improvement. Eastern chartering is quiet, but further tonnage 
is wanted for Burmah rice. Wheat chartered from Australian 
ports remains quiet. A fairly good business is reported in the 
Mediterranean and Bay ore market. 


Installation by the Southern Railway of the “in transit” 
arrangement for handling tobacco at Norfolk similar to that put 
into effect in Newport News by the Chesapeake & Ohio Railway 
is being watched by interests representing all branches of ship- 
ping at port, in the light of its promise to return to Norfolk a 
considerable portion of the export tobacco business lost three 
years ago to Newport News. The four other tobacco-handling rail- 
roads—the Norfolk Southern, Norfolk & Western, Seaboard Air 
Line and Atlantic Coast Line—have decided not to follow the 
example of the Southern. The new plan eliminated wharfage 
and handling charges. Action is now pending: before the Inter- 
state Commerce Commission to increase the rate on manufac- 
tured tobacco to Newport News 5 cents per 100 lbs. 

According to advices received in New York shipping circles, 
the Shipping Board Fleet Corporation will probably defer action 
on the contemplated consolidation of the board’s Indian and 
Australian services until after the return from India of Kermit 
Roosevelt, president of the Roosevelt Steamship Co. 


Announcement is made by the Bermuda & West Indies 
Steamship Company that it has decided to discontinue the ac- 
ceptance of shipments on sailing day. This policy has been 
adopted on account of dissatisfaction among shippers when ship- 
ments have gone forward unaccompanied by documents. Load- 
ing of steamers also has been delayed, as has the completion of 
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manifests when deliveries have been delayed until the day of 
sailing and sometimes until after permit time. : 

Announcement is made by the Bristol City Line that jt has 
been appointed as general freight agent for the United States at 
the Great Western Railway of England, 

Harry S. Scott, president of the General Steamship Corpora. 
tion of San Francisco, who returned last week on the Aquitania 
from a short business trip to Europe, said that his concern would 
willingly discuss with the Brazil and River Plate Conference the 
matter of upholding conference rates from the Pacific Coast t) 
ports of Brazil and the Argentine in connection With the service 
the General Steamship Corporation has inaugurated ag a com- 
petitor with that of the McCormick Steamship Company. The 
General Steamship Corporation, he added, is always in fayor of 
maintaining tariffs that will enable ships to make a profit, yo 
matter how small. Mr. Scott also said the General Steamship 
Corporation had no statement to make concerning its plang for 
a service in the intercoastal trade. He admitted, however, tha; 
such plans had not been abandoned, that they were still being 
considered, and that something might come of them any day 
especially in view of the fact that the General Steamship (or. 
poration has had much experience in the intercoastal trade by 
virtue of its agency connections on the Pacific Coast with the 
Luckenbach Steamship Company and the Garland Steamship 
Corporation. 

Service of the Clyde Line to Brunswick, Ga., is to be re. 
stored to the old basis of weekly sailings between New York 
and Brunswick and tri-weekly sailings between Boston and 
Brunswick. The restoration of the old schedule is due to the 
rapid increases of business of Brunswick. 

At this week’s meeting of the Maritime Exchange committee 
on protection of marine and waterfront property a motion was 
adopted recommending that the exchange call representatives of 
all of the organizations taking part in the recent conference on 
pilferage and also communicating with these organizations ask- 
ing them to indicat'e whether they are willing to subscribe toa 
fund for the employment by the general committee of a secre. 
tary and counsel to direct the campaign to eliminate pilferage in 
the port. The general committee is to meet in the board of 
managers’ room in the Produce Exchange, Wednesday, February 
10, at 2:30 P. M. 


OPPOSE “PROTECTION” FUND 


The Traffic World New York Bureaw 


Strong opposition to the plan of setting aside $15,000,000 of 
the Shipping Board’s construction fund to be used as a war 
chest to defend United States shipping from any unfair foreign 
competition, was voiced in a resolution adopted by the American 
Steamship Owners’ Association, at its annual meeting. Alfred 
Gilbert Smith was unanimously re-elected president for a third 
term. 


The proposed fund has been advocated by the Shipping 
Board. T. V. O’Connor, chairman of the board, discussed the 
plan with President Coolidge and it has been reported that the 
White House is inclined to favor it. Senator Jones, of Wash 
ington, introduced a bill in the Senate urging adoption of the 
plan. 


It was reported that the steamship owners feel that nothing 
should be done to deplete the present ship construction fund, 
which was created to enable shipowners to borrow money al 
a low rate of interest for construction of American ships. The 
fund has aided the shipping industry to add many vessels to the 
American merchant marine and also has given employment 1 
thousands of shipyard workers who otherwise would have been 
idle. ; 

“The owners are generally against the plan to interfere with 
the workings of the construction loans for such a vague term 
as a defense fund to fight competition,” said a well-known ship- 
ping man. “That is unfair competition.” . : 

President Smith, in annual report, said the steamship se 
ers’ recommendations, adopted last year, were receiving at oa 
tion throughout the country. He also stressed the need of a8 
ticipating in international shipping conferences such as ie 
held in Brussels last year. These meetings, he said, serve 
help shipping in general. : 74]liam 

Other officers elected were: First vice-president, W! rm 
Newsome, vice-president, United Fruit Company; second 4 
president, Paul H. Harwood, vice-president, Pan American 
troleum and Transport Company. ; if 

Executive committee: H. F. Alexander, president, a n 
Steamship Company, Seattle; Calvin Austin, president, Haste 
Steamship Lines, Inc., Boston; Ernest M. Bull, president, abe 
Bull Steamship Company; Ira A. Campbell, of Kirlin, Woo “ 
Campbell, Hickox & Keating; Harry C. Carr, export wy 
Sun Oil Company, Philadelphia; Gale H. Carter, president, ne 
Line, Inc.; Robert Dollar, president, Dollar Steamship ce 
San Francisco; J. R. Gordon, of the Union Sulphur pono 
Robert F. Hand, assistant manager marine department, ens 
Oil Company of New Jersey; Paul H. Harwood, James Kennet: 
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Kansas City Southern Railway 


Texarkana and Fort Smith Railway 
“‘The Great North and South Road”’ 


= nrrsasie RG 
is AGULF T 
OP 


N 


WSILQAM ‘aes 


MWESTVILLE 
SALLISAW 


t\ e, 


Dw. L.ORON 


6 
if HORNBE 

X IA S%eesvirve : 
FS PICKERING 


B AUMO 


~ Houston\ Le 


NY 
Re. SMITH | eg. 


0g 
PIAS af vw Nicer. cR MR KAN SASSY 
ie PANAMA 
/ SHADY POINT ‘ E 
HOUND pore au D— 
7 OWE ¢ & LS 
SY 





FREIGHT PERFORMANCE, 1925 


K.C.S. 


AVERAGE MILES 
PERCAR—PER DAY . 43.6 


MILES FREIGHT 
TRAINHOUR. .. . 12.5 


GROSS TRAIN LOAD. . 1927 


NETTRAINLOAD. .. Q75 


NET TONS p 
LOADED CAR ag ne 


AVERAGE 
SOUTHWESTERN 
ROADS 


28.6 
13.2 
1376 
589 
25.8 


Manifest Freight Service, both North and South, 
Guaranteeing Quick Dispatch 


HA. WEAVER, Gen'l Freight Agent J. F. HOLDEN, Vice-President 


hens City, Mo. 


Kansas City, Mo. 








, United American , 


Lines 
INTERCOASTAL SERVICE 


Regular Fortnightly Sailings of Cargo Steamers 













































to 
Los Angeles Harbor, San Francisco, 
Oakland, Portland and Seattle 





From From From 

New York Baltimore Savannah 
Ld eer Feb. 12 Feb. 16 
Ee e Feb. 20 Feb. 26 Mar. 2 
IES. can oie’ xau.esore eee Mar. 6 Mar. 12 Mar. 16 
Ro ee eee Mar. 20 Mar. 26 Mar. 30 
ok FO eee Apr. 3 Apr. 9 Apr. 13 
EASTERN KNIGHT......... Apr. 17 Apr. 23 Apr. 27 
) ope RS May 1 May 7 May 11 
PD Serr May 15 May 21 May 25 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 6, New York Docks, Brooklyn, N. Y. 


A dependable service at differential rates 


Goods for Hawaiian Islands trans-shipped at Los Angeles Harbor 
without rehandling (connecting carrier loads at same wharf) by 
the fast passenger steamers of the 

LOS ANGELES STEAMSHIP COMPANY 
with which excellent connections are made. 


Joint Service with 
3) HAMBURG-AMERICAN LINE a 


Passenger and Cargo Steamers 








NEW YORK TO HAMBURG 


WESTPHALIA ......... Feb. 11 {CLEVELAND ........ Mar. 11 
tALBERT BALLIN..... Feb. 16 MONTPELIER ........ Mar. 18 
*THURINGIA ......... Feb. 25 *WESTPHALIA ....... Mar. 25 
{DEUTSCHLAND ...... Mar. 4 {ALBERT BALLIN..... Mar. 31 


{Refrigerator accommodations. *Via Boston 
Steamers sail from Pier 86, North River, Foot of West 46th St. 
PHILADELPHIA TO BREMEN AND HAMBURG 
Wh Noo sare noel so cassoidts's-nicteterareure ae area ere p ate tee aiarelelaicia eres 
BALTIMORE TO BREMEN AND HAMBURG 
LEGIE (via Hampton Roads).........eccecsscceeceees veee-Feb. 6 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


POSS S eH SHH HSHHHHEH HHH EHEH SES ESHHESEEHHS EH EHEES ESE ESE 


NEW ORLEANS TO BREMEN AND HAMBURG 
De! | CN seo iis 6 Ew sh 0 68 EN GS ee 0v Ueerwee PEIN eee beets 


















































ALSO DIRECT FREIGHT AND PASSENGER SERVICE 
FROM U.S. PACIFIC PORTS TO HAMBURG, 
ANTWERP AND UNITED KINGDOM 


Through Bills of Lading via Hamburg issued to all Scandinavian 
and Baltic Ports, also to Mediterranean, Levant, 
Black Sea and African Ports. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 


CD cccecccccccons 327 S. La Salle St., Phone Wabash 4891 
BRANCH OFFICES: 

PITTEBURGHE 06. ccc ccccvvcccece endo sal 4038 Jenkins Arcade Bldg. 

PM itks 0 0.0:0:6:0:9- 010000 eo maeters besaens 1003 Rockefeller Bldg. 
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Pere reese esses eseeseseseeeseees 


Pee ee ee eee eseseeeeeeseeseses 


SP a ccccconcecceseccesseeaeipeeere udden & Christenson 
PHILADELPHIA. ........ceeeeee. Dichmann, Wright & Pugh, Inc. 
PORTLAND Columbia Pacific Shipping Co. 


caeseeneegetecsed Sudden & Christenson 


eee eeeeereessesesseeseerese 
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manager, marine department, Gulf Refining Company; Edgar F. 
Luckenbach, president, Luckenbach Steamship Company, Inc.; 
Winthrop L. Marvin, vice-president and general manager, Ameri- 
can Steamship Owners’ Association; Emmet J. McCormack, treas- 
urer, Moore & McCormack Company, Inc.; Franklin D. Mooney, 
president, New York & Porto Rico Steamship Company; Frank C. 
Munson, president, Munson Steamship Line; William Newsome; 
Eugene O’Donnell, vice-president and general manager, C. H. 
Sprague & Son, Boston; H. H. Raymond, president, Clyde- 
Mallory Steamship Lines; Charles H. Reach, director, Bliss, 
Dallett & Co. (Red “D” Line); R. H. M. Robinson, president, 
United American Lines, Inc. 


FUND TO MEET COMPETITION 


Senator Jones, chairman of the Senate commerce commit- 
tee, has introduced a bill (S. 2875) amending section 11 of the 
merchant marine act of 1920, which created a construction loan 
fund in aid of building of ships by private interests, to provide 
that up to $15,000,000 may be used by the Shipping Board, out 
of the loan fund, to operate lines taken back by the board from 
purchasers who are unable to meet foreign shipping competition. 
There is now approximately $55,000,000 in the construction loan 
fund. 

No expenditure from the special fund of $15,000.000 could be 
made, however, without the approval of the President of the 
United States, under the provisions of the bill. 

Chairman O’Connor, some time ago, took up with President 
Coolidge a proposal to provide a fund to draw on when the board 
took back a line it had sold, as in the recent case of the Palmet- 
to Line, which was taken back from the Carolina Company. The 
plan to draw on the construction loan fund was then worked 
out so as to avoid asking Congress for a direct appropriation. 

Proposed reduction of $10,000,000 in the appropriation for 
the Fleet Corporation for the next fiscal year caused Chairman 
O’Connor to propose a fund such as would be provided by pas- 
sage of the Jones bill, the argument having been advanced that, 
with a reduced appropriation for regular operations, the board 
would not be in position to take over and operate lines that had 


been sold. 
HAMPTON ROADS PORT AUTHORITY 


In a report to Governor Trinkle, for transmission to the 
General Assembly of Virginia, on the question of management 
of the ports collectively known as Hampton Roads, the Hamp- 
ton Roads Commission has recommended its own abolition and 
the creation of a body to be known as the State Port Authority, 
this to be a step in the direction of bringing the management 
and control of the harbors and their facilities under the au- 
thority of the state for the benefit of all the people of the 
state and of states other than Virginia who ship through those 
ports. The commission which advised its own abolition in- 
quired into the question by means of a special committee 
composed of -Henry G. Barbee, Homer L. Ferguson and J. 
Gordon Bohannan. The commission is composed of, in addi- 
tion to the members of the committee, N. D. Maher, Roanoke; 
W. E. Carson, Riverton; and John R. Saunders, the attorney- 
general of the state, ex officio. 

This move was initiated by the port commission. Chairman 
Maher appointed the committee to recommend a plan for the 
organization and administration adapted to the needs of the 
Port of Hampton Roads, in the alternative, first, contemplating 
state participation, and, second, eliminating state participation. 
The committee pointed to the obivous fact that if control of 
the port were left to private enterprise, the development of 
facilities would depend upon the primary interest of the avail- 
able capital, without regard to the necessity for making a port 
the point of interchange of all manner of goods between carriers 
by land and by water. It pointed out that the early develop- 
ment of port facilities was by railroads and that when there 
was suggestion of either municipal or state contro] there was 
opposition from the railraads. It said, however, the view in 
later years, among railroad managers, was that it would be to 
the interest of a railroad company to be relieved from the cost 
of maintaining costly port facilities if and when assured of 
adequate facilities for the interchange of traffic on terms of 
equality with all other users. In support of that view it quoted 
from a speech of an official of the Southern Pacific and utter- 
ances of railroad officials in respect of the state port at New 
Orleans, one of the earliest state ports in the country and one 
that has served, largely, as a model for other ports. 


Hamburg, Germany, was cited as an example of a state de- 
veloped port, in which private enterprise flourished because the 
state made provision for the exclusive use of docks by great ship 
lines and made such attractive terms for the use of lands owned 
by it that one of the world’s largest private shipyard enterprises 
was established at that city, namely, the Vulkan works. In 
conclusion, the committee, in part, said: 

It may be asked why, if public control and administration is 


desirable, the several port cities cannot exercise that control and 
administer the affairs of their respective ports. For reasons which 
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will be hereinafter set out, it may be necessary to leave t 
eral port cities, for the present, at least, the exercise of 
ministrative functions. 
attempted to define it here, must be looked upon as 
the view of its becoming a coordinated unit, properly 
as Mr. Cowie, in his report filed with the Commission, 
“The picture involves the unification, both executiv 


ically, 
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But the port of Hampton 


of the port facilities of the four municipalities, 
Newport News, Portsmouth and Norfolk, into a modern wo 
which could properly be organized and administered by 


Roads Port Authority.” 


If this is to be realized, 
united ports should not- be administered by the gov 


it is obvious that 


thorities of any one or more of the port cities. 


the state at large but the several port cities a 
stand that port administration in the port of Ham 
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Texas, for instance, 


Roads is a state port. 
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U.S. SHIPPING ACTIVITIES 


An improvement in 1925 in the activities of the American 
privately owned shipping interests is indicated by a report 
issued by the Bureau of Research of the Shipping Board, which 


says: 


This statement is based upon a comparison between the privately 


owned vessels in operation a year ago and 


present time. 


those in service at the 
The number of vessels in operation has increased from 


941 on January 1, 1925, to 1,026 on January 1, 1926, an increase of 
85, or 8%, while the gross tonnage involved shows a net increase 


of 391,367 tons, or 11%. 


These figures refer to the privately owned 


American ocean-going steam or motor driven vessels of 1,000 gross 

tons and over, engaged in foreign and domestic coastwise trades. 
An analysis of this increase shows, in the overseas foreign trades, 

an increase of eight vessels operated with a loss in the gross tonnage 


employed. 


This is due to the fact that while passenger and general 


cargo vessels increased both in number and average size, there was 
a decrease in the number of tankers operated and in the average 
tonnage of vessels of this class which dropped from more than 10,000 
tons a year ago to slightly over 7,000 tons on January 1, 1926. 

The West Indies and Caribbean trade also suffered a loss during 
the year, which is attributed to reduction in the import of Mexican 
petroleum and a consequent decrease in movement of other commo- 


dities in that trade. 


The decrease consisted of 


one passenger, 20 


general cargo and 34 tanker vessels, these being among the smaller 
vessels in this trade as the average tonnage of ships remaining in 
service shows an increase. 


The American coastwise and 


intercoastal 


trades showed the 


greatest improvement of any of the services, with an increase of 132 
vessels and 585,031 tons employed. This was distributed as follows: 
Atlantic and Gulf coastwise, an increase of 100 vessels and 373,033 


tons; 


Pacific coastwise, a decrease of nine vessels and 15,657 tons; 


intercoastal movements, an increase of 38 vessels and 174,504 tons; 
Hawaiian trade, an increase of five vessels and 30,376 tons, and Porto 


Rican trade, an increase of six vessels 22,775 tons. 


The increase in 


Atlantic and Gulf trades is principally caused by traffic demands 
along the Florida coasts, and this demand is also responsible in 4 
large measure for the decrease in Pacific coastwise commerce and 


the increase in 


intercoastal commerce, as a 


number of vessels 


previously employed exclusively in Pacific coastwise service are now 
operating in intercoastal service, although continuing to touch at 

S This results in a decrease in the tonnage classified 
as in Pacific coastwise service, while the volume of traffic actually 


coastwise ports. 


increased. 


The increases in Hawaiian and Porto Rican services in- 


dicate a healthy growth in the commerce carried on with those 


territories. 


BID FOR ADMIRAL ORIENTAL LINE 
R. Stanley Dollar, managing operator of the Admiral 
Oriental Line, submitted an offer of $600,000 a ship for the five 
“535” President-type ships of the Admiral Oriental Line, whe 
the Shipping Board met to receive bids for the line January »’. 
The Dollar offer, which was the only one received. was referred 
to the Fleet Corporation for a recommendation. ail 
If the Dollar offer is rejected by the board, the question 0 
obtaining a new operator for the line will be considered, it was 


stated by board officials. 


There is substantia 


1 sentiment in the 


board that a change in operators should be made, because the 
Dollar interests operate their own ships from Pacific coast a 
Representatives of Seattle interests are prepared, it is under 
stood, to open negotiations for operation of the line as manag 


ing operators. 


President Crowley, of the Fleet Corporation, this week de 


clined to discuss with representatives of the 
Orient Company a proposal by the company to 


Puget Sound 
take over oper 


ation of the Admiral Oriental Line for the government. ot 
Crowley said the question of changing operators would 0 
taken up until action had been taken on the 


line. 


He indicated that a decision on the 


Dollar bid for the 
bid would not be 


reached this week. The Thorndyke Shipping Company and 
Pacific Steamship Company are also applicants for the 
agency of the line. 
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MEMPHIS, 


TENNESSEE 


The Logical Distribution Center for 
the Entire South, Southwest 
and Southeast 


Home of the Largest Merchandise 
Warehouses in the South 


FEDERAL COMPRESS & 
WAREHOUSE COMPANY 


Successors to 


Memphis Terminal Corporation | 




















Properties covering approximately 200 
acres. 






10 miles standard railroad tracks on the 
property. 
















We operate our own switch locomotive 
and connect with the Chicago, Rock Island 
& Pacific R. R., Illinois Central R. R., Louis- 
ville & Nashville R. R., Missouri Pacific R. R., 
Nashville, Chattanooga & St. Louis R. R., St. 
Louis & San Francisco R. R., St. Louis-South- 
western R. R., Southern Railway, Yazoo & 
Mississippi Valley R. R., also with the Mis- 
sissippi-Warrior River Barge Service who 
Switch to our plant without additional 
switching charges on carload lots. 







We Invite Storage of All Kinds of 
GENERAL MERCHANDISE 


















POOL CAR DISTRIBUTION 






Warehouses of concrete construction, auto- 
matically sprinkled; lowest insurance rates. 


We maintain on the property a 
private watching and police 
force of from 10 to 25 men. 







Member A. W. A. 
Address MERCHANDISE DEPT. 
P. 0. Box 1025 Memphis, Tenn. 




























































Port of Houston 


Is Now a 
Delivery Point for the 
Chicago Board of Trade 





HIS arrangement has been in effect 
for some months past, practically an 
entire season, and has added materi- 
ally to the tonnage through the 
Port of Houston. 


Best of all however, it has concentrated 
the eyes of the shippers of the world on 
Houston and has spread the story of ECON- 
OMY IN TIME AND MONEY to be gained 
through routing 



























VIA 


Ghe 
Port of Houston 


With every facility of a modern port— 
serving a vast and a prosperous territory— 
FIFTY MILES CLOSER TO THE MAR- 
KETS OF THE SOUTHWEST by water— 
and with fifty miles more of water rates ap- 
plying to outgoing shipments, THE PORT 
OF HOUSTON is the strategic gateway— 
the logical outlet for all Texas, as well as 
points in Louisiana, Oklahoma, Arkansas, 
Arizona, New Mexico, Colorado and other 
States. 


Ask for “PORT HOUSTON” 
The official organ of the Port Commission 






























JUST OFF THE PRESS AND FREE 
TO INTERESTED PEOPLE. 


em & 
Address 
The Director of the Port 


5th Floor Courthouse 
HOUSTON TEXAS 




















































































































































SHIPPING BETWEEN U. S. AND §&. A. 


Representative Hull, of Illinois, in a speech in the House 
on the subject of the importance of trade relations with South 
American countries, referring to establishment of a merchant 
marine serving the United States and South American countries, 
said: 


The merchant marine now established by the United States is 
the most important of all. You can now write a letter to the 
United States from Buenos Aires with an order and have the goods 
at the store door in 44 days, and before three to four and sometimes 
six months was necessary to make the delivery. Quick mail delivery, 
quick service in the transportation of United States products, and 
reliable, guaranteed goods will gradually win the South American 
and make him our friend and customer. Whatever may happen, we 
should never allow our boats now going to South America to be sold 
to irresponsible people, and when they are sold we should in some 
way subsidize them so that they may not be run off the seas by the 
competition of our rivals. 





BRITISH SHIPPING CONDITIONS 


The close of 1925 marks the fifth year of the British shipping 
depression,” says Harold A. Burch, office of commercial attache, 
London, in a report to the Department of Commerce. Continu- 
ing, he says, in part: 


A prosperous year was anticipated at the close of 1924 and dur- 
ing the first months of 1925. Lloyd’s freight index numbers, com- 
pared with 1923 as 100, stood at 101.9 in January and 103.4 in February. 
The year as a whole, however, is said to have been the most serious 
“in living memory” for the shipping industry. 

It is the consensus of opinion that three main factors have caused 
the 1925 depression: The increase in world’s tonnage, the drop in 
British coal exports, and the erratic grain shipments. Lesser causes 
were the fall in iron and steel exports, the unofficial shipping strike, 
and the operation of tonnage at a loss. 

Steam and motor tonnage has increased 16,271,000 tons since 
1924, and approximately 2,000,000 tons of new shipping are estimated 
to be under construction, according to Lloyd’s Register. On this 
basis Mr. R. W. Johnson, editor of “The Compendium,” believes there 
is about 38 per cent more tonnage afloat than in 1924 competing for 
10 to 15 per cent less cargo than was available in the early year. 
Such a condition naturally reacts unfavorably on the freight market, 
and the vases | disruption of outward coal and homeward grain ship- 
ments caused a complete collapse by the middle of the year. 

On April 1, 1925, the laid-up vessels numbered 312 with a net 
tonnage of 393,062. On July 1 idle vessels numbered 430 and aggre- 
gated 777,179 net tons. To bring about this condition, certain factors 
operating adversely upon shipping caused the lay-up of homeward- 
bound vessels. 

Looking directly at shipping conditions, with thousands of net 
registered tons of shipping laid up and few of the ships now in com- 
mission earning sufficient to cover working expenses, the outlook does 
not appear hopeful. A fact that points to further uncertainty is 
that on May 1, 1926, the coal subsidy ends. No shipowner is able 
to see past this date, and in fact the whole country is in the dark 
as to what conditions will be after May 1. 


WORLD SHIPBUILDING DECLINES 


At the close of 1925 world shipbuilding had declined to a 
new low post-war level with only 2,046,000 gross tons of steel 
steamers and motorships reported under construction at that 
time, says the transportation division of the Department of 
Commerce. This represented a decrease of 131,000 tons or 6 
per cent as compared with the end of the third quarter of 1925, 
and a decrease of 494,000 tons or 16% per cent as compared with 
the end of 1924. 


AMERICAN-HAWAIIAN RATES 


The American-Hawaiian Steamship Company has announced 
a reduction from Baltimore, Norfolk and Charleston to all Paci- 
fic Coast ports to the differenttial basis as authorized by the 
United States Intercoastal Conference, effective with the sailing 
of the S. S. “Georgian” from Baltimore, March 9, Norfolk, 
March 11, and Charleston, March 13. Standard rates will apply 
in connection with their regular five-day sailings from Boston, 
Philadelphia and New York to the same destination ports. 


WOULD INVESTIGATE SHIP SALE 


Senator Bruce, of Maryland, has introduced a resolution in 
the Senate providing for investigation by the judiciary committee 
of the sale by the Shipping Board of 199 ships to Henry Ford. 
The vessels were sold on condition that they be scrapped, with 
the qualification that up to fifty of the ships could be used in 
commerce if converted to Diesel engine propulsion. 





VESSEL SOLD 


The Shipping Board has sold the Python to Asa F. Davison 
for $36,000. This vessel is the last of a group of eleven vessels 
which were typical Lake-built vessels of 3,400 deadweight tons, 
built by the Manitowoc Shipbuilding Company in 1919, and is at 
present laid up at New York. 


NEW HARBOR AT SARASOTA 


Because of the congested situation with respect to railroad 
transportation in the state, the city of Sarasota, Florida, has 
planned to avail itself of water transportation by making its bay 
on the west coast available for ocean going vessels. Under an 
engineering plan that calls for the deepening of the channel 
into Sarasota Bay, the municipality will spend $1,000,000 to 
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create a new port on the Gulf of Mexico. The proposeq plan 
calls for the construction of three channels leading in and out 
of ship turning basins, the channels to be 300, 200, and 100 feg 
wide, respectively. The ship turning bases are to be 500 and 
300 feet wide. 


CAPE COD CANAL BILL 


Hearings were held this week by the House committee on 
rivers and harbors on a bill providing for purchase by the gov: 
ernment of the Cape Cod Canal. The proposal for the govern. 
ment to acquire the property has been before Congress for goy. 
eral years. The House committee on interstate and foreign 
commerce last year reported favorably a bill providing fo, 
acquisition of the canal and the House passed it, but fina] action 
was not taken by Congress. The matter was turned over to 
the committee on rivers and harbors at this session. 


HOOVER ON WATERWAYS 


The Traffic World Washington Bureay 


Secretary Hoover, of the Department of Commerce, adyo. 
cated congressional provision for a great system of inland water. 
way transportation in testimony, January 30, before the House 
committee on rivers and harbors. The views expressed by him 
were along the lines of his address on the same subject at Kan. 
sas City last October. 

Mr. Hoover said progressive development of waterway trans- 
portation was essential to the country’s commercial expansion. 
He said such development’ would not menace the interests of 
the railroads, and reiterated the view that increased demand for 
transportation facilities could be met more economically in the 
regions tapped by inland waterways than by increase of rail 
facilities to carry the entire load. 

Savings in freight charges on western farm products could 
be effected by water transportation via the Mississippi or Great 
Lakes, Mr. Hoover said, taking the position that this would 
afford relief to the western agricultural producer. He declared 
that, “if we were able to make a survey of all the opportunities 
of possible physical progress in our nation that lie before us, 
the development of our internal waterways would stand in the 
forefront.” 

“No one needs to argue the importance of developing our 
railways,” said he. “All I wish to make clear here is that they 
are in no danger whatever by the waterways. They are in many 
ways the complement of each other.” 

Chairman Dempsey declared that the secretary’s statement 
was the greatest contribution to the greatest national problem 
before the country today. 


WATERWAY DEVELOPMENT 


Representative Chalmers, of Ohio, has introduced a Dill 
(H. R. 8510) to provide for ship channels 25 feet deep at low 
water datum for Lake Erie, Lake St. Clair, Lake Huron, Lake 
Superior and Lake Michigan, and their connecting waters, and 
the Great Lakes harbors of Buffalo, Cleveland, Toledo, Detroit, 
Duluth, Milwaukee and Chicago. Mr. Chalmers spoke in the 
House in support of the bill, urging the development of adequate 
channels for shipping on the Great Lakes. Representative 
Sosnowski, of Michigan, introduced a bill (H. R. 8542) to pro- 
vide for deeper channels for Great Lakes shipping. 





MORE MONEY FOR WATERWAYS 

President Coolidge, this week, sent a communication to the 
Speaker of the House transmitting a supplemental estimate 
of appropriation for the present fiscal year of $10,000,000 for the 
War Department for maintenance and improvement of existing 
river and harbor works. It was indicated recently that an addi 
tional $10,000,000 for the current fiscal year would be requested 
to enable the War Department to carry on waterway a ae 
ment work. An appropriation of $40,000,000 was made for the 
present fiscal year. 


ASKS RELIEF FROM BOARD 

Representative Sosnowski, of Michigan, has introduced a 
bill providing for transfer to the Polish American Navigation 
Company of five ships which the Shipping Board took over a 
the company because of its failure to meet contract seeds 
therefor. A large number of stockholders of the company oe 
of Polish descent. The contract price for the ships was $6, ‘ski 
000, and there was paid to the board $2,224,000. Mr. —* 
said the ships were sold at peak prices in 1919 and eg 
present market value of the ships was $900,090, so that the a 
could afford to return the ships in settlement of the compa ne 
claim. Board officials said congressional action was necessary 
to meet the situation. 


BIDS FOR SCANTIC LINE 


P k, 
The Shipping Board plan to invite Moore + ico 
the Export Line and the Polish American Navigation VoOmP®™ 
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to bid for the American Scantic service of eight freighters now 
being operated by the former company between American and 
Baltic ports, was a surprise to local shipping men. 

Henry Herberman, president of the Export Line, said he 
would make a determined effort to obtain the ships. He re- 
cently figured in one of the largest deals in American shipping 
when he purchased a fleet of eighteen freighters comprising the 
American Export service from the Shipping Board. He since 
has chartered another freighter from the board for this service, 
which operates between United States and Mediterranean ports. 

Emmett J. McCormack, treasurer of Moore & McCormack, 
declined to say whether his company would bid for the Ameri- 
can Scantic service, which Ifas been under their operation since 
the war. Previous to and during the war Moore & McCormack 
operated their own ships in this trade, which is a highly com- 
petitive one, as there is no freight conference governing rates. 
The foreign lines engaged in this trade offer strong competition. 





Loss and Damage Decisions 


| Cases Recently Decided by State and Federal Courts 
| 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Filing of Claim Held Insufficient to Support Action Against Initial 
Carrier 
(Supreme Court of South Carolina.) Where bill of lading 

required filing of claim against carrier within four months after 

delivery of property, held, filing of claim against delivering 
carrier (not as agent of initial carrier) was insufficient to support 
action against initial carrier; “filing of claim” being different 
than “notice of loss” under Civ. Code 1922, Sec. 3890.—Kershaw 

Oil Mill vs. Northwestern R. Co. of South Carolina, 130 S. E. 

Rep. 647. 

Bill of Lading Requirement That Claim for Loss Must Be Made 
Within Six Months After Delivery of Property Held Not to 
Defeat Consignor’s Action Within Six Months After Knowl- 
edge of Loss: 

(Supreme Court of Ohio.) A provision in a bill of lading, 
“Claims for loss, damage or injury to property, must be made 
in writing to the originating or delivering carrier within six 
months after delivery of the property * * * or in case of 
failure to make delivery then within six months * * * after 
a reasonable time for delivery has elapsed,” will not defeat an 
action by the consignor who makes his claim and brings his 
action more than six months after delivery of the property to 
the carrier, where the consignor has no knowledge within the 
six months of the failure of the carrier to make delivery and 
brings the action within six months after acquiring such knowl- 
edge.—Davis, Agent, vs. Oswald & Taube, 149 N. E. Rep. 861. 
Action for Failure to Deliver Within Reasonable Time Is for 

Breach of Contract: 

The cause of action of a shipper against a common carrier 
for damage to the shipment of goods occasioned by the failure 
of the common carrier to notify the shipper, within a reasonable 
time, of its inability or failure to make delivery, is for a breach 
of contract. The liability of the carrier upon its contract is not 
altered by the fact that it, after entering into the contract, 
entrusts the performance thereof to another.—Ibid. 
Termination of Federal Control Did Not Terminate Government’s 

Liability: 

The termination of federal control (section 200 [a] of the 
Transportation Act of 1920 and succeeding sections), while 
terminating the control of the federal government over railroad 
transportation, did not terminate the liability of the federal 
government to actions based upon causes of actions arising out 
of its possession, use, and operation of the railroad transporta- 
tion systems.—Ibid. 

Ordinary care requires a common carrier to notify the con- 
signor within a reasonable time of its failure to deliver a ship- 
ment to the consignee.—Ibid. 

(Supreme Court of Michigan.) Delivery of C. O. D. ship- 
ment to carrier is delivery to buyer, and passes title to him.— 
American Ry. Express Co. vs. Ready, 206 N. W. Rep. 344. 

Title acquired by buyer on delivery of C. O. D. shipment to 
carrier does not confer right to possession until payment is made 
to carrier.—lIbid. 

It is duty of carrier, under contract with shipper, to collect 
on delivery of C. O. D. shipment, and, without contrary proof, 
4 — be presumed that it performed its duty in this respect.— 

In action by carrier, assignee of seller, to recover payments 
for goods shipped to defendant C. O. D., where it appeared from 
plaintiff’s proof that delivery had been made, payment will be 
presumed, and burden cast on plaintiff to rebut same.—Ibid. 
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TELEGRAPHS AND TELEPHONES 

(Supreme Court, Appellate Term, First Department.) 
sentation of claim for inaccuracy in transmission of tele 
sent in the course of interstate commerce is governed by Act 
Cong. June 18, 1910 (U. S. Comp. St. Sec. 8563 et SEQ.) .—(idegl 
Concrete Machinery Co. vs. Western Union Telegraph Co, 9 
New York Supp. 682. ™ 
Sender’s Claim for Mistake in Transmitting Telegram, Not File 

Within 60 Days, Held Barred: 

Under Act Cong., June 18, 1910 (U. S. Comp. St. See. 8563 
et seq.), sender’s claim against telegraph company for mistake 
in transmitting telegram, not filed within 60 days after Message 
was filed for transmission, as required by rule of company file 


with Interstate Commerce Commission, held barred.—Ibiq, 












Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Dismissal of Original Libel, Because of Libelant’s Inability to 
Give Bond to Meet Cross-Libelant’s Demand, Held Not 
Required: 

(Circuit Court of Appeals, Fourth Circuit.) Admiralty mb 
50, amending former rule 53 (210 U. S. 562), does not requir 
that libel be dismissed because of libelant’s unwillingness or 
inability to give bond to meet demand asserted by claimant ip 
cross-libel, after having given security in original libel; cour 
having full discretion to determine whether it was practicable 
for libelant to give such security.—The City of Beaumont, Bar. 
dach Iron & Steel Co., Inc., vs. Morgan, 8 Fed. Rep. (2nd) 599, 
Contract for Hiring of Derrick Boat, in View of Practical Con. 

struction, Held Based on “Calendar Day” of 24 Hour; 

“Working Days”: 

(Circuit Court of Appeals, Second Circuit.) Wnder contract 
for hiring of derrick boat for rental of $35 per day of 10 hours’ 
straight time, including Sundays, holidays, bad weather, ete, 
subsequently modified to base rental on calendar days, held, in 
view of practical construction by the parties, that derrick was 
hired for calendar days of 24 hours, which means “working days,” 
which are defined in maritime affairs as running or calendar days 
on which law permits work to be done, excluding Sundays and 
legal holidays, but not stormy days, and thence contract wa 
not breached by use of derrick in excess of 8 hours per calendar 
day.—Sherwood vs. American Sugar Refining Co., 8 Fed. Rep, 
(2nd) 586. 











Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


Applicant Disclaiming Desire to Receive Certificate to Render 
Exclusively Interstate Service Cannot Complain That Denial 


of Intrastate Certificate 

merce: 

(Supreme Court of Ohio.) Where an applicant for a certlf 
cate of convenience and necessity to operate a motor transpor 
tation service over a highway in Ohio to a point beyond the 
state line, disclaims any desire to receive a certificate to render 
an exclusively interstate transportation service, he will not be 
heard to complain that the denial of a certificate to render a 
intrastate transportation service interferes with interstate col 
merce.—Eager vs. Public Utilities Commission of Ohio, 149 N. 2 
Rep. 865. 

Public Utilities Commission Governed by Proof of Conditions in 
Territory to be Served: 

In determining whether public necessity and convenience t 
quire motor transportation service over a highway in this stalé 
the Public Utilities Commission will be governed by proof ot 
conditions existing in the territory to be served, rather thal by 
the consensus of opinions expressed by witnesses that a neces 
sity exists.—Ibid. 

Advice of Carrier That It Could Not Move Freight Because 
Garnishment Proceedings, Held Not to Constitute Renunt 
ation of Contract: 

(Supreme Court of Minnesota.) A common carrier had pos 
session of a shipment of freight. The owner directed its move 
ments to a given destination. The carrier advised that it “™ 


Interfered With Interstate Com 
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not in a position to do so” because of garnishment proceedings. 

Two days later the carrier complied with the directions. The 

garnishment was ineffectual. Held, that the facts did not con- 

stitute a renunciation of the contract for shipment.—Davis, 

Agent, vs. Aslesen et al., 206 N. W. Rep. 405. 

The facts are insufficient to create an estoppel against the 
plaintiff collecting his lawful charges.—Ibid. 

On Appeal From Order of Corporation Commission, Cause Will 
Be Tried and Determined De Novo: 

(Supreme Court of Oklahoma.) Where a proceeding is com- 
menced before the Corporation Commission for the purpose of 
abrogating established and uniform rates and substituting there- 
for special rates in favor of complainant, on appeal from an order 
of the Commission substituting such special rates the cause will 
be tried and determined de novo in this court on the pleadings 
and evidence certified by the Commission.—Atchison, T. & S. F. 
Ry. Co. et al. vs. State et al., 241 Pac. Rep. 776. 

Rates Established and Enforced by Corporation Commission For 
Many Years Presumed on Appeal to be Just, Reasonable, and 
Correct: 

Where effective and applicable freight rates on certain 
classes of commodities have been evolved by the Corporation 
Commission through years of study, after many hearings, and 
by means of numerous adjustments and orders, and where such 
rates are uniform in their application throughout the state, such 
rates are legal rates under Const. art. 9, sec. 18, and the pre- 
sumption exists that such rates are just, reasonable, and correct. 
—Ibid. 

In a proceeding brought to abrogate such legal rates and to 
substitute therefor special rates in favor of some particular per- 
son, corporation, or locality, the burden rests upon complainant 
to establish that such uniform rates are unjust and unreasonable. 
—Ibid. 

Power to Fix Rates Is Legislative Function: 

The power to fix rates is a legislative function, and in the 
exercise of its delegated legislative power in this respect the 
Corporation Commission is subject to the same constitutional 
limitation as would bind the Legislature in enacting similar leg- 
islation under the provisions of Const. art. 5, sec. 59.—Ibid. 

Under section 59, supra, where general and uniform rates 
can be made applicable, no special rates shall be established; 
the only other authority of the Commission for establishing 
special rates being contained in and limited by the provisions of 
Const. art 9, sec. 30.—Ibid. 


No Presumption Exists in Favor of Special Rate Substituted in 

Place of General and Uniform Rate: 

Where a special rate has been substituted in place of a 
general and uniform rate, no presumption exists in its favor, 
for the reason that the law will not indulge conflicting pre- 
sumptions, and the presumption that a general and uniform 
rate is just, reasonable, and correct is a superior and exclusive 
presumption.—Ibid. 


Evidence Held Insufficient to Secure Special Rates, in View of 

Uniform Rates Set as Result of Experience: 

On evidence that intrastate rates were higher than interstate 
rate from mines nearby, and put undue burden on complainant’s 
finished product not borne by its competitor, in view’ of record 
showing that complainant was independent of shipping points 
in question for fuel supply, special rates should not be granted, 
in view of fact that established uniform rates had been set 
from experience extending over a long time and after many hear- 
ings.—Ibid. 

(Supreme Court of Kansas.) In an action to recover dam- 
ages from a railroad company for injury to a shipment of plums, 
held, (a) there was no prejudicial error in the admission of 
evidence; (b) the evidence of plaintiff’s demand upon defendant 
for damages was sufficient; (c) the damages occurred in an intra- 
state shipment; (d) the amount of an attorney’s fee allowed was 
not unreasonable.—Case vs. Union Pac. R. Co., 241 Pac. Rep. 693. 


Carrier Must Collect Amount of Undercharge on Interstate Ship- 
ment from One Legally Liable: 

A common carrier must collect the amount of an under- 
charge on an interstate shipment from one legally liable, and, 
under the facts detailed in the opinion, one, who brought mer- 
chandise in the course of transportation to be delivered, and 
who accepted the shipment and paid the charges, was liable to 
the carrier for an undercharge, though not named as consignee 
in the bill of lading.—Ibid. 

“Consignee” Is One to Whom Consignment Is Made: 

“Consignee” is one to whom goods are consigned, shipped, or 
otherwise transmitted.—lIbid. 

Action to Restrain Criminal Prosecution Held Properly Brought 


Against Commission: 

(District Court, S. D., Ohio, E. D.) Action to restrain 
humerous criminal prosecutions for purpose of enforcing Ohio 
Motor Transportation Act, was properly brought against mem- 
bers of the Public Utilities Commission, as against the commis- 
sion’s objection that the prosecutions were being initiated by 
state officials over which it had no control; it being commission’s 
duty to enforce provisions of the act, and it being unlikely that 
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other state officials would proceed criminally, unless advised p 

commission that plaintiff was amenable to the act and had on 

complied therewith.—Red Ball Transit Co. vs. Marshal] et al 

Public Utilities Commission of Ohio, 8 Fed. Rep. (2nd) 635.” 

Commission’s Unlawful Attempt to Interfere With Transporta. 
tion Company Held Subject to Injunctive Relief: 

If transit company organized to carry on business of trans. 
portation by motor truck of personal property was not subject to 
provisions of Ohio Motor Transportation Act, the Public Utilities 
Commission of Ohio had no jurisdiction over it, and latter’s 
attempt to interfere with its business was subject to injunctive 
relief.—Ibid. 

Transit Company Held, Not to Have Carried Burden to Show 
That It Was Not Within Ohio Motor Transportation Act: 
Transit company, incorporated under laws of foreign state 

to transport and contract for transportation by motor truck of 
chattel property, held, in view of facts, not to have Carried 
burden on it to show that its mode of operation and character 
of business was not motor transportation company contemplated 
by Ohio Motor Transportation Act (Gen. Code, sec. 614-84, as 
amended by III Ohio Laws, p. 515).—Ibid. 

To sustain claim of foreign transit company that it was not 
subject to Ohio Motor Transportation Act (Gen. Code, sec. 614-2, 
614-84, as amended by III Ohio Laws, pp. 513, 515), burden was 
on it to show that, under its mode of operation and character of 
its business, it was not a transportation company such as was 
contemplated by the law.—Ibid. 

Ohio Motor Transportation Act (Gen. Code, sec. 614-84, as 
amended by 111 Ohio Laws, p. 515), in so far as it permits denia} 
of certificate of public convenience and necessity to common 
carrier, purely in interstate commerce, held unconstitutional — 
Ibid. 

One cannot complain of a statute as unconstitutional, if its 
existence in no way effects his rights.—Ibid. 


State May Exact Compensation From Corporation Engaged in 

Interstate Commerce: 

Notwithstanding that state, which has furnished public high. 
ways for use of those engaged in intrastate and interstate 
commerce, may exact compensation therefor, and if charges are 
reasonable and uniform, they constitute no burden on interstate 
commerce, yet burden so imposed must of necessity be reason- 
able.—Ibid. 


Amount of License Fee Imposed by State Not Necessarily Lim. 
ited to Actual Cost of Regulation: 

Amount of license fee or privilege tax imposed by state 
statute for use of highways need not necessarily be limited, 
even to those engaged in interstate traffic, to actual cost of reg- 
ulation, but may include reasonable compensation for use of 
highways and repairs thereof.—lIbid. 


Ohio Motor Transportation Act Held Invalid, In So Far as It 
Required Liability Insurance Bond From Interstate Carrier: 
Ohio Motor Transportation Act (Gen. Code, sec. 614-99, as 

amended by 111 Ohio Laws, p. 519), provided that no certificate 

of convenience and necessity shall issue until company files satis- 
factory liability insurance policy or bond upon terms specified, 
held invalid in so far as applicable to interstate traffic.—Ibid. 

Where complainant failed to bring itself within class not 
amenable to provisions of Ohio Motor Transportation Act, which 
was held by Ohio Supreme Court to be constitutional at least 
as to intrastate commerce, federal court has no jurisdiction to 
interfere with the Public Utilities Commission in its prosecu- 
tions for violations of the act.—Ibid. 

(District Court, W. D., New York.) Shipper by rail must pay 
specified tariff charges, and carrier is forbidden to exact more 
or less than published rate or charge——New York & Pennsyl- 
vania Co. et al. vs. Davis, Director General of Railroads, 8 Fed. 
Rep. (2nd) 662. 

Freight charges on through shipments from Canada to the 
United States are payable at schedule rates in American money. 
—Ibid. 

Jurisdiction of Interstate Commerce Commission over trans 
portation to and from a foreign country is limited to that part 
of the shipment which takes place in the United States.—Ibid. 
Payments on Through Shipment From Foreign Country » 

trolled by Law of Place Where Contract Will Be Performed, 

and Must be in Currency of Such Place: 

Where a through shipment of freight is made from _— 
country into United States, payments thereon are controlled by 
law of place where contract is to be performed, and any ques 
tion with relation to character of money in which payments ar 
to be made, if not specified, must be in currency of country where 
contract is to be fulfilled, regardless of fact that contract was 
entered in foreign country.—Ibid. 


Shipper, Voluntarily Making Payment in United States a 
on Through Shipment From Canada, Could Not Recover ; 
Overcharge Difference Between Money Paid and Carriag 
Charge in Canada: _ 
Where shipper made through shipment of pulpwood “ 

Canada into United States, and voluntarily paid through a 

in United States money on its arrival in accordance with In 
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DENVER, COLORADO 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 













































— References: Any jobber, banker or transportation man in the city. 
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state Commerce Act, sec. 6, par. 7 (Comp. St. Sec. 8569), held 
such payment was not illegally exacted, and shipper could not 
recover as overcharge the difference between amount paid in 
United States and charge for carriage in Canada in depreciated 
Canadian currency.—Ibid. 


COURT UPHOLDS PORT AUTHORITIES 


The Traffic World New York Bureau 


The Port Authority has received word that the United 
States Circuit Court of Appeals for the Second Circuit, Judges 
Charles M. Hough, Henry Wade Rogers and Julian W. Mack, has 
unanimously reversed the decrees in admiralty in New York 
Dock Company vs. Lighter “Leviathan.” These are the so-called 
wharfage cases in which the Port Authority was permitted to 
intervene in order to safeguard the public interest. In these 
cases the Port Authorit'y took the position that the dock owners 
operating wharves open, as wharfingers, to the public could not 
charge the $2 rate per day which they were seeking to charge, 
but were limited to the $1 rate fixed by the commissioners of 
the Sinking Fund of New York, September 18, 1924, under au- 
thority of the Legislature. The New York Dock Company, the 
Bush Terminal Company and other dock owners asserted that 
they had the right to determine the rate and that the regulation 
by the Sinking Fund Commissioners was without authority, be- 
cause the wharves were private wharves. The Port Authority 
took the position that these wharves, though privately owned 
and operated, were in their nature public in operation and that 
it was of vital consequence that the right to regulate such 
wharfage charges by the State of New York should be main- 
tained in all respects. 

The court sustains the contentions of the Port Authority. 
Summing up, Judge Hough says: 


‘“* * * we hold that libellants are private wharf owners; that 
they have the right to totally exclude the public from their wharves, 
but that all wharf owners are by the nature of their occupation 
subject to public regulation in the matter of price; New York has 
never regulated prices for the exclusive use of private piers or any 
portion thereof when reached by private bargain. A private wharf 
owner who invites everyone to come to his wharf and use it at his 
own price is conducting a business plainly affected by public use 
and peculiarly subject to regulation. This business has been regulated 
by New York, and that regulation affects libellants. 


Discussing the right to regulate rates for wharfage, Judge 
Hough said: 


The right of regulating rates is recognized generally as a soverign 
power, either by the nature of the estate as a franchise, or the 
nature of the occupation as being affected by a public interest. * * * 

* * * we hold these private wharf owning libellants hold a 
species of franchise from the state of New York by which alone they 
possess the right to charge wharfage, that the maintenance of a 
wharf whether used for the storage of goods or for mooring pur- 
poses or both is in New York as elsewhere an occupation, in Hale’s 
still modern phrase ‘‘affected with a public interest” and therefore 
subject to rate regulation by that public. 

If a wharf owner offers his conveniences to the public, if for a 
uniform price of his own fixing he offers service to all, he is in 
effect a public servant, and his wharf public. He cannot have his 
cake and eat it, nor behave like a public wharfinger, yet remain 
immune from that regulation which admittedly affects owners of 


public wharves, and which we hold affects all wharves offered to 
the public. 


Julian A. Gregory, chairman of the Port Authority, com- 
menting on the decision, said: “This, in my opinion, is one of 
the most important decisions that we have had dealing with 
port and harbor facilities in this section of the country. It 
means not only that the wharf owners doing a public business 
are in all respects subject to regulation by the State of New 
York, where their property is in that state, and by the State of 
New Jersey, where their property is in that state, but that the 
business of operating wharves is a public business, affected with 
a public interest and subject to regulation. This will have a 
very important bearing on the unification of carfloat and lighter- 
age facilities within the harbor, and we look forward to its 
application in many fields of the Port Authority’s work.” 

The cases were argued before the Circuit Court of Appeals 
by Harper A. Holt and Charles E. Hotchkiss, for the dock 
owners; by Abraham M. Grill, for the tugboat and lighterage 


company, and by Julius Henry Cohen, as counsel for the Port 
Authority. 


MINNESOTA FOURTH SECTION CASE 


The Trafic World Washington Bureau 


The Commission has received no information as to the in- 
dictments voted by a county grand jury, at Minneapolis, accusing 
the Omaha, the Northern Pacific, Minneapolis & St. Louis, the 
Milwaukee and the Soo Line of violating the Minnesota long 
and short haul prohibition, trials on which, it is asserted in press 
dispatches from Minneapolis, will cause a test to be made of 
the relative powers of the Minnesota commission and the federal 
Commission “to fix rail rates within the boundaries of Minne- 
sota.” 


The Supreme Court of the United States, in many cases, 
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has passed on the power of the national body, under the thir. 
teenth section, to substitute rates made by it, for rates made by 
state authority, for the removal of discrimination against inte. 
state commerce. The indictments are said to run against the 
receivers of the Minneapolis & St. Louis and the Milwaukee jp. 
cluding former Commissioner Mark W. Potter. , 
It is suspected the indictments may be caused 
fourth section situation brought about by attempts on the 
of the railroads to adjust rates within Minnesota, Prescribed } 
the federal Commission, in accordance with the rules, as ro 
circuity, laid down by the Commission in fourth section Orders 
issued by it in connection with interstate rates. The thirteent) 
section, requiring the Commission to prescribe rates for the re 
moval of discriminations against interstate commerce, sayg noth. 
ing about fourth section relief in respect’ of such rates, The 
suggestion has been made, in connection with the discussion 
caused by the press dispatches from Minneapolis telling about 
the indictments, that perhaps some of the railroads, assuming 
because the rates had been prescribed by the Commission that 
they could take advantage of the rules laid down in fourth gee. 
tion orders, applicable to interstate rates, in the making of rates 
within Minnesota. It has been suggested that a conflict between 
state and national laws might be alleged in connection with g 
situation of that sort and resort had to the courts for a deter. 
mination as to whether there was really a conflict. 


by SOme 


MUST PAY NIGHT RATES 


The District of Columbia Court of Appeals, in a suit brought 
by the Soo Line, the New York Central, the Michigan Centra} 
and other railroads whose lines touch the boundary between the 
United States and the Dominion of Canada, has ruled that they 
must pay for the services of customs inspectors at the border 
at the rates of pay established by the treasury for night work 
when the inspectors work at night examining the baggage of 
passengers on night trains. The roads resisted the claim of 
the secretary of the treasury for reimbursement at the rates of 
pay established for overtime work. They enjoined the collection 
of fees at those rates, claiming that the statute did not authorize 
such collection. The appellate court at first upheld the rail. 
roads, but when the matter was again presented it changed its 
mind on the ground that its attention had not been called to 
the language used in the tariff act of September 21, 1922. In 
that act the language of the act of 1911, “vessel or conveyance,” 
was changed to “vessel or vehicle.” The court held the last 
quoted words to be broad enough to cover the examination of 
baggage of passengers on railroad trains crossing the border 
after nightfall. 


REFRIGERATION INVESTIGATION 


The Commission, in No. 17936, in re refrigeration charges 
on fruits, vegetables, berries and melons from the South, has 
brought into the form of a proceeding on the formal docket, a 
subject regarding which it has been conducting experiments, in 
connection with the Department of Agriculture for more than 
a year. Director Bartel, of the Bureau of Service, has had 
charge of the investigation for the Commission. It consisted 
chiefly of experiments in loading refrigerator cars and in cot 
ducting inquiries to determine the amount and character of serv- 
ice rendered in connection with shipments of perishables, at the 
different points, on their journey from the points of production 
to consumption destinations. The order instituting the inquiry 
is as follows: 


The subject of the charges of common carriers by railroad ap- 
plicable to the protection of perishable freight against heat being 
under consideration; ; 

It is ordered: That the commission upon its own motion enter 
upon an investigation into and concerning the justness reasonableness, 
and lawfulness of the charges of all common carriers by railroad 
subject to the interstate commerce act and operating in_ southern 
classification and official classification territories, applicable to the 
protection against heat of perishable freight, such as fruits, vegetables, 
berries, and melons, from points in Florida, Georgia, South Carolina, 
North Carolina, and Virginia to destinations in the United States 
official classification territory, and into and concerning the character, 
extent, and cost of such protective service, with a view to prescrib- 
ing such just and reasonable charges therefor as may appear to be 
warranted. b 

It is further ordered, That all common carriers by railroad or 
ject to the interstate commerce act and operating in southern cee 
fication and official classification territories, be, and they are here : 
made respondents in this proceeding; that this order be served upd ' 
each respondent; that the states hereinabove named be notified 0 
this proceeding by sending copies of this order by registered ma 
to the governor of each such state, as well as to the tribunal there: 
if any, having regulatory pecwers over common carriers by ralirem: 
and that notice of this proceeding be given to the general public he 
depositing a copy of this order in the office of the secretary of t 
Commission, at Washington, D. C. ‘ for 

And it is further ordered, That this proceeding be assigned pa 
hearing at such time and places as the Commission may herea 


direct. 
LAKE CARGO COAL CASE 
The Trafic World Washington Bureos 


The Tri-State Coal Stripping Association, composed of on 
ators mining coal by the stripping method in Allegheny 
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Fortnightly Sailings Via Panama Canal 


MOBILE and NEW ORLEANS 


Los Angeles Harbor, San Francisco 
Oakland, Portland, Seattle 


and Tacoma 


Through bills of lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Carge offers. 
THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 
THE STEELE STEAMSHIP LINE, INC. 
18 Moore Street New York, N. Y. 
SWAYNE & HOYT, INC., Pacific Coast Agents, 
490 Sansome Street San Francisco, Calif. 


H. H. KENNEDY, Commercial Agent 
106 Merchants Exchange Bldg. 



































St. Louis, Mo. 





United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 
REGULAR FREIGHT SAILINGS 















FROM 
New York, Boston and New Orleans 
TO 
Havana and Santiago, Cuba 

JAMAICA COLOMBIA 
Kingston Cartagena 
Port Antonio Puerto Colombia 
Jamaica Outports Santa Marta 

CANAL ZONE COSA Sen 
Cristobal ALSO 

PANAMA Ports of Guatemala 





and British and 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 


For rates and other information, address 
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Mivichiste aren New Orleans, La. 

g \ At SS SE eee eee ce Boston, Mass. 
Marquette Building..................-. Chicago, III. 
Huff Shipping Company........ San Francisco, Cal. 
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PANAMA MAIL S.S.CO. 


Fast Freight and Passenger Service 


Scheduled sailings via Panama Canal 
From—SAN FRANCISCO AND Los ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 
From — — From Los 











Also regular sailings for Mazatlan, Manzanillo, Champerico, 
San Jose de Guatemala, Acajutla, La Libertad, La Union, 
Corinto, Amapala, Puntarenas, San Juan del Sur and Balboa, 
Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South American and European Ports 















OFFICES 
ne Street, San Francisco, Cal 
10 Hanover Sq., New) York, N.Y. 548 So. Spring St., Los Angeles, Cal. 






























THE NEW NICOLLET HOTEL 


MINNEAPOLIS 


The Northwest’s finest hotel. 600 Rooms with bath or 
connecting. Every room an outside room. Largest and 
finest ballroom in Northwest. 


Every facility for luncheons, banquets and meetings, 
from the small meeting up to 1500 capacity. 


59 Rooms at $2.00 257 Rooms at $3.50 

68 Rooms at $2.50 f RATES j 41 Rooms at $4.00 

84 Rooms at $3.00 38 Rooms at $5.00 
Suites and Special Rooms at $6.00 to $9.00 


MAIN DINING ROOM—COFFEE SHOP 
MUSIC and DANCING by the FAMOUS Osborn Orchestra 
3 Blocks from both Depots, Retail Center and Wholesale Center 

Under Management Geo. L. Crocker 

















New York—California 
1 5 day S Fastest Service by Sea 


Passenger and Freight 
Itinerary: 


New York — Havana— Panama Canal— 
Balboa — San Diego (Westbound)— Los Angeles — San 
Francisco. 

Through Bills of Lading to or from other Pacific Coast 
ports; also European, West Indian, Canadian, Hawaiian, 
“Saeed es vont accepted ted as baggag 

automo uncrated as e 
at moderate charge. All steamers equipped for refriger- 






































ator cargo. 
Proposed Sailing Dates 
Westbound frem New York Eastbeand from San Franciece—Les Angeles 
$S.S. Mongolia, Feb. 11 S.S. Manchuria, Feb. 20 Feb. 22 
S.S. Finland, Feb. 25 S.S. Mongolia, Mar. 6 Mar. 8 
S.S. Manchuria, Mar. 18 S.S. Finland, Mar. 20 Mar. 22 
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INTERNATIONAL MERCANTILE MaRINE COMPANY 


Pier 61 North a N. Y. OG. 
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, Ellwenger & Barry Bldg. West Coast Agents, Pacifie 3.8. Ceo. 
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Washington counties, Pennsylvania, and in Harrison and Jef- 
ferson counties in Ohio, has asked the Commission for permis- 
sion to intervene in No. 15007, Pittsburgh Coal Producers’ Asso- 
ciation et al. vs. Ashland Coal & Iron Railway et al., and the 
sub number thereunder, Pittsburgh Vein Operators’ Association 
of Ohio et al. vs. Same. In connection with their application of 
intervention, they have filed an argument for reargument and 
reconsideration of the Commission’s decision in these lake car- 
go coal cases. The applicants in their petition declared they 
were in competition with the operators producing coal by the 
customary methods in the Pittsburgh and No. 8 Ohio districts. 

, Use of the Commission’s minimum rate power, the stripping 
operators contended, would be justified in this case for reasons 
stronger than those set up by the Commission in Salt Cases of 
1923, 92 I. C. C. 388. In that case, they asserted, the Commission 
required an increase in rates which yielded less than 4.6 mills 
per ton per mile for hauls in the neighborhood of 1,000 miles. 
In this lake cargo adjustment, they said, three of the southern 
districts, with hauls less than half those in the salt case, had 
rates which yielded less than 4.6 mills and several others which 
yielded less than 5 mills. 

“Your petitioners submit,” said the application, “that the 
facts adduced fully justify the exercise of the minimum rate 
power in that broader spirit in which it was exercised in Salt 
Cases of 1923, as distinguished from that narrow interpretation 
of the law embodied in Sugar Cases of 1922, 81 I. C. C. 448.” 

Among the arguments made by the strip operators was that 
the Commission made an error on two points when it relied on 
Lackawanna Steel Co. vs. Director-General, 87 I. C. C. 383. They 
said that was not a comparable case, because the rates there at 
issue were those on coal to Buffalo for local consumption as 
compared with the rates on ex-lake iron ore principally from 
ports other than Buffalo. In the present proceeding, they said, 
the similarity of transportation and traffic conditions necessary 
to entitle the comparisons to weight was present. These similar 
conditions, they said, were (a) The same vessels that brought 
the ore down the lake carried the coal back; (b) the coal moved 
during the season of lake navigation, as did most of the ore; 
(c) the furnace districts to which the ore was moved, while not 
coterminous with the coal-producing districts, were in the same 
regions, indeed, the furnaces and the coal mines being fre- 
quently adjacent; (d) the transportation conditions were very 
similar, the same cars, rails, locomotives and terminal facilities 
being used for each and the only difference, that in gradients, 
being in favor of the coal; and (e) both paid a separate charge 
at the port. The only difference, the strip operators said, was 
that the originating cost was included in the rate on coal, while 
not all the delivering cost was included in the rate on the ore. 
But, they said, the very great spread between the two rates 
would absorb that difference many times over. 


BOSTON DIFFERENTIAL CASE 
The Trafic World Washington Bureau 


Western carriers object to the complainants in No. 13548, 
Maritime Association of Boston Chamber of Commerce et al. 
vs. Ann Arbor et al., amending their complaint so as to bring 
them into the case. They have set forth their objections in 
two documents filed in answer to the petition of the com- 
plainants on that head. One is filed by the western carriers 
other than the Northern Pacific, the Soo Line and the Great 
Northern. The other is filed by the three carriers mentioned. 
The latter claim to be the originating lines as to the bulk of the 
grain on which the Commission, in its report in this case, 95 
I. C. C, 539, suggested the carriers might make rates the same 
regardless of whether it was going to New York or to Boston. 

Under the issues that would be presented by the complaint, 
as amended, the three which joined in an answer of their own, 
said the Commission would have jurisdiction to order changes 
in.their local rates which were used as factors in making up 
the through rates or in establishing joint rates. They said 
they strongly .objected to being subjected to the record taken 
in the original hearing, consisting of 2,578 pages of testimony, 
and 265’exhibits. They said the record contained much evidence 
as to issues in which they were not concerned and they could not 
lawfully be required to submit to such a method of procedure. 


In addition to that they pointed out that the rates on grain, 
affording them a large share of their revenue, had been very 
largely either fixed, or approved .by the Commission in 91 
I. C. C. 105, and were again under review in I. and S. No. 2469. 
In addition they pointed out that as late as January 12, 1926, 
the Commission, in No. 14572, Board of Railroad Commis- 
sioners of Montana vs. B. A. & P. et al., found the rates en 
grain and products from Montana to Minneapolis, Duluth and 
other destinations were not unreasonable or unduly prejudicial. 

“The rates of these three lines,” their answer says, “to 
Minneapolis, Duluth and Chicago are the same whether the grain 
goes for export through Boston or Baltimore, so that if any 
discrimination exists between those two ports, it is not due 
to the rates of the Northern Pacific, Soo Line and Great Northern. 
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There is, therefore, no justification for bringing in iggy 
factors of the grain rates west of Duluth and Chicago bu 
if there were the complainants should be required to file « 
separate complaint, if they desire to pursue the matter furth . 
in which the issue as to the rates on grain originating on th. 
western lines could be presented and tried in a lawfy 7 
orderly manner.” - 

They said they desired to cooperate with the Co 
but that in the circumstances of this case, could not 
the method proposed by the complainants. 
prayed for a denial of the petition for permissi 
complaint. 

The western carriers pointed out that apparentl 
purpose which would be served by an amended co 
distinguished from a new complaint, would be to make th 
present record in the case available. That, they pointed ey 
would be to deny them due process of law. They devoted 
more attention to the law phase of the matter than the thr 
carriers that filed a separate answer. In addition they one 
tioned whether, if the complaint, in the first instance, had been 
as it would be were amendment permitted, whether the evidence 


in the record would have been introduced in the form i : 
it was presented. rm in which 


© the 


MMission, 
consent to 
Therefore, they 
on to amend the 


y the only 
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1920 WAGE LEVEL SOUGHT 


An effort is being made by organizations of railroad en- 
ployes generally to get the scales of wages back to the level 
resulting from increases granted in 1920. As a result of Policies 
adopted at organization meetings in the last fall, apDPlications 
have been made within the last month or so to railroads through- 
out the country for wage increases that would put the employes 
back on the 1920 level. There have been in the last thirty 
days or so increases sought on behalf of the trainmen’s, the 
firemen’s, the engineers’, the clerks’, the telegraphers’, the 
dispatchers’ and the maintenance of way organizations. 

In the instance of the clerks, application has been made to 
get the level of wages back to the 13 cents an hour increase 
granted by the labor board in 1920. According to an official of 
this organization, subsequent decisions of the board have re- 
sulted in almost wiping out the increase, there being but two 
cents an hour greater wages now than the level in effect prior 
to the 1920 increase. It was stated that the action of the rail- 
road managements with regard to recent applications for in- 
creases has been of a nature either favorable to further confer. 
ences with the employes on the matter, or they have reached 
a tacit understanding that action would be suspended pending 
the outcome of the new labor bill before Congress. 

The Railroad Labor Board has a list of about seventy cases 
involving increases or changes in working rules sought by these 
organizations that have resulted from applications made within 


the ' year. No decisions have been issued on these cases 
as yet. 


FOREIGN TRADE CONVENTION 


“This is the period which bids fair to see the restoration of 
international trade to the volume it held before the outbreak of 
the World War,” says James A. Farrell, chairman of the Na- 
tional Foreign Trade Council, in his call for the 1926 national 
et a convention to be held at Charleston, S. C., April 

“The world did more work last year than it did the year 
before,” Mr. Farrell says, “and its trade grew correspondingly. 
Expanded production and importation of raw materials by the 
great industrial nations of both hemispheres indicate further 
expansion of production and consumption for this year. Every 
step of this recovery and advance carries with it its own 
problems, demanding continued study and thoughtful exam- 
ination.” 

According to the estimates of the Council the world’s export 
trade for the current year will exceed $28,000,000,000, thus equal- 
ing in volume, accounting for the decreased real value of money, 
the export trade of $19,322,000,000, done in 1913, the last year 
before the war. 

Mr. Farrell also announces the preliminary program of the 
Convention, which is to be held on the south Atlantic coast 
for the first time since these conventions were inaugurated 
in 1914. The council has held its annual gatherings twice pre 
viously on the north Atlantic, twice on the Pacific, twice on the 
Gulf and at six cities in the interior. 

The program of the Charleston convention lays special em- 
phasis on accelerating American exports. The general and group 
sessions are planned to promote intensive attention to foreign 
trade in southern products, and especially to exports originating 
in the southeast where foreign trade in recent years has been 
increasing more rapidly than in any other part of the country. 
An outstanding example is the foreign trade at Charleston, 
which has increased from $20,500,000 to $48,500,000 between 1922 
and 1925, a growth of 110 per cent in three years. Charleston 
and Savannah are also today the two largest shipping points 
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of the world in the key industry of fertilizer products. From 
Norfolk to Miami, the south Atlantic ports are increasing their 
business in foreign trade tonnage by more than twenty per 
cent a year. 

Behind these strides in foreign commerce is the industri- 
alization of the new south, represented in the comparison which 
showed the total last year of roughly 17,000,000 active spindles 
in southern cotton mills besides 16,000,000 in the North, where 
in 1900 thére were only 4,000,000 spindles in the South besides 
14,400,000 in the North. Cotton consumption in southern manu- 
facturing has correspondingly increased twenty-fold since the 
Civil War, from 200,000 bales in 1860 to 4,000,000 bales in 1925, 
so that today one-quarter of the cotton grown in the South 
is manufactured virtually in sight of the cotton fields. 

The American Manufacturers’ Export Association the Na- 
tional Association of Credit Men, the Export Managers’ Club of 
New York, and national banking, advertising and importing or- 
ganizations will cooperate with the National Foreign Trade 
Council in the convention, and group sessions will cover all these 
phases of foreign trade, as well as export problems of the 
Southeast, education for foreign trade and modern policies 
in export salesmanship. 

Out of 1,500 delegates to the National Foreign Trade Con- 
vention last year, at Seattle, about 1,075 delegates were presi- 
dents and other executives of firms, representing most of the 
important business houses of thirty-two states actively engaged 
in foreign trade. This percentage of business leadership is 
expected to be fully as great at Charleston. 


A DIVIDED RESPONSIBILITY 


Placing the responsibility for the achievement and main- 
tenance of a successful and adequate transportation system 
on three parties—the Commission, the railroad managers, and 
the public—William J. Cunningham, professor of transporta- 
tion, graduate school of business administration, Harvard 
University, spoke to the Traffic Council of the Rochester 
Chamber of Commerce, at its annual meeting, January 27, on 
the development, needs and obligations of the railroad system. 
He said that on the railroad managers rested the responsi- 
bility of continuing their efforts to increase efficiency and 
to continue the existing standard of service, and to do all 
they might to increase net income by economics in operation; 
on the Commission rested the duty of determining whether the 
roads were being operated honestly and efficiently and of see- 
ing that they were permitted to earn 5% per cent on their 
value; on the public rested the obligation to accept the spirit 
of the law and ungrudgingly pay rates that would yield a fair 
return. 

Professor Cunningham praised the Commission’s use of 
its power, saying that it was doubtful whether any other gov- 
ernment tribunal had a better record. He pointed out that one 
mistake made by the Commission was in declining to authorize 
the moderate rate increases sought by the carriers in the 
decade beginning with 1910 to offset the rising costs of ma- 
terials and labor. He said that the railroads, denied their 
increases, sought to control their expenses so as to maintain 
their level of net income, with the result that there was a 
serious impairment of earning power and credits, with bank- 
ruptcies and a cessation of extension, enlargement, and better- 
ment of facilities. 


He said the Commission, in declining to grant the requests, 
was acting under laws intended solely to protect the public 
against unreasonable rates, discrimination, unsatisfactory service 
and financial mismanagement, and it was not unttil the act of 
1920 was passed that the Commission had the plain duty of 
protecting the carriers as well as the public. He said the act 
directed the Commission to establish a rate structure so that 
the carriers as a whole should earn a fair return on the value 
of their property, with the object that “the people of the United 
States may have adequate transportation service.” 


He said that after the advances of 1920 the roads were 
operated more efficiently, more cars were moved and with 
greater regularity than ever before, and shippers generally found 
service greatly bettered. 

He said there were three reasons for the achievements of 
1925—improved facilities and equipment, a more general recog- 
nition on the part of railroad managers of their obligations to 
the public, and a greater degree of cooperation on the part of 
shippers. 

The result of all the accomplishments, however, had not 
been so satisfactory to the carriers. He pointed out that their 
net returns had not been 5% per cent in any year since the 
passage of the act. In the face of low returns, he said, it was 
amazing to see the abounding optimism of railroad managers as 
indicated by the increases made in investment. He said it could 
only be explained by a confidence in the inherent sense of 
fair play characteristic of the American public. 

He said railroad transportation seemed to be adequate and 
dependable, but that there was a need of an improved return to 
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the carriers. The responsibility, he said, for maintenance 
the adequacy of the system depended on the three Partie 
the railroad managers, the Commission, and the public. " 


UNCONTESTED FINANCE CASES 


The Commission, by division No. 4, in finance d y 
5255 (mimeographed), has authorized the Cumberland Telemn® 
& Telegraph Company, Inc., to acquire the properties oft Be 
Rogersville Telephone & Telegraph Company. he 

The Chicago, Rock Island & Pacific, in finance docket yy 
5284 (mimeographed), has been authorized to issue $1,000,009 : 
general mortgage gold bonds, to be delivered to the trustee me 
the applicant’s first and refunding mortgage; and $1,000 000 . 
first and refunding mortgage gold bonds, the bonds * . 
pledged and repledged as collateral security for any note 0 
notes, which the company may issue under paragraph 9 of gs ‘ 
tion 20-a, until and including June 30, 1928. “ 

The Commission, by division No. 4, in finance docket N 
5274 (mimeographed), has authorized the New York Connectin, 
Railroad Company to issue not exceeding $3,333,000 of first 
mortgage gold bonds, the bonds to be sold at not less than 97y 
per cent of par and accrued interest, and the New York Nev 
Haven & Hartford and the Pennsylvania to assume obligation 
and liability as guarantors in respect to the bonds by indorse. 
ments thereon. 

The Commission, by division 4, in finance docket No. 5231 
(mimeographed), has authorized the Wisconsin Telephone Con. 
pany to acquire the properties of the Ozaukee-Washington Tele. 
phone Company. 

The Commission, by division No. 4, has authorized the Chi. 
cago Great Western to issue 950 collateral gold notes in e 
change for a note of equal amount given to the Director-Genera} 
and to pledge, as collateral security therefor, $2,000,000 of first 
mortgage 50-year 4 per cent gold bonds. 

The Commission has authorized the Cumberland Telephone 
& Telegraph Company, Inc., to acquire properties of the Tri 
State Telephone Company. 

The Commission, by division No. 4, in finance docket No. 
5298, mimeographed, has authorized the Seaboard Air Line to 
enter into agreements for extending the time of payment of 
$1,000,000 of Raleigh & Augusta Air Line Railroad Company 
first mortgage bonds to January 1, 1931, with interest at 5 per 
cent, and to make agreement providing for the redemption of 
the bonds at the option of the applicant. 

The Commission, by division No. 4, in finance docket No. 
5272, mimeographed, has authorized the receivers of the Savan- 
nah & Atlanta Railway to issue an 8 per cent receivers’ certifi- 
cate for $150,000 to retire a certificate for like amount which 
matured December 29, 1925. 

The Commission, by division No. 4, in finance docket No. 
5308, mimeographed, has authorized the Southern Railway Con- 
pany to issue $1,774,000 of first consolidated mortgage 5 per cent 
gold bonds and sell them at not less than par and accrued inter. 
seg proceeds of which are to be used to retire prior lien 

onds. 


FINANCE APPLICATIONS 


The Florida East Coast Railway Company has applied to 
the Commission, in finance docket 5327, for authority to issue 
forthwith and to sell $15,000,000 of first and refunding mortgage 
5 per cent gold bonds for the completion of extensions, improve- 
ments and betterments and the reimbursement of the company’s 
treasury for expenditures already made, or contracted to be 
made, for the extension of the company’s facilities necessary 
or appropriate for, or consistent with, the proper performance 
by the applicant, of service to the public as a common carrier. 
The company proposes to sell the bonds to J. P. Morgan & Co. 
at not less than 95 per cent of par and accrued interest. 


The Chicago & North Western Railway Company, in finance 
docket No. 5328, has applied for authority to issue and sell 
$5,031,000 5 per cent general mortgage gold bonds of 1987 now 
held in its treasury, to procure authentication and delivery of 
and to issue and sell $18,632,000 of 5 per cent general mortgage 
gold bonds of 1987, to be used in refunding existing bonds, and 
to procure authentication and delivery to the applicant of $4,225; 
000 of 5 per cent first and refunding mortgage gold bonds, to be 
used in refunding existing bonds. 

The Cumberland Telephone & Telegraph Company, Inc., and 
the Shreveport Home Telephone Company, in finance docket No. 
5329, jointly have asked for a certificate that the proposed sale 
and purchase of certain telephone properties in Louisiana Will 
be of advantage to the public now served thereby and in the 
public interest. The certificate, if issued, would permit the 
Cumberland to buy physical properties of the Shreveport com 
pany for $46,702. 

The New York, New Haven & Hartford has applied to the 
Commission for further amendment of a certificate pledged with 
the Secretary of the Treasury for a loan from the United States 
so as to have it show that the applicant has deposited $40,000; 
000 of the stock of the Connecticut Company instead of a cer 
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tificate showing the applicant to have a beneficial interest in 
that stock. 

The Central Kansas Telephone Company and the United 
Telephone Company jointly have asked permission for 
the last mentioned to buy the Minneapolis, Kan., exchange of 
the former for $13,000 and unify the service by combining the 
two exchanges. 

The State Docks Commission of Alabama, in finance appli- 
cation No. 5332, has applied to the Commission for authority to 
extend its railroad at Mobile, so as to have it connect its dock 
facilities with various railroads in north Mobile. It desires to 
build 5.69 miles of main track, 27 miles of switch tracks and 5 
miles of industrial tracks. The work will be financed by the 
state of Alabama. It has been under way for some time. 

The Oklahoma & Rich Mountain has applied to the Commis- 
sion for authority to issue $100,000 of its common stock and sell 
it to subscribers at par for cash. The stock was issued, the 
application, finance docket No. 5330 says, without permission 
from the Commission. The money is in the treasury and the 
company desires authority to issue new certificates to the sub- 
scribers, who, it says, have turned in their certificates so the 
treasury of the company has both money and certificates. The 
company aims to build a railroad 35 miles long from Rich to 
Talhina, Okla. 

The Ann Arbor, in finance docket No. 919, has applied for 
authority to extend the maturity date of a loan from the United 
States for $250,000, due February 1, 1926, for one year. It said 
it desired to reduce the debt to $225,000 and have the due date 
of the remainder extended to February 1, 1927. 

The Denver & Rio Grande Western has applied for authority 
to construct a new line from its line at Spring Canon Junction, 
Utah, to a connection with tracks to be built by the Independent 
Coal & Coke Company near their Kenilworth mines, the purpose 
being to afford transportation facilities for coal operation. 

The Pennsylvania-Castleman Valley Railroad Company has 
applied to the Commission for authority to issue and sell $2,500 
of common capital stock. The applicant was organized to com- 
ply with the law of Pennsylvania with a view to the construc- 
tion of a little more than a mile of road to be a part of the 
Castleman Valley Railroad Company’s 14 mile line in Somerset 
county, Pennsylvania, and adjoining parts of Maryland. The 
mile that the applicant is to construct will be leased to the 
company that built the line in Maryland. 

The St. Louis Connecting Railroad Company has applied for 
a certificate authorizing it to construct a line of railroad from 
Collinsville to St. Jacob, Ill.; also to issue $100,000 of capital 
stock, and the Pennsylvania Railroad Company has asked for 
authority to acquire control of the St. Louis Connecting under 
paragraph 2 of section 5 of the interstate commerce act. The 
applications to do these three things mentioned were made on 
account of a lack of statutory authority in Illinois under which 
the Panhandle could have relocated its line in the St, Louis- 
East St. Louis district. The connecting railroad is to be con- 
structed on the location where the Panhandle’s tracks would 
have been placed had there been authority under the Illinois 
statute. The Pennsylvania, in its application, said that the new 
line would be in the interest of more efficient operation and bet- 
ter service to the public. 


EE: serum 
FINAL VALUATION REPORTS 


The Commission, by division No. 1, in valuaiton docket No 
501, Central Indiana Railway Co., opinion No. B-151, 106 I. C. C. 
75-98, has found the final value, for rate-making purposes, of 
the property of that carrier, owned and used for common carrier 
purposes, as of June 30, 1917, to be $1,904,560, and used but 
not owned, $595. The company, controlled jointly by the Big 
Four and Pennsylvania, owns two pieces of line, one from Muncie 
to Waveland Junction, Ind., and the other from Sand Creek to 
Brazil, Ind. It operates, under trackage rights, over non-owned 
tracks between Waveland Junction and Sand Creek, a distance 
of a little more than nine miles. It owns a little less than 118 
miles of line and something less than 23 miles of yard tracks 
and sidings. No protest was made against the tentative valua- 
tion. 

The Commission, by division No. 1, in valuation docket No. 
153, Marion & Rye Valley Railway Co., opinion No. B-146, 106 
I, C. C. 15-26, has found the final value, for rate-making purposes, 
of the property of that carrier, owned and used for common 
carrier purposes, as of June 30, 1916, to be $317,177, and used 
but not owned, $30,290. The company owns and operates a line 
extending from Marion, Va., to Sugar Grove, Va., a distance of 
about 18.5 miles. No protest was filed against the tentative 
valuation. 

The Commission, by division No. 1, in valuation docket No. 
35, Carolina & Yadkin River Railway Co., opinion No. B-145, 106 
I. C. C. 1-14, has found the final value, for rate-making pur- 
poses, of the property of the carrier mentioned in the title, 
owned and used for common carrier purposes, as of June 30, 
1915, to be $766,538. The company owns and operates a line 
extending from High Point to High Rock, N. C., a distance of 
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34 miles, plus. The carrier filed a protest against the tentative 
valuation, but not against the supplemental tentative valuation, 
The carrier did not appear at the hearing. The Commission 
pointed out a discrepancy which it said would be removed whey 
it adjusted, to later dates, the final value herein reported. 

The Commission, by division No. 1, in valuation docket No 
278, Mountain Central Railway Company, opinion No. B-161, 19 
I. C. C. 257-64, has found the final value, for rate-making pur. 
poses, of the property of the company mentioned in the titi, 
owned and used for common carrier purposes, as of June 3 
1917, to be $58,005. The company, controlled by the Day Lum, 
ber & Coal Company, owns and operates a railroad extendin 
from Campton to Campton, Ky., a distance of 12.313 miles, No 
protest was made against the tentative valuation. The (Com. 
mission said a discrepancy which it pointed out would be ro. 
moved when it adjusted, to later dates, the final value herein 
reported. 


TENTATIVE VALUATION REPORTS 
Iberia & Vermilion Railroad Co., as of June 30, 1918, owneg 
and used $285,000; used but not owned, $385. 
Meridian & Memphis Railway Company, as of June 30, 1917 
owned and used, $645,043. 


VOLUME OF COMMISSION WORK 
The Trafic World Washington Bureay 


The Commission, this week, began putting out loose leat 
reports for its 107th volume. It is issuing reports at the rate of 
ten volumes a year, or something more than 7,000 printed pages, 
Since December 21, 1915, it has completed seventy volumes and 
is working on the seventy-first. Abolition of the unreported 
opinions, and the determination to make every report a published 
one, the addition of the finance and valuation work, not to mention 
safety appliances and automatic train-control, has caused the 
amount of published material to expand to an almost alarming de- 
gree. The unreported opinion, in the early years of the Commis. 
sion’s rate work, was put into printed form. Later it was merely 
typewritten and mimeographed. 

Discovery of an unreported opinion which laid down an 
important rule in regard to the fourth section, caused the Conm:- 
mission to abolish that sort of opinion and make each report 
a published one. The result is that the Commission is spending, 
it is estimated, between $50,000 and $60,000 a year for the 
printing of its reports, although but few of them contain any- 
thing of permanent value in the form of discussion or laying 
down of principles. Most of them are important only to the 
litigants and not to the public generally, it is believed by many 
of those who have thought on the subject. 

The last actually completed volume of reports is No. 93, 
bringing the printed and bound reports down to December, 1924. 
In the volumes since that time the following pertain to rate 
questions: Nos. 95, 96, 98, 100, 101, 102, 104 and 107, the last 
mentioned having just been started. The other volumes relate 
to valuation or finance work. It is estimated that each volume 
costs the Commission between $5,000 and $6,000 and is a 
serious drain upon its appropriation for printing. The public 
buys the reports at the cost of paper and printing, all other 
costs being borne by the Commission out of its appropriations. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended January 23 
totaled 921,734 cars, according to the car service division of the 
American Railway Association. 

This was a decrease of 2,557 cars as compared with loading 
for the corresponding week in 1925, but an increase of 30,253 
cars over the corresponding week in 1924. The total for the 
week of January 23 was, however, a decrease of 14,921 cars 
under the preceding week, decreases being reported in the total 
loading of all commodities except coke, forest products and mer- 
chandise, L. C. L. 

Loading by districts the week ended January 23 and for the 
corresponding period of 1925 was reported as follows: 


Eastern district: Grain and grain products, 9,703 and gral; 
live stock, 2,960 and 3,294; coal, 31,007 and 46,586; coke, 5,626 an 
2,945; forest products, 7,006 and 6,774; ore, 1,531 and 1,721; = 
chandise, L. C. L., 68,598 and 65,415; miscellaneous, 83,277 an 
74,785; total, 1926, 209,708; 1925, 210,261; 1924, 212,614. 49: 

Allegheny district: Grain and grain products, 2,844 and 3,7 jj 
live stock, 2,110 and 2,394; coal, 45,009 and 50,809; coke, 8,485 an 
6,464; forest products, 3,340 and 3,471; ore, 2,255 and 2,285; mer, 
chandise, L. C. L, 51,363 and 48,843; miscellaneous, 70,506 an 
67,019; total, 1926, 185,912; 1925, 185,024; 1924, 179,866. 1: 

Pocahontas district: Grain and grain products, 237 and root 
live stock, 77 and 66; coal, 40,970 and 36,782; coke, 601 and : , 
forest products, 1,333 and 1,227; ore, 47 and 76; merchand - 
L. Cc L., 7,188 and 6,975; miscellaneous, 4,333 and 3,895; total, 
1926, 54,786; 1925, 49,888; 1924, 39,985. 501; 

Southern district: Grain and grain products, 3,996 and 4, ij 
live stock, 2,049 and 1,912; coal, 28,451 and 26,178; coke, 1,566 = 
983; forest products, 20,362 and 18,172; ore, 1,492 and 1,441; pe 
chandise, L. C. L., 38,887 and 39,348; miscellaneous, 49,762 an 
45,626; total, 1926, 146,565; 1925, 139,061; 1924, 139,071. 


Northwestern district: Grain and grain products, 10,944 and 
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15,112; live stock, 10,064 and 10,720; coal, 8,295 and 9,559; coke, 
1,565 and 1,762; forest products, 20,736 and 24,633; ore, 531 and 857; 
merchandise, L. C. L., 30,141 and 28,137; miscellaneous, 31,415 and 
32,522; total, 1926, 113,691; 1925, 123,302; 1924, 113,825. 

Central Western district: Grain and grain products, 13,034 
and 15,863; live stock, 11,309 and 12,306; coal, 20,859 and 24,781; 
coke, 336 and 346; forest products, 9,616 and 10,206; ore, 3,627 and 
3,468; merchandise, L. C. L., 36,053 and 35,875; miscellaneous, 
51,183 and 48,312; total, 1926, 146,017; 1925, 151,157; 1924, 144,751. 

Southwestern district: Grain and grain products, 4,941 and 
5,565; live stock, 2,171 and 2,308; coal, 6,332 and 7,489; coke, 195 and 
251; forest products, 7,537 and 7,736; ore, 575 and 388; merchandise, 
L. C. L., 14,357 and 14,624; miscellaneous, 28,947 and 27,237; total, 
1926, 65,055; 1925, 65,598; 1924, 61,369. 

Total, all roads: Grain and grain products, 45,699 and 53,758; 
live stock, 30,740 and 33,000; coal, 180,923 and 202,184; coke, 18,374 
and 13,381; forest products, 69,930 and 73,219; ore, 10,058 and 10,236; 
merchandise, L. C. L., 246,587 and 239,217; miscellaneous, 319,423 
and 299,296; total, 1926, 921,734; 1925, 924,291; 1924, 891,481. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1926 1925 1924 
Week ended on January 2......... 741,239 767,098 706,292 
Week ended on January 9......... 907,119 934,170 872,023 
Week ended on January 16......... 936,655 934,022 894,851 
Week ended on January 23......... 921,734 924,291 891,481 
Petal «.. .  asseasavteeeesivonnes maser 3,506,747 3,559,581 3,364,647 


CONDITION OF EQUIPMENT 


Class I railroads, on January 15, had fewer freight cars in 
need of repair than at any time in the last two years, according 
to reports filed by the carriers with the car service division of 
the American Railway Association. The total number in need 
of repair, on January 15, was 155,763 or 6.8 per cent of the 
number on line. This was a decrease of 1,642 cars under the 
number reported on January 1 at which time there were 157,405 
or 6.8 per cent. It also was a decrease of 31,547 cars compared 
with the same date last year. Freight cars in need of heavy 
repair, on January 15, totaled 117,618 or 5.1 per cent, a decrease 
of 1,352 cars compared with January 1. Freight cars in need 
of light repair totaled 38,145 or 1.7 per cent, a decrease of 290 
compared with January 1. 

Locomotives in need of repair, on January 15, totaled 10,736 
or 17 per cent of the number on line. This was an increase of 
967 locomotives compared with the number in need of repair 
on January 1 at which time there were 9,769 or 15.4 per cent, 
a decrease of 1,441 locomotives compared with the number in 
need of repair on January 15, 1925, at which time there were 
12,177 or 18.9 per cent. Of the total number in need of repair, 
5,595 or 8.9 per cent were in need of classified repairs on 
January 15, an increase of 447 compared with January 1, while 
5,141 or 8.1 per cent were in need of running repairs, an increase 
of 520 within the same period. Class I railroads, on January 15, 
had 5,121 serviceable locomotives in storage, a decrease of 45 
compared with the number of such locomotives on January 1. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables amounted 
to 10,579 cars the week ended January 30, as compared with 
10,676 cars (revised) in the preceding week, according to the 
Bureau of Agricultural Economics of the Department of Agri- 
culture. Shipments were reported as follows: 


Apples, 1,696 cars; cauliflower, 153 cars; cabbage, 506 cars; 
celery, 277 cars; eggplant, imports, 11 cars; grapefruit, 418 cars; 
imports, 35 cars; lemons, 156 cars; lettuce, 915 cars; imports, 3 
cars; mixed citrus fruits, 108 cars; mixed vegetables, 323 cars; 
imports, 24 cars; onions, 475 cars; oranges, 1,538 cars; imports, 
30 cars; spinach, 267 cars; string beans, 6 cars; pears, 38 cars; 
peppers, 5 cars; imports, 28 cars; sweet potatoes, 300 cars; toma- 
toes, imports, 150 cars; potatoes, 3,398 cars. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
January 15-22, inclusive, was 264,781, as compared with 309,956 
cars in the preceding period, while the average daily shortage 
was 220 cars, according to the car service division of the Amer- 
ican Railway Association. The surplus was made up as follows: 


Box, 113,964; ventilated box, 385; auto and furniture, 12,419; 
total box, 126,768; flat, 8,065; gondola, 47,639; hopper, 48,616; total 
coal, 96,255; coke, 370; S. D. stock, 18,981 D. D. stock, 2,747; refrig- 
erator, 10,983; tank, 174; miscellaneous, 438; total, 264,781. 


The shortage was made up of 10 auto and furniture, 29 flat 
and 181 gondola cars. 

Canadian roads reported a surplus of 20,000 box, 375 auto 
and furniture, 1,975 flat, 300 gondola, 1,750 S. D. stock, 300 
refrigerator, and 340 miscellaneous cars. 


LUMBER SHIPMENTS 


The National Lumber Manufacturers’ Association received 
telegraphic reports February 4 of the status of the lumber in- 
dustry for the week ended January 30 from 370 of the larger soft- 
wood and 117 of the chief hardwood mills of the country. The 
355 comparably reporting softwood mills showed no change in 
production, while shipments and new business were well in ad- 
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vance of those reported for the week before, despite the fact that 
sixteen more mills reported then. In comparison with reports 
for the same period a year ago, when twenty-four more mill 
reported, increases in all three items were noted. The hardwooj 
operations showed small changes in production and Shipments 
and new business considerably more than that reported a week 
ago. 
The following table compares the national lumber moye. 
ment as reflected by the reporting mills of eight regional asso: 
ciations for the three weeks indicated: 

Corresponding Preceding Wee 


Past Week Week 1925 1926 (Rey 

Re OO ee 355 379 (Revised) 
Production ..........--- 213,358,455 221,751,485 213,629,308 
CNN. o.csic ba. xmeiews 249,355,108 236,206,081 234,250,649 
Orders (New Bus.) .... 255,448,541 224,642,154 244,898 376 


The following revised figures compare the lumber movement 
of the eight associations for the first four weeks of 1926 With 
the same period of 1925: 


Production Shipments Orders 
NE | wre diesen siSe Wawa aceaaeasiet 808,309,166 901,022,644 965,492,195 
UE ci amdiae tavias Sslerno ene ee 797,760,924 866,434,960 828,593,998 





WAGE STATISTICS 


Class I railroads had 1,788,889 employes in November to 
whom total compensation of $242,353,916 was paid, according 
to statistics compiled from carriers’ reports by the Bureau of 
Statistics of the Commission. Commenting on the statistics 
the bureau said: 


Class I railroads reported a total of 1,788,889 employes jn 
November, 1925, a decrease of 28,149 or 1.5 per cent as compared 
with the returns for the previous month. Seasonal reduction 
in the maintenance of way forces was the principal cause of this 
drop in employment. The total compensation shows a decrease of 
$15,484,696 or 6.0 per cent. This large decrease in compensation 
is due to the reduction in the number of employes coupled with 
= os that November had only 24 working days, while October 

a : 

It is noted that the number of employes reported for the 
month of November, 1925, is almost exactly the same as that 
reported for the same month last year, but owing to an increase 
in the number of hours worked per employe, together with an 
increase in the straight time hourly earnings of 0.6 cents, the 
total compensation shows an increase of 2.7 per cent. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended January 23 is esti- 
mated at 12,367,000 net tons by the Bureau of Mines of the De- 
partment of Commerce. This was a decrease of 702,000 tons 
as compared with the revised figure for the preceding week. 

Cars of coal forwarded over the Hudson to eastern New 
York and to New England the week ended January 16 were 
reported as follows: Bituminous, 3,059; anthracite, 210. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended January 23 totaled 417,615 tons, of which 221,427 
tons were for New England delivery. 


OPERATING*STATISTICS 


Operating statistics of Class I railroads, exclusive of switch- 
ing and terminal companies, for November and the eleven 
months ended with November, compiled from carriers’ reports 
by the Bureau of Statistics of the Commission, show the follow- 
ing: 


Loaded car-miles—1,499,658,000 for November and 1,397,829,000 for 
November, 1924; 15,534,307,000 for eleven months ended with Novem- 
ber and 14,649,077,000 for same period of 1924. 

Empty car-miles—857,243,000 for November and _ 760,886,000 for 
November, 1924; 8,505,686,000 for eleven months ended with November 
and 7,808,823,000 for same period of 1924. 

Net ton-miles—40,786,000,000 for November and 38,067,000,000 for 
November, 1924; 418,392,000,000 for eleven months ended with No- 
vember and 394,638,000,000 for same period of 1924. ’ 

Average number of locomotives on line daily—32,039 for No- 
vember and 33,272 for November, 1924; 32,496 for eleven months 
ended with November and 33,258 for same period of 1924. . 

Average number of freight cars on line daily—2,533,923 for No- 
vember and 2,525,058 for Novmber, 1924; 2,527,777 for eleven months 
ended with November and 2,483,570 for same period of 1924. ) 

Per cent unserviceable of total locomotives—17 for November an 
18.5 for November, 1924; 17.9 for eleven months ended with Novem- 
ber and 18.8 for same period of 1924. 

Per cent unserviceable of total cars on line—6.9 for November 
and 7.8 for November, 1924; 7.8 for eleven months ended with Noven- 
ber and 7.8 for same period of 1924. 

Car-miles per car-day—30.9 for November and 28.4 for November, 
1924; 28.4 for eleven months ended with November and 26.9 for same 
period of 1924. 3 

Net tons per loaded cars—27.2 for November and 27.2 for No- 
vember, 1924; 26.9 for eleven months ended with November and 26 
for same period of 1924. 


OREGON TRANSPORTATION PLANS 


Conflicting plans for the development of railroads in Ore 
gon, with the northern lines on one side, the Southern Pacific 
on the other and the Oregon commission proposing what might 
be called a third plan, were argued before the Commission % 
February 4 and the following day. Specifically the argument 
were on finance docket Nos. 4810, Oregon Trunk Railway © 
construct new lines; 4730, Oregon-California & Eastern KailWa) 
to construct; 4914, Central Pacific to construct; 4924, Souther 
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ATLAN 


The Most Centrally Located Distributing Center in the Southeastern States 


a ; ge 
THE CANDLER WAREHOUSES 


Forty acres of re-inforced concrete fireproof warehouses, automatically sprinklered, lowest insurance rates, 
possessing every modern facility for receiving, storing, distributing and forwarding Merchandise. Two 
and one-half miles track facilities, connecting with eight trunk line railways. 


c— POOL CAR DISTRIBUTION 


WE INVITE STORAGE OF ALL KINDS OF GENERAL MERCHANDISE 


SOUTHEASTERN COMPRESS & WAREHOUSE COMPANY, “suroinc” Atlanta, Georgia 


Member American Warehousemen’s Association 





In Olden Days 
Only the High-Born 
Used Toilet Soap 


Today Most Everybody Uses It 


And the widespread use of this commodity, like 
that of many others, is due almost entirely to 
Transportation—the ability of manufacturers to 
transport oils, fats and other ingredients to their 
plants and the ease with which they ship the 
finished product to the four corners of the earth. 


Truly Transportation is one of the most im- 
portant factors of civilization—and car leasing 
is one of the most important developments of 
Transportation. Leasing gives the advantages of 
ownership without the investment involved; it 
provides for seasonal fluctuation of requirements, 
and if done through a company like North Amer- 
ican it assures perfectly conditioned cars of the 
size and type required. 

Write us for details of our tank-car service 
for shippers of liquids, and our refrigerator-car 
service for packing-house and provision shippers. 


NORTH AMERICAN CAR CO. 


327 South La Salle Street, Chicago, IIl. 
Car Shops: 
Chicago, Coffeyville (Kan.), Tulsa, New Orleans 
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Pacific to acquire control of the Nevada-California-Oregon, and 
4924, Southern Pacific to acquire control of the Oregon-Califor- 
nia & Eastern. The basic question, as presented in the argu- 
ments, was as to whether the northern lines or the Southern 
Pacific should be given permission to construct the lines, which, 
broadly speaking, would provide the transportation facilities 
deemed necessary when, years ago, Hill and Harriman were 
the gigantic figures in railroad management and control. 

Assignments of time were made to Charles A. Hart, for the 
northern lines; Ben C. Dey, for the Southern Pacific; J. G. Wil- 
son, for the Oregon-California & Eastern; Charles Moran, for the 
Nevada-California-Oregon, and W. P. Ellis and J. M. Devers for 
the Oregon commission. 


Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 


and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. A . 

The right is reserved to refuse to answer in th's department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Liability of Carrier Where Goods Are Improperly Packed or 

Loaded by Shipper 

Oklahoma.—Question: Is a transportation company, whether 
express or freight, liable for damage to a shipment which has 
been tendered and not packed according to classification re- 
quirements? Would there be any difference as to whether the 
proper packing was apparent or concealed—that is, would they 
be liable for a shipment of a basket of eggs that had no packing 
if it were accepted by an inexperienced employee? The method 
of packing, of course, was not apparent in this case but suppose 
a motor or machinery with fragile parts attached uncrated, was 
damaged in shipment. Would they be liable for such damage? 

Answer: We can locate but two cases which relate specifi- 
cally to the question of whether the shipper’s failure to pack his 
shipment in accordance with the requirements of the carrier’s tar- 
iffs absolves the carrier from liability for damage to the shipment. 
These cases are Newman vs. Seaboard Air Line Ry., 124 S. E. 
627, and Grammes vs. Central Railroad of New Jersey, 112 Atl. 
532. In the first case the court, on page 629, said: 


It is insisted further for the defendant that its motion for 
nonsuit should have been allowed, because the shipment is in 
violation of the classifications introduced in evidence that leaf 
tobacco be shipped in bags, bales, bundles, etc, It is not at all 
clear that this tobacco, when shipped, was not in the shape 
referred to. The witness, I. D. Smith, an employee of the com- 
pany, testified that the tobacco was tied in bundles and put on 
sticks. But, if the contrary be conceded, we do not understand 
that this classification is inhibitive in its terms or powers, or that 
it is to be regarded as an essential to a valid shipment. So far 
as discoverable from this record, it seems to be a provision 
inserted for the protection of the company, and not directly bear- 
ing on the administrative regulations established primarily to 
prevent discrimination amount shippers, and this being true, it 
could be waived by the company and should be considered waived 
on the facts as presented. And, even if otherwise considered, the 
shipper being in no wilful default, the only penalty enforceable 
would be the collection of the additional freight required by the 
ene = ne and this, as we have seen, has been allowed for in the 
verdict. 


There are, however, numerous cases which relate to a car- 
rier’s liability for loss or damage to goods which are improperly 
packed or loaded by the shipper. Among these cases are the 
following: A. C. L. vs. Rice, 52 Sou. 918; Wilson & Co. vs. 
Hines, 213 Pac. 5; Mitchell vs. Nor. Pac. 213 Pac. 293; G. W. T. 
& P. Ry. Co. vs. Wittnebert, 108 S. W. 150; Hines vs. Buchanan, 
109 S. E. 219; Greenwald vs. N. Y. C. & H. R., 159 N. Y. S. 15. 

The first three cases hold that the carrier is liable for loss 
or injury to the goods, even though improperly packed or loaded, 
if that fact is apparent to the carrier or his servants upon 
ordinary observation, the carrier having the right to refuse to 
receive them in that condition. 

The other cases hold that the carrier is not liable if the 
goods are improperly packed or loaded, it being held in Hines vs. 
Buchanan, 109 S. E. 219, that a carrier is not required to inspect 
carloads loaded by shippers to ascertain whether the goods have 
been properly packed before proceeding to transport them. 

In A. C. L. vs. Rice, 52 Sou. 918, the court, on page 920, said: 


Subject to exceptions, among others, not now necessary to 
enumerate, that it may properly refuse to accept for transporta- 
tion goods “tendered in an unfit condition” therefore, a common 
earrier is duty bound to transport all goods that are properly 
offered for that purpose. 4 Elliott on Railroads, sec. 1466; 1 Hutch- 
ison on Carriers, sections 143, 145. But, while a carrier may 
refuse to accept goods improperly packed, yet if it accepts them 


THE TRAFFIC WORLD 





Vol. XXXVI, No, ; 


in that condition—a condition open to ordinary obse 
“the duty attaches for exercising due care for its safe Pah mn 
Union Express Co. vs. Graham, 26 Ohio St., 595; E. J. & B. Ry. 
vs. Bates Machine Co., 98 Ill. App. 311, 315; Hannibal Railroad C 
vs. Swift, 12 Wall. 262, 272, 20 Sou. 423; 4 Elliott on Railro a 
sec. 1466, page 154; Munster vs. S. E. Ry. Co. 4 C. BN. § ¢7f 
Mr. Elliott at the citation last made from his work, says “If go . 
which may be properly rejected are actively, not merely — 
structively accepted for carriage, a common carrier's liability 
attaches.” ty 
We think it may be safely ruled in accordance wi 
Railroad vs. Swift and the other texts and decisions 
first the carrier has the right to inspect proffered shi 
to refuse their acceptance when not in fit condition for transport 
tion; second, that, if unfit for shipment, and ordinary observation 
would discover that fact, it is the duty of the carrier to refuse 
the shipment, in order that the shipper may, if he can, conform 
the shipment to a fit condition for transportation; and, thirg that 
the acceptance of a shipment for transportation without qualifies 
tion or dissent in respect to the fitness of its condition for that 
purpose, subject the carrier to all the liabilities ordinarily attach: 
ing to an accepted shipment of the character to which that shi 
——, Lage , D- 
e carrier may, in a proper case, refuse a shipme 
in unfit condition for transportation. If so, it must “4 a ptt 
consequence, that, having accepted the shipment, as tendered i, 
duty is unmodified by the care, sufficiency or insufficiency open to 
observation, of the packing of the shipment so received for trans. 
portation. It follows, of course, that the unsufficiency of the crate 
or box from which the dog escaped, for the purpose here disclosed 
was not negligence exonerating this carrier. There is no such 
thing as contributory negligence in a case of this character 
(McCarthy vs. L. & N. Railroad Co. [Ala.] 14 Sou. 370) for the 
statutory reason that if negligent at all in the loss or injury to 
goods committeed to a common carrier for its service, the carrier 
is liable, the plea of contributory negligence being one of confes- 
sion and evidence. 


th Hanniba} 
cited, that 
Pments and 


The case of Hines vs. Buchanan, 109 S. E. 219, contains quite 
a complete review of the authorities on the subject, and in this 
case the court places an entirely different construction on the 
decision in Hannibal Railroad Co. vs. Swift, 12 Wall. 262, from 
that of the court in A. C. L. vs. Rice, 52 Sou. 918. 

Limitations—Complaint for Recovery Overcharge 

West Virginia.—Question: Will you please advise when the 
three-year period of limitation expires on a shipment which 
has been overcharged as provided in subdivision C, paragraph 
3 of section 16 of the interstate commerce act? 

A shipment arriving free astray is delivered, but the freight 
bill is not presented to consignees for several months after the 
shipment has been delivered. Does the three-year period of 
limitation begin on the date the shipment was delivered or the 
date the freight bill was presented to consignees? 

Answer: Under the provisions of paragraph 8 of section 16 
of the act, the three-year limitation period runs from the date 
of the delivery of the shipment and not the date of the pres- 
entation of the expense bill to the consignee. 


Damages—lIncidental Expenses of Claimant 

North Carolina.—Question: Quite a number of claims have 
recently been filed against this company covering loss and dam- 
age, and in each case the claimant has added 10 per cent, and 
advises us that this 10 per cent is authorized by some court 
ruling. Below is one of the claims in question, covering loss 
of one case (4 doz.) canned meat that was shipped from Chicago, 
Ill., to Aberdeen, N. C., freight charges paid. 


Ten cases canned meats @77% doz.............00. $31.00 
(Four doz. per case) 

One case checked short @77%4...... cc cccccccccccccs $3.10 

Oe NN I os priate aug aie-cos thin me drore, 4ica) Cord) anathema erbnerated 31 
po re eee $3.41 


I will appreciate it very much if you will advise me if we 
can legally refuse to pay the 10 per cent on such claims. 

Answer: We are not aware of any decision of the courts 
in which a percentage of the value of the shipment has been 
allowed as damages. Presumably, the percentage represents 
what the claimant estimates to be incidental damages, such as 
the expense of filing the claim, etc. The amount of damages 
for loss, injury or delay is ordinarily based upon the value of 
the shipiment at its destination at the time the goods arrived 
or should have arrived in the usual course of transportation, 
and this amount includes no incidental expenses of the kind 
which apparently are represented by the percentage which has 
been included in claimant’s claim. 


Shipper Accepting and Signing Shipping Order with Routing 
Instructions Inserted by Carrier’s Agent Is Bound by Those 
Instructions 
Minnesota.—Question: The shipper of a car tendered billing 

to his railroad agent showing destination to a station on a dif- 

ferent railroad, there being several points at which interchange 
might be made intermediate between point of origin and des: 
tination. The shipper tenders bill of lading with no routing 
shown and the agent inserts routing before signing bill of lading, 
which routing will not permit the lowest rate between point of 
origin and destination. The shipper accepts the bill of lading 
with the routing inserted, assuming that the agent is correct in 
his routing. 

Under the above conditions what is the proper rate to apply, 
the lowest rate between the two points via the proper routing 
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Newport News, 
7 a a 
Virginia 

Over the coal piers of The Chesapeake and 
Ohio Railway at this port 7,202,864 tons of the 
famous NEW RIVER, KANAWHA, LOGAN 
and BIG SANDY coals were dumped during 1925 


and distributed to coastwise as well as foreign 
destinations. 
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They are well established in the principal 
foreign countries requiring the highest class 
fuels. Special attention given to preparation. 
C. & O. Coals are famous for providing an “unex- 
celled fuel for every purpose,” and plus Chesa- 
peake & Ohio dependable service make an 
irresistible combination for the discriminate 


buyer. 


is have 
d dam- 
nt, and 
> court 
1g loss 
hicago, 


$3.10 
31 





$3.41 


if we 


courts 
s been 
‘esents 
uch as 
mages 
ilue of 
rived 
tation, 
2 kind 
ch has 


F. M. WHITAKER 
Vice President in Charge of Traffic 
Richmond, Virginia 


A. M. DUDLEY 
General Coal Freight Agent 
Richmond, Virginia 
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J. F. SHAFFER 
Tidewater Coal Agent 
Newport News, Va. 
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or the higher rate which is applicable on the routing as shown 
on the bill of lading? 

Answer: The shipper, by signing and accepting the bill of 
lading as executed, has, in our opinion, ratified the agent’s rout- 
ing instructions and is estopped from denying his acquiescence 
therein. Under section 15 of the interstate commerce act, it 
is specifically provided that the shipper has the right to make 
his own selection of the route over which his shipment shal] 
move, and imposes upon the carrier the duty of complying with 
those instructions. Regardless, therefore, of whether the ship- 
per or the carrier’s agent inserts the routing instructions in 
the shipping order, it seems to be a natural presumption that 
if the shipper accepts and signs such shipping order, he has 
agreed to same, and that the instructions written in the bill of 
lading represents the shipper’s wishes in the premises. Further, 
in view of the fact that the carrier, under section 6 of the act 
to regulate commerce, must publish and keep open to public in- 
spection its tariff showing all the routes and rates in which 
the shipper, via its line, is interested, the shipper is charged 
with a knowledge of the rates, rules, and regulations under which 
he ships, and a non-compliance therewith furnishes no grounds 
for the carrier to waive the published and lawfully applicable 
tariff provisions. (See Maloney Tank Manufacturing Co. vs. St. 
L.-S. F. Railroad, 42 I. C. C. 605; Good-Hopkins Lumber Co. vs. 
G. N. Ry., 51 I. C. C. 99.) 


In Unreported Opinion No. 2224, American Column and Lum- 
ber Co. vs. C. & O. Railway, the C. & O. Railway agent inserted 
routing in the bill of lading, which took a higher rate than that 
applicable over a different available route. The Commission 
held the acceptance and signing of the bill of lading by the ship- 
per was tantamount to specific routing instructions given by the 
shipper, and held the carrier had not misrouted the shipment. 

In the case of The Henry Hyde, 82 Fed. 681, the court held 
that a bill of lading, when signed by the carrier and delivered 
to and accepted by the shipper without objection in the absence 
of fraud constitutes the contract of carriage, and binds the ship- 
per, even though not signed by him. 

In numerous cases the rule is cited that, inasmuch as the 
bill of lading constitutes the contract of shipment, parol evidence 
is not admissible, in the absence of fraud or mistake, to vary 
its terms or to show that the contract was different from that 
shown by the bill of lading. 10 Corpus Juris, sec. 260. 


Liability of Express Company After Arrival of Goods at 
Destination 


Minnesota.—Question: On July 24, we made a shipment, 
value $48, to Liberty, Tex.. The shipment arrived at Liberty 
on July 27 and notice of arrival was mailed to consignee on 
that date. On August 1 the shipment had not been removed 
and on that night the depot burned. 


Claim was filed and, while the claim has not been dishon- 
ored, the express company has intimated that, since the ship- 
ment was there longer than forty-eight hours, their liability 
ended as a common carrier and began as a warehouseman, and 
that the claim will no doubt be dishonored. 

Can they legally dishonor this claim? 

Answer: The general rule is that the liability of an express 
company as a common carrier does not end until it has made 
or tendered a personal delivery of the goods to the consignee 
or to some person authorized by him to receive them. But if, 
by reason of inability to find the consignee, or the consignee’s 
refusal to receive the goods, delivery is not completed, the car- 
rier is liable only for safekeeping as a bailee for hire. 

Where, by usage, custom, or special contract, the general 
rule requiring delivery at place of business or at the residence 
of the consignee, is dispensed with, the consignee is in all cases 
entitled to notice of the arrival of the goods and a reasonable 
time thereafter in which to remove them before the carrier’s 
liability as insurer ceases and that of warehouseman attaches. 
But, when the goods have been transported safely to their des- 
tination, and the consignee has been notified of their arrival 
and a reasonable opportunity has been allowed him to remove 
them, the liability of the express company thereafter is that of 
a warehouseman. 

What constitutes a reasonable time for the removal of goods 
will in general depend on the circumstances of each particular 
case, unless the time for the removal is definitely fixed by stat- 
ute. A rule laid down by a large number of decisions in which 
the question has arisen, is that the reasonable time to which 
the consignee is entitled for the purpose of taking away the 
goods after their arrival at their destination has no reference 
to the peculiar situation or circumstances of the consignee; that 
a reasonable time is such time as will enable one residing in 
the vicinity of the place of delivery and informed of the usual 
course of business on the part of the carrier, to come to the 
place of delivery, inspect the goods, and take them away. This 
rule, however, has not received universal approval. 

In determining what is a reasonable time, no consideration 
is to be given to the distance from the place of delivery at which 
the consignee lives. And the convenience or the accommodation 
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of the consignee, or his means or facilities for removing the 
goods, or the fact that his inability to remove the goods Tesults 
from causes that he did not produce and could not avoiq are 
not to be considered. He cannot defer taking the goods awa 
in order to attend to other matters of his own, no matter hoy 
important they may be. The liability of a common Carrier for 
goods in transit is an extraordinary liability and althoug, 
founded on sound principles of public policy, is not to be ex. 
tended beyond the point where necessity for its existence con- 
tinues 


Where the facts are not in dispute, the question as t, 
whether the time in a particular case was reasonable ig opqj. 
narily one of law for the court. And, on the other hand, the 
question is for the jury when the facts are in dispute, or the 
inference to be drawn from them is in doubt. 


The duty of the carrier to give notice, and the Continuangg 
of its liability as such until a reasonable time after such notice 
for the removal of the goods, may be established by proof of g 
custom or usage to that effect, and when such usage or custom jg 
clearly established, the carrier’s liability is that of an ingurey 
until such notice has been given and a reasonable time alloweg 
for the removal of the goods, unless its observance is dispengeg 
with an express stipulation to that effect in the contract of 
shipment. This is so notwithstanding a general rule in the 
jurisdiction where the custom or usage is relied on, dispensing 
with notice and a reasonable time thereafter for the removaj 
of goods. However, in order to establish such a duty, it must be 
proved that the usage is of an established nature that the 
notices theretofore given are of such character as to indicate 
that the company intended to remain liable as a common carrier 
until the consignee had had reasonable time to receive the 
goods. 


On the other hand, the duration of the carrier’s liability as 
carrier after the goods have reached their destination may be 
restricted by usage, or by “any other circumstances from which 
an intention of the parties can be clearly gathered to change the 
usual incidents of the contract, so as to put an end to respons. 
ibility of the carrier as soon as the articles are transported 
by him to a particular terminus, and to substitute in its place 
the less stringent obligation of a depositary and of custodian 
of property intrusted to him for safe keeping.” But where 
usage or custom is relied on, it must be clear and notorious as 
to afford a presumption that all parties acted with an under. 
standing of its character and application. One who ships goods 







The personnel of the special service 
department of The Traffic Service Cor- 
poration, located in Washington, D. C., 
comprises specialists in the handling 
of rate and traffic problems, who also 
combine a general traffic knowledge 
with that of commerce law. There is 
no better source from which to obtain 
reliable rate and statistical data of 
whatsoever nature for use by com- 

. merce attorneys, traffic managers, and 
shippers who contemplate action be- 
fore the Interstate Commerce Com- 
mission. 
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Three-Quarters of a Century 


The Illinois Central System will be sev- 
enty-five years old this month. It was 
chartered as an Illinois railroad February 


10, 1851. 


From a railroad comprising 70514 miles 
of charter lines in only one state the IIli- 
nois Central has grown into a system which, 
including the Central of Georgia Railway, 
comprises 8,500 miles, operating in fifteen 
states of the Middle West and the South. 
In addition, the system includes the Ocean 
Steamship Company, which operates a fleet 
of eight ships between Savannah, Ga., and 
New York and Boston. 


In 1856, the year the charter lines were 
completed, the railroad owned 83 locomo- 
tives, 52 passenger cars and 1,249 freight 
cars and represented an investment of 
around $26,000,000. At present the system 
owns 2,300 locomotives, 2,300 passenger 
cars and 79,000 freight cars and represents 
an investment in railway properties of more 
than $720,000,000. In 1925 its locomotives 
ran 64,000,000 miles, transporting 38,000,000 
passengers and 79,000,000 tons of freight. 


The growth of the Illinois Central Sys- 
tem has been closely linked with the growth 
of its territory. In the seventy years be- 
tween the census dates of 1850 and 1920 the 
population of the fifteen states in which 
the system operates increased from 8,000,- 
000 to 38,000,000 and their agricultural and 


industrial activities made even greater gains. 


Seventy-five years ago the Illinois Cen- 
tral was just coming into existence. Today 
it is in a position to look back over those 
years with the pride of accomplishment. 
But it is not the policy of the Illinois Cen- 
tral to dwell overlong upon the past. The 





daring which brought the Illinois Central 
into being as the then longest railroad in 
the world has left it a heritage of constant 
progress which has maintained in it the 
spirit and vigor of youth. If we are to 
remain true to the tradition of our railroad, 
those of us who represent the Illinois Cen- 
tral System today must continue to look 
forward. The future growth of our rail- 
road must be in keeping with the prog- 
ress of our territory. We pledge all our 
resources toward meeting the increased 
requirements of the future with the most 
efficient, most courteous and most depend- 
able transportation it is possible to provide. 


The Illinois Central System prides itself 
on the family spirit of its organization. 
That spirit is due in no small part to the 
fact that many of its present-day officers 
and employes are sons and grandsons of 
those sturdy pioneers who helped build the 
railroad and operate it in its early days. 
The Illinois Central System also has held 
many of its patrons to the third and fourth 
generation, and that partly accounts for the 
cherished ties of friendly sentiment that 
mark its relations with the public. 


We appreciate deeply the confidence of 
investors, the loyalty of employes and the 
friendship of patrons which have made pos- 
sible the present standing of the Illinois 
Central System. It is our hope that a con- 
tinuation of these favorable conditions may 
lead to even greater accomplishment in the 
next three-quarters of a century. 


Constructive criticism and suggestions 
are invited. C. H. MARKHAM, 
President, Illinois Central System. 
CHICAGO, February 1, 1926. 
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to an agent at a place where such custom prevails is bound 
by such custom, although he has no actual knowledge thereof. 

Because of the exceptional and arbitrary character of the 
insurance feature of the contract of carriage, it necessarily fol- 
lows that the consignee is bound to observe diligence in remov- 
ing the goods. The duty of the consignee to receive the goods, 
it is said, is as imperative as is the duty of the carrier to deliver. 
The stringent liability of the carrier cannot be continued qt the 
The rule is 
well settled in jurisdiction where th~ shipper is allowed a reason- 
able time within which to remove the goods before the carrier’s 
liability as insurer terminates, whether this time is to be 
estimated from the date of the arrival of the goods from notice 
of their arrival, that the liability of the carrier, as such ceases 
after the expiration of such time and becomes that of warehouse- 


option or to suit the convenience of the consignee. 


man only. Bufton vs. Express Co. (Mo.), 212 S. W. 74. 
Rates—Proportional—Application of 


Ohio.—Question: A question has arisen as to whether or not 
the local fourth class rate should have been used on two 
express car shipments from Philadelphia, Pa., to Jacksonville, 


Fla., under the following circumstances. 


We made a shipment of two carloads of our goods which are 
covered by item 24, page 408 of the Consolidated Freight Classi- 
fication on December 5th, 1925, to a consignee at Jacksonville, 
Fla. The goods moved on the uniform express receipt, copies of 
which are attached, and were consigned to the consignee in care 
of the M. & M. T. Company, Pier 16, So. Delaware Ave., Phil- 


adelphia, Pa. 


They were drayed by the express company to this pier and 
handled upon the regular steamships and in the regular way by 
the Merchants and Miners Transportation Co. to Jacksonville 
and assessed the proportional fourth class rate of 34% cents. The 
Merchants and Miners Transportation Company’s proportional 
Freight Tariff I. C. C. 1094 names a proportional rate in item 
75 in conjunction with item 50-A in Supplement 4, of 34% cents. 
There is some question on the part of the consignee as to 
whether or not this proportional rate should be used, or whether 
the local fourth class rate from Philadelphia of 57 cents should 

The Merchants & Miners Transportation Company 
issued no bill of lading from Philadelphia to Jacksonville, but 
accepted the goods upon transfer slips from the express company. 

The thought in the mind of those not certain of the pro- 
priety of using the proportional Merchants and Miners Trans- 
portation Company’s rate seems to be that the express company’s 


be used. 


local rate to Philadelphia and the proportional rate from 


Philadelphia to Jacksonville are not like factors, or one may 


not be a compliment of the other. 


Answer: In our opinion, the proportional rate beyond Phila- 
The Commission has 
defined a proportional rate as a part of a through rate, which 
necessarily implies that the through rate of which it is a part 

Bell Lumber Co. vs. Director-General, 
63 I. C. C. 225, and Kansas City Board of Trade vs. A. T. & S. F., 


delphia is not applicable on the shipment. 


is a through freight rate. 
69 I. C. C. No. 185, 188. 


The movement to Philadelphia was, in our opinion, a sep- 
arate and distinct movement from that beyond that point, as to 
which latter movement the express company apparently acted 
as a forwarding agent for the purpose of delivery to the steam- 


ship company. 


Weighing and Reweighing—Proof of Weight Where Carrier Has 


No Track Scales 

Michigan.—Question: 
different railroads. We ship silicate of soda in tank cars from 
our plant on X Railroad to our plant located on Y Railroad. 


car. 
ton, minimum 25 tons. 


of the car. 
100,000 pounds. 
mated weights, charges to be assessed on that basis. We would 
like very much to have the cars weighed. 

Due to the railroads inability to weigh these cars, are we 
liable for other than the minimum weight published in their 
switching tariff. Under the conditions as above stated, does 
the responsibility lie with the carrier or shipper in securing the 
sae weight that charges may be assessed on the correct 

8? 

Answer: Ordinarily, we would say, it is the duty of a 
carrier to weigh the shipments which it transports, unless it has 
a weighing agreement with the shipper or the goods move at 
estimated weights, in order to arrive at the amount of its freight 
charges. 

However, should the carrier bring suit for its charges, it 
could, by the proper procedure, call for the production of such 
information on the part of the shipper which, if available, would 
determine the weight of the shipments. 

If, however, this information is not available, the carrier 
could not prove its case and charges’on the basis of the minimum 
weight, would, we believe, measure the amount of its recovery. 
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We have two plants located on two 


Railroad X publishes a flat switching charge of $6.30 per 
Y Railroad publishes a switching charge of 25 cents per 
Neither of the railroads have track 

scales, making it impossible to ascertain the correct weight 
The contents of the cars are between 90,000 and 

Y Railroad insists that we give them esti- 
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terminal, i. e., Cross-town Movements 
Missouri.—Question: A car originates within SWitching 
districts destined to industry track within the same distric, 
We find it necessary to reconsign shipment, and locate car 
an intermediate assembling yard. Reconsigning order is give, 
through the general agent’s office of the carrier according ty 
their rules. Both the originating point and the point of delivery 
are under the jurisdiction of the same general agent. The 
carrier has billed us for $2.70 claiming car diverted in transit, 


As I understand it, there should be no charge as provided in the 
following rule: 


Without charge if order is received by local freight agent or 
other authorized representative at destination direct from con. 
signee or owner in time to permit instructions to be given to 
yard employees prior to arrival of car at destination. 


We feel that on a shipment moving wholly within the switch. 
ing limits, the destination can be nothing but the original billed 
industry track. 

Answer: It is our view that if such shipments are to be 
considered as at all coming within the purview of the uniform 
reconsignment rules, the authority therefor must be found in 
Rule 11, although there seems to be a limitation upon this, 
Rule 11 provides the clause quoted by you and covers that class 
of reconsignments applicable to shipments which are diverted to 
points within switching limits before placement. Paragraph (a) 
provides for the non-application of reconsignment charge and 
the consignee’s location in the terminals must be considered the 
destination, if the uniform rules are to apply. The limitation 
above suggested, is found in Rule 4 which provides: 


’ The rules published herein governing the diversion or recon- 
signment of freight are applicable while the freight is in posses. 
sion of these companies as road-haul carriers, or while on private 
or assigned sidings connected with these lines. 


It seems to require quite a stretch of the imagination to 
say that a line switching car in a cross-town movement is 3 
road-haul line. Inasmuch as Rule 4 seems to outline the scope 
of the rule’s application, we would have to say that a cross. 
town switch is a road-haul, and if that be true, then the ship 
ment would be entitled to the exemption from reconsignment 
charges as provided in Rule 11 (a). To contend that it is not 
so exempted from the charge is to say that the shipment is not 
subject to the uniform rules, and this would be supported appar. 
ently by the scope of the rules as provided in Rule 4. If that 
interpretation be adopted, there would seem to be no authority 
for reconsignment at all, and shipment would become subject to 
the switching charge to and from the point where the destination 
is changed while in transit across the terminals. 

We know of no case in point, but it seems to us that the 
provisions of Rule 4 seem to preclude the privilege of recon 
signment of a cross-town movement altogether. 

Redemption of Unused Portion of Mileage Ticket 

Utah.—Question: Has the Commission set any specified 
time in which the unused portion of a ticket must be presented 
for refund? Some say the limit is four years. Have you 4 
ruling? 

Answer: With respect to this question see the Commis 
sion’s report in Docket 14160, Carpenter vs. Director-General, 
98 I. C. C. 476. 

In this case the Commission held that the claim for repar 
ation constituted an overcharge and that, therefore, the period 
in determining whether the claim had been presented to the 
of limitation applicable to the filing of such claims govemed 
in determining whether the claim had been presented to the 
Commission within the statutory period. 

The tariffs which governed the issuance of the mileage book 
and the redemption of the unused portion, did not, limit the time 
for sredemption. ; 

In the instant case, unless the tariff under which the mileage 
book is issued provides a limitation on the time within which 
the unused portion of the ticket may be presented for redemp> 
tion, it seems apparent that the limitation period governing the 
filing of and payment of claims for overcharge will determine 


the time within which the unused portion of the ticket may be 
redeemed. 


ie me of Transit Privileges—Liability of Connecting 
arriers 

Louisiana.—Question: On February 27, 1922, carrier A er 
ecuted a bill of lading on a car of lumber destined Grand Rapids, 
Mich., routed Clover Leaf at Danville, Ill, G. R. & I. delivery, 
no intermediate routing being shown. 

The initial carrier accepted this bill of lading regardless 
of the fact that the Clover Leaf does not enter Danville, Ill, 
and billed it according to the bill of lading routing. Car was 
accepted by the intermediate carrier, which carrier turned thé 
car over to the Big Four at East St. Louis. There is no queé 
tion as to the application of the through rate to Grand Rapids, 
Mich., but consignee desiring to reconsign car en route placed 
reconsigning instructions with the Clover Leaf thinking that 
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Warehousing Plan mailed free on request 


Save Money by 
Storing in England 


ERE’S important news to every business executive’ 
Today you can store merchandise throughout 
Great Britain for one-fourth of what you now pay by 
shipping L M S and storing in L M S warehouses. 
Every convenience known to modern distribution is at 
your command—always! There are more than 300 
LMS warehouses distributed through all important 
industrial centers of Great Britain, both on the coast 
and in the interior. They are all connected by direct 
rail routes. Handling charges and costly transit delays 
are cut to an irreducible minimum. 












The average LMS charge for handling, stowing 
and delivering out of store as required is only 2/3 of a 
cent per 100 lbs. inclusive. 


The LM S is the one British Railroad which serves with its 
own lines all major British Ports. L M S delivers right through to 
store door with its own teams and trucks; 1,300 motor trucks and 
10,000 teams continuously employed. L M S storage rates on 
general merchandise vary from one-fourth to one-seventh of the 
current rates for storage in public warehouses in the United States. 
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the car would be delivered to them at East St. Louis, but as the 
car was not delivered to the Clover Leaf the reconsignment 
was not accomplished, which resulted in shippers having to pay 
combination rates over Grand Rapids. 

Claim has been filed against the initial carrier for differ- 
ence between the charges assessed and the through rate to 
Detroit. 

Kindly advise if, in your opinion, carriers are liable for 
misroute and if so would the responsibility rest with the initial 
carrer for executing bill of lading carrying a route impossible 
of accomplishment, or with intermediate carrier for not turn- 
ing the car over to the Clover Leaf at its proper junction or 
holding same for instructions. 

Answer: In our opinion, regardless of the fact that the 
initial line here executed a bill of lading containing a provision 
impossible to execute, the damages to the shipper did not result 
from this breach of Conference Ruling 474 (c). The acceptance 
of this shipping order did not cause the car to move via the 
Big Four at East St. Louis, instead of in connection with the 
Clover Leaf at some point, as designated by the shipper. 

The connecting line, however, was put on notice that the 
shipper desired a haul via the Clover Leaf, even though he had 
named an impossible junction, or at least the intermediate line 
should have known that it had received instructions which it 
could not carry out. It could have protected itself by holding 
the shipment and demanding proper routing instruction. It knew 
that the shipper had attempted to route the shipment and we 
think that instead of demanding proper instructions and elect- 
ing to select the remainder of the route itself, it caused the 
error to occur. Had it demanded proper instructions, its de- 
mand could have been transmitted to the shipper and a different 
junction selected. In D. & I. R. R. R. Co. vs. C. P. M. & O,, 
18 I. C. C. 485, the shipper had specified complete routing, the 
initial carrier failed to transmit to connecting line, the latter 
line instead of asking for instructions selected the remainder 
of the route via which the cheapest rate authorized by the bill 
of lading did not apply. The Commission held that it was 
responsible for failure to forward via the cheapest route. The 
claim was filed against the initial carrier and paid by it, and 
it then proceeded in this case against the intermediate con- 
nection, and the Commission held the latter liable because 
it had undertaken to select the route itself and had damaged 
the shipper in so doing. 

If the connecting line in your case had called for instruc- 
tions from the initial carrier, the latter would have been liable 
for any demurrage and reconsigning charges necessary to get 
the car to moving properly. Clark Lumber Co. vs. A. B. & A,, 
102 I. C. C. 252. 

Under the Carmack Amendment to the Interstate Commerce 
Act, however, we believe the shipper can recover from the initial 
carrier, not on the ground of its error, but on the error of its 
agent, the connecting intermediate line, leaving the former to its 
remedy against the latter. Under this statute, a through bill of lad- 
ing calling for delivery on a connecting line means a contract by 
the initial line to transport to destination, its liability to continue 
the same as if it owned one line of railroad from origin to des- 
tination. Missouri R. Co. vs. Harriman, 227 U. S. 657. This 
rule has been held to extend to include damages by reason of 
excessive freight charges caused by misrouting by a connecting 
carrier. Chesapeake R. Co. vs. Ward Lumber Co., 21 Ohio Cir. 
Ct., N. S. 337. 

Reparation on Subsequently Reduced Rates 


Arkansas.—Question: Kindly refer to Leland’s S. W. L. 
110-A, I. C. C. No. 1546, Item No. 1, quoting rate on gum 
veneer less than one-eight inch and over one-sixteenth inch in 
thickness as taking 3% cents over lumber rates. This item 
was later reduced to lumber rates in a supplement to this 
tariff. Will you kindly advise if this reduction was made on 
order of the Interstate Commerce Commission and, if so, are 
shippers entitled to file claim for overcharge on shipments 
moving prior to the reduction, account of unreasonable rates? 
If so, can you quote authority? 

In the same tariff, supplement No. 24, Item 22, which makes 
a reduction of 1% cent from this station to Oshkosh, Wis. Can 
shippers collect overcharges on shipments moving previous to 
the effective date of this supplement, March 10, 1925, if so, will 
they have to file reparation claims? Kindly quote authority. 

Answer: The readjustment of rates on veneer as referred 
to in the first paragraph of your letter is the result of the 
Commission’s decision in National Veneer & Panel Association 
vs. A. & R. R. Co. et al., Docket 12887, 81 I. C. C. 227. Therein 
the Commission prescribed these rates, but in so doing they 
denied complainant’s prayer for reparation. 

In this connection the Commission has repeatedly held that 
a subsequent reduction of a rate is not in and of itself sufficient 
to warrant reparation on shipments moving prior thereto, parti- 
cularly is this true in cases of general readjustments. Parkers- 
burg Rig & Reel vs. M. P., 93 I. C. C. 667, and Hawkeye Fuel 
Co. vs. S. & E. Ry., 93 I. C. C. 157. 

We have not gone into detail as to the reason for the re- 
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duction in the Oshkosh rate but from an examination of 
supplement it seems as though it was made to adjust Foun 
Section violations. See the title page of this supplement 
Whether this is true or the reductions were voluntary is imm, 
terial. See the case of Fowler Commission Co. vs. St. L.-§, 7 
92 I. C. C. 641, wherein it was held “Proof of specific damage ; 
required before reparation may be awarded under Sections ; 
and 3 and the long-and-short-haul clause of Section 4 of the At» 
International Coal Co. Case, 230 U. S. 184; Item Biscuit (p, 
50 I. C. C. 724; 53 I. C. C. 729; Portland Steel Co. case, 265 U. 3 
403, and Pacific Adjustment Co. vs. Director-General, 93 I. C. ¢, 5), 
Feeding or Yardage Charges Resulting From Compliance wit, 
28-Hour Law 

illinois.—Question: Will you kindly advise the provisions 
the law with regard to charges for feeding live stock in transit? | 
know that the law requires that all charges be reasonable, by 
thought possibly there had been some ruling as to what , 
reasonable charge might be. 

Answer: With respect to this question see the Commission; 
report in Streever Lumber Co. vs. C. M. & St. P., 344 1.0¢ 
1 and Pacific Coast Beef & Provision Co. vs. Oregon Shor 
Line R. R. Co., 46 I. C. C. 401. 

As you will observe, the Commission in these cases hold 
that it has no jurisdiction over the question of the reasonable 
ness of feeding or yardage charges which result from a cop. 
pliance with the provisions of the twenty-eight hour law. 























Digest of New Complaints 


No. 17647, Sub. No. 1. Traffic Bureau, Chamber of Commerce, Lynch- 
burg, Va., vs. Charleston & Western Carolina et al. 

Unjust, unreasonable and prejudicial rate on lumber, which 
was also in violation of the aggregate-of-intermediate part of 
the fourth section, from Ellenton, S. C., to Roanoke, Va. Asks for 
just and reasonable rate, and reparation. 

No. ona Gasoline Co., Eastland, Tex., vs. Aberdeen & Rock- 
sh et al. 

Unjust, unreasonable and excessive rates on natural gasoline 
from Eastland to points east of the Illinois-Indiana state line, 
east of the Mississippi, and south of the Ohio. Asks for reason. 
able joint rates and routes and reparation. 

No. ‘eg Wisconsin Steel Co., Chicago, Ill., vs. Chicago & Alton 
et al. 

Unjust and unreasonable rate and charges on a carload of 
bar steel from Irondale, Ill., to Dallas, Tex. Asks for reparation. 

No. 17913. Liberty Cooperage & Lumber Co., Fort Wayne, Ind., vs. 
New York, Chicago & St. Louis et al. 

Unjust, unreasonable, unjustly discriminatory and_ unduly 
prejudicial rate on box shooks or basket tops from Beaumont, 
Tex., to North East, Pa. Asks for reparation. 

No. 17914. Knight-Luttrell Iron Co., Inc., Atlanta, Ga., vs. Seaboard 
Air Line et al. 

Unjust and unreasonable charges, in violation of section 6, 
on four double-loaded cars of electric crane steel girders from 
Pittsburgh, Pa., to Atlanta, Ga. Asks for a cease and desist order, 
and reparation. 

No. 17915. Newsome Feed & Grain Co., Pittsburgh, Pa., vs. Pittsburgh 
& Lake Erie et al. 

Unjust, unreasonable, discriminatory and unduly prejudicial 
charges on a carload of middlings from New Castle, Pa., to Pio- 
neer, O. Asks for reparation. 

No. 17916. The Curtiss Aeroplane & Motor Co., Inc., Garden City, 
N. Y., vs. Pennsylvania et al. 

Unjust, unreasonable and excessive rate on petroleum fuel oil 
— Pettys Island, N. J., to Garden City, N. Y. Asks for rep- 
aration. 

No. 17917. Wall Rope Works, Inc., New York, N. Y., vs. Pennsylvania. 

Unjust, unreasonable and excessive rate on hemp fibre and 
sisal, imported, from Manhattan and Greenville Piers to Beverly, 
N. J. Asks for reparation. 

No. 17918. McCormick Brothers Co., Albany, Ind., vs. Alabama & 
Vicksburg et al. 

Allege failure, and refusal of carriers in Official, Southern and 
Western Classification territories to provide ratings for the 
transportation of interior fittings for kitchen cabinets as unjust, 
unreasonable and in violation of the first section. Asks for 
rating, rates and charges not higher than fourth class, with 4 
minimum of 14,000 pounds, or such other rating, rates and 
charges as the Commission may deem reasonable and just. 

No. 17919. Fosse & Co., Chicago, Ill., vs. Erie et al. 

Rates and charges on fertilizer material from Kenton, 0O., t? 
Meridian and Hattiesburg, Miss., which were unjust and uwl- 
reasonable. Asks for reparation. 

No. 17920. Federated Metals Corp., New York City, vs. Pennsylvania. 

Unjust, unreasonable and unlawful, in violation of the first four 
sections of the interstate commerce law, rates on brass ingots 
pa East Liberty (Pittsburgh), to Elmira, N. Y. Asks for rep- 
aration. 

No. 17921. United Fuel Gas Co., Charleston, W. Va., vs. B. & O. et al. 

Unjust and unreasonable rates on wrought iron pipe from 
points in Ohio and Pennsylvania to destinations in West Virginia. 
Asks for reparation. 

No. y7ee2. Carolina Bagging Co., Henderson, N. C., vs. Seaboard Ait 
ne et al. 

Unjust and unreasonable rate on cotton bale covering from 
Henderson to Galveston and Houston, Tex. Asks for reasonable 
rates, and reparation. 

No. 17923. The Boyle American Potato Co. et al., Wichita, Kans., V§ 
Santa Fe et al. 

Excessive, unjust and unreasonable rates and charges 0 
potatoes from points in Kansas to points in Oklahoma and from 
points in Kansas, Missouri and Oklahoma to destinations in Texas: 
Asks for reasonable rates, and reparation. 

No. 17924. Swift & Co. et al., Chicago, Ill., vs. Santa Fe et al. 

Unjust and unreasonable rates and charges for the bedding 
of live stock, which were also in violation of the sixth section, 
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NickeL Ware Roap 


Is an Important Unit of the Great Transportation System of the 

United States, Serving Directly the vast Producing, Manufactur- 

ing and Distributing Section east of the Mississippi River 
between the Ohio River and Great Lakes. It maintains 


Fast Freight Schedules 
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Clover Leaf District 
Toledo, Ohio 
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from and to points of origin and destination specified in the com- 
plaint. Ask for reparation. 

No. 17925. A. J. Doughty and J. C. Jones, Wilmington, N. C., and New 
York City, vs. Atlantic Coast Lines et al. 

Excessive and unreasonable charges for ice at Potomac Yards 
on shipments of vegetables from Wilmington and Rocky Point, 
N. C., consigned to Potomac Yards and diverted to Philadelphia. 
Asks for a cease and desist order, and reparation. 

No. 17926. Bluefield Hardware Co. et al., Bluefield, W. Va., vs. B. 
& O. et al. 

Unjust, unreasonable, unjustly discriminatory and unduly _pre- 
judicial rates on iron and steel articles, carloads and less-than- 
carloads, from points in Ohio, Pennsylvania and West Virginia 
to Bluefield, also unduly preferential of Charleston and Hunting- 
ton, W. Va., Roanoke and Lynchburg, Va., and dealers located at 
those points. Asks for reasonable rates, and reparation. 

No. vo J. G. Curtis Leather Co., Ludlow, Pa., vs. Pennsylvania 
et al. 

Unjust, unreasonable and illegal charges on quebracho tanning 
extract, dry, packed in bags, carloads, from New York harbor 
lighterage, New York, via Greenville and Manhattan Piers, N. J., 
and from Hoboken and Jersey City, to Ludlow, Pa. Asks for 
just and reasonable rates and reparation. 

No. 17928. Alberts Bros. Milling Co., San Francisco, Calif., vs. Santa 
Fe et al. 

Alleges failure of carriers to refund charges on a carload of 
oats from Porum, Okla., to McCloud, Calif., transited at Oak- 
land, Calif., resulted in damage to it. Asks for reparation. 

No. 17929. White Eagle Oil & Refining Co., Kansas City, Mo., vs. 
Santa Fe et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential rates, also alleged to be in violation of the aggregate-of- 
intermediates part of the fourth section, on fourteen tank car- 
loads of lubricating oil from Galena, Port Arthur and West Port 
Arthur to Topeka, Kans. Asks for reasonable rates, and repara- 
tion. 

No. 17930. United Verde Copper Co. et al., Clarksdale and Jerome, 
Ariz., vs. Santa Fe et al. 

Unjust, unreasonable, unjustly discriminatory, unduly prejudicial 
and preferential rates on coal, including slack coal, from Gallup, 
Carthage, Clark, and points grouped therewith, and/or taking 
the same rates, to Clarksdale. Asks for just and reasonable rates, 
and reparation. 
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No. oo. The Weir Smelting Co., Pittsburgh, Kans., vs. Santa j 
e 


Unjust, unreasonable, unduly prejudicial and preferential rates 
and charges on seven carloads of zinc ore from Henryetta, Okla 
to Caney, Kans.; also alleged to violate the long-and-short-hayj 
part of the fourth section. Asks for reparation. 

No. 17932. Amicon Fruit Co., Bluefield and Williamson, W. Va., et a) 
vs. Alabama & Vicksburg et al. ” 

Unjust, unreasonable, unjustly discriminatory and unduly pre. 
erential and unduly prejudicial rates, also alleged to violate the 
long-and-short-haul part of Section 4, on bananas from Mobil 
and New Orleans, to points in West Virginia, including Blue. 
field. Asks for just and reasonable rates, and reparation. 

No. 17933. William Schuderberg-T. J. Kurdle Co., Baltimore, Md., ys 
B. & O. et al. ? 

Unjust and unreasonable rates, in violation of section 4 as wel] 
on fresh meats, cured meats and packing house products, jp 
straight or mixed carloads, from Baltimore to Roanoke, Va. Asks 
for just and reasonable rates, and reparation estimated at $5,000, 

No. 17934. Transcontinental Oil Co., Tulsa, Okla., vs. Central Raij- 
road Company of New Jersey et al. 

Unjust, unreasonable and unduly prejudicial rate on petroleum 
products from Bayonne, N. J., to Fresh Pond, N. Y. Asks for 
reparation. 


No. 17935. Holt Company of Texas, Dallas, Tex., vs. Southern Pa- 
cific et al. 


Unjust and unreasonable rates on tractors from Stockton, Calif 
to Dallas, Tex. Asks for reparation. 4 

No. 17936. In re Refrigeration Charges on Fruits, Vegetables, Ber- 
ries and Melons from the South. 

This is an investigation instituted by the Commission concerp- 
ing the justness and reasonableness and lawfulness of charges of 
railroads operating in Southern Classification and Official Clagsi- 
fication territories, applicable to the protection against heat of 
perishable freight. 


No. 17546, Sub. No. 1. T. G. Schrader & Sons Marble & Granite Co, 
et al., St. Louis, Mo., vs. B. & O. et al ° 
Unjust, unlawful, excessive and unreasonable rates and 
charges on building stone from New York City to St. Louis, 
the allegation being that there were overcharges on the ship- 
ments in question in violation of section 6. Asks for reparation, 





Docket 


Note. items in the Docket marked with an asterisk (*) are new, 


having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


February 8—Washington, D. C.—Examiner Harraman: 
* 1, & S. No. 2580—Cotton linters and cottonseed hull fibre and shay- 


ings from, to and between southern points. 


February 8—Washington, D, C.—Examiner Folson: 
Valuation No. 614—In re tentative valuation of the property of the 
Texas & Mexican Ry. Co. 


Valuation No. 558—In re tentative valuation of the property of the 
Beaver Valley R. R. Co. 

February 8—Washington, D. C.—Examiner Davis: 

* Finance No. 5297—Application of Boston & Maine R. R. and Ca- 
nadian Pacific Ry. Co. for authority to the Canadian Pacific Ry. 
Co. to acquire control, by lease, of a line of railroad extending 
from Wells River to the International Boundary in Derby, Vt. 

February 10—Washington, D. C.—Examiner Brinkley: 

Valuation No. 12—In re tentative valuation of the property of Mis- 
souri Southern R. R. Co. 

February 10—Washington, D. C.—Examiner Johnston: 

Valuation No. 465—In re tentative valuation of the property of 
Asherton & Gulf Ry. Co. 

February 10—Washington, D. C.—Examiner Macomber: 

Valuation No. 617—In re tentative valuation of the property of the 
Roanoke River Ry. Co. 
February 10—Argument at Washington, D. 


. Cis 
15245—Anderson Taylor Co. et al. vs. Santa Fe, Director-General, 
as agent, et al. 


16230—Ogden Grain Exchange vs. Ariz. Eastern R. R. et al. 
February 11—Argument at Washington, D. C.: 

13158—Nelson Fuel Co. et al. vs. C. & O. Ry. et al. 

15362—Jacob E. Decker & Sons et al. vs. C. R. lL. & P. Ry. et al. 

February 12—Houston, Tex.—Examiner Disque: 

* Fourth Section Application No. 12769—Filed by F. A. Leland—In re 
rates on fertilizer and fertilizer compounds from Texas to points 
in Louisiana. 

sew! 12—Roanoke, Va. —Examiner Fuller: 

* 1. & S. No. 2586—Tin cans from Virginia to Louisville and Nash- 

ville R. R. stations in Alabama and Florida. 

February 13—Dallas, Tex.—Examiner Disque: 

* Fourth Section Application No. 12761—Filed by F. A. Leland—In 
re rates on chatts, gravel, rock, sand, etc., from points in Texas 
to points in Oklahoma. 

February 15—Forth Worth, Texas—Examiner Disque: 

*1. & S. No. 2592—Cotton linters and cotton seed hull fibre or 
shavings from the southwest to Interstate destinations, 

February 15—St. Paul, Minn.—Railroad and Warehouse Commission 
of Minnesota: 

* Finance No. 5176—Application H. E. Byram, Mark W. Potter and 
Edward J. Brundage, receivers of Chicago, Milwaukee & St. Paul 
Ry. Co., for authority to construct an extension of a line of 
railroad in Freeborn County, Minn. 

February 15—Mobile, Ala.—Alabama Public Service Commission: 

* Finance No. 5179—Application Gulf Ports Terminal Ry. Co. for 
authority to abandon a portion of its railroad. 

February 15—Washington, D. C.—Examiner Haley: 

Finance No. 3615—Excess Income of the Ashland Coal & Iron Ry. Co. 

"e088 15—Argument at Washington, D. C.: 


—_ and Sub. No. 1)—Armour & Co. et al. vs. C. M. & St. P. Ry. 
et al. 


of the Commission 


aceite a , 


15824—The Grand Forks Commercial Club vs. C. & N. W. Ry. et al. 

15823—Duluth Chamber of Commerce vs. C. & N. W. Ry. et al. 
February 15—Washington, D. C.—Examiner Harraman: 

17837—City of Oswego, N. Y., vs. B. & O. R. R. et al. 


February 15—Washington, D. C.—Examiner Mullen: 
* No. 9200—Railway Mail Pay. 


February 15—Atlanta, Ga.—Commissioner Lewis: 
= on chert, clay, sand and gravel within the state of 


eorgia. 
1. & S. No. 2470—Sand, gravel and slag from Alabama and Tennes- 
see to points in Georgia. 


17699 (and Sub. No. 1)—Roquemore Gravel Co. et al. vs. A. B. & A. 


y. et al. 

17689—-Roquemore Gravel Co. et al. vs. A. B. & A. Ry., B. L. Bugg, 
receiver, et al. 

17763—Roquemore Gravel Co. et al. vs. A. B. & A. Ry. et al. 

i. pa ge Sub. No. 1)—Dixie Sand & Gravel Co. vs. A. B. & A 

February 15—Washington, D. C.—Examiner Rasch: 

Valuation No. 633—In re tentative valuation of the property of the 
San Antonio & Aransas Pass Ry Co. 

February 16—Argument at Washington, D. C.: 

16877—M. L. Rawlings vs. C. B. & Q. R. R. Co. 

16184—R. C. Jackson & O. E. Jackman, co-partners trading under 
the name of Bowersock Mills & Power Co. vs. Santa Fe et al. 
16421—Consolidated Water Power & Paper Company et al. vs, Can. 

Nat’l Rys. et al. 

February 17—Washington, D. C.—Examiner Brown: 

* Finance No. 4970—Application Murfreesboro-Nashville Southwestern 
R. R. Co. for a certificate of public convenience and necessity. 

February 17—Washington, D. C.—Examiner Conway: 

Valuation No. 164—In re tentative valuation of the property of 
Charleston & Western Carolina Railway Company. 

February 17—Washington, D. C.—Examiner Harraman: 

17427—The American Sugar Refining Co. vs. A. C. L. R. R. et al. 

February 17—Washington, D. C.—Examiner Davis: 

* Finance No. 5294—Application Utah Ry. Co. for authority to acquire 
— of the National Coal Ry. Co. by purchase of stock and by 
ease. 

February 17—Argument at Washington, D. C.: 

1 —The Harbauer Co. vs. A. A. R. R. et al. 

15575—Old Ben Coal Corp. vs. C. C. C. & St. L. Ry. et al. 

16832—The J. I. Hollingshead Co. vs. A. A. R. R. et al. 

February 18—Washington, D. C.—Examiner Brinkley: 

* Valuation No. 192—In re tentative valuations of the properties of 
the New York, Ontario and Western Ry. Co. et al. 

February 18—Washington, D. C.—Examiner Boles and Molster: 

Finance No. 4807—Application of Detroit & Ironton R. R. Co. for 
a certificate of public convenience and necessity authorizing the 
acquisition and operation of the railroad of the Detroit, Toledo 
& Ironton R. R. Co., including the Toledo-Detroit R. R. 

Finance No. 5149—Application of Detroit & Ironton R. R. Co. for 
authority to acquire control of the Detroit, Toledo & Ironton 
R. R. Co. and the Toledo-Detroit R. R. Co. by purchase of capital 
stock. 

Finance No. 5150—Application of Detroit & Ironton R. R. Co. for 
= to issue certain securities and to assume certain obliga- 
tions. 

February 18—Argument at Washington, D. C.: 

12950—Atlas Portland Cement Co. vs. Director-General, as agent, 

16908—Manufacturers’ Traffic Bureau et al. vs. Belt Ry. Co. of 
Coleage et al. 

17060—The Frohman Chemical Co. vs. B. & O. R. R. et al. 
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SOUTHSIDE WAREHOUSES, 5801-5967 W. 65th St., Chicago—In the Clearing Industrial District 


When in the Market for LOFT SP ACE 


Consult Us. Our plan may mean both a saving and important advantage. You can rent space for a 
short period of time and only a minimum amount. In your busy season you can store surplus of raw 
or manufactured products by the package. We issue negotiable receipts for use as collateral. 

All our buildings are strictly modern with insurance rates as low as 12c and enjoying the very best 
C. L. and L. C. L. railroad facilities at 
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BROKERS WAREHOUSE ’ “ Commission Ps SECURITY WAREHOUSE 

1100-1108 Union Avenue, Kansas City Brokers 1405-1413 St. Louis Ave., Kansas City 
in the Central Industrial District in the Central Industrial District 
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February 18—Washington, D. C.—Examiner Gray: 

Valuation No. 643—In re tentative valuation of the property of the 
Toledo, Angola & Western Ry. Co. 

February 18—Washington, D. C.—Examiner Boyden: 

Valuation No. 246—In re tentative valuation of the property of the 
Central Vermont Ry. Co., Bethel Granite Ry. Co., New London 
Northern R. R. Co. and West River R. R. Co. 

Februa 19—Ft. Worth, Texas—Examiner Koch: 

1. & %. No. 2567—Fresh meats and packing house products from 
Denver, Colo., Group to Texas points. 

February 19—Argument at Washington, D. C.: * 
15428—Iola Cement Mills Traffic Assn. et al. vs. A. V. I. Ry. et al. 
- Colorado Portland Cement Co. et al. vs. A. V. I. Ry. 

et al. 

15744—Nebraska Cement Co. vs. A. V. I. Ry. et al. 

15727—Oklahoma Portland Cement Co. vs. A. V. I. Ry. et al. 

12578—Iola Cement Mills Traffic Assn. et al. vs. Director-General, 
as agent, Santa Fe et al. 

February 23—Pine Bluff, Ark.—Examiner Disque: 

* 1, & §. No. 2583—Cotton fabrics from Monticello, Ark., to Atlantic 

Ports. 

February 23—Washington, D. C.—Examiner_ Harriman: 
17520—Clinchfield Coal Corp. vs. C. C. & O. Ry. et al. 

February ee ton, D. C.—Examiner Way: 

Valuation No. 639—In re tentative valuation of the property of the 
Manufacturers’ Ry. Co. (of St. Louis). 


February 23—Washington, D. C.—Examiner Conway: 

Valuation No. 658—In re tentative valuation of the property of the 
Minneapolis, Red Lake and Manitoba Ry. Co. 
February 23—Argument at Washington, D. C.: 
15886 (and Sub. No. 1)—The Barrett Co. vs. Santa Fe et al. 
16343—E. I. Du Pont De Nemours & Co. vs. H. & B. V. Ry. et al. 
February 23—Olympia, Wash.—Department of Public Works: 
Finance No, 5182—Joint application of_Northern Pacific Ry. Co., 
Great Northern Ry. Co., and Oregon-Washington R. R. & Navi- 
gation Co., for authority to operate over the Longview, Portland 
& Northern Ry. between Olequa and Longview Jct., Wash. 

February 23—Washington, D. C.—Examiner Boles: i 

* Finance No. 5273—Joint application of Southern Pacific Co. and 
Texas & New Orleans R. R. Co. for authority to acquire control 
of the Dayton-Goose Creek Ry. Co. by purchase of stock and by 
lease. 

February 24—Washington, D. C.—Examiner Brown: 

* Finance No. 5002—Application West Pittston-Exeter R. R. Co. for 
authority to construct a short line of railroad in Luzerne County, 
Pa. 

February 24—Washington, D. C.—Examiner Potter: 

* Valuation No. 95—In re tentative valuation of the property of the 
Intermountain Ry. Co. 


February 24—Washington, D. C.—Examiner Hendon: 
Valuation No. 644—In re tentative valuation of the property of the 
Rio Grande and Eagle Pass Ry. Co. 
February 24—Argument at Washington, D. C.: 
11203—Standard Paint Co. et al. vs. Director-General, as agent, 
A. & VV. By. et al. 
13869 (and Sub.| No. 1)—Certain-teed Products Corp. vs. Sou. Ry. 
t 


et al. J 
sa apnea Cement & Supply Co. et al. vs. A. & W. P. R. R. 
a 


& 3 
14101—Birmingham Traffic Bureau vs. A. G. S. R. R. et al. 
14360—Allen & Jemison Co. et al. vs. A. G. S. R. R. et al. 

February 24—Washington, D. C.—Examiner Harraman: 

17462—Handy Chocolate Company vs. B. & O. R. R. et al. 
17743—Association of Cocoa and Chocolate Manufacturers of the 
United States vs. A. & V. Ry. et al. 
February 25—New York, N. Y.—Commissioner Cox: 
16923—Port of New York Authority vs. Santa Fe et al. 

* 14490—In the matter of efficient, economical and joint use of 
terminals of common carriers in the Port of New York district 
and the cost to carriers of operating the terminals in performing 
common-carrier services. 

February 25—Argument at Washington, D. C.: 

Valuation No. 529—In re tentative valuation of the property of the 
Pittsburgh, Lisbon and Western R. R. Co. 

February 25—Washington, D. C.—Examiner Macomber: 

Valuation No. 648—In re tentative valuation of the property of the 
East Broad Top R. R. and Coal Co. 

February 26—Argument at Washington, D. C.: 

Finance No. 3284—In the matter of the application of J. L. Lan- 
caster and C. L. Wallace, as Receivers of the Texts & Pacific 
Ry. Co., for a certificate of public convenience and necessity 


authorizing the abandonment and dismantling of the Midland & 
Northwestern Ry. 


February 26—Kansas City, Mo.—Examiner Disque: 

* Fourth Section Application No. 1867—Filed by W. H. Hosmer—In re 
rates on commodities between Memphis, Tenn., and points taking 
same rates, on one hand, and points in Missouri, Kansas, Ark- 
ansas, Colorado, and Nebraska, on the other. 

February 27—Washington, D. C.—Examiner Johnston: 

Valuation No. 567—In re tentative valuation of the property of the 
Texas State R. R.. 

March 1—Washington, D. C.—Examiner Folsom: 

Valuation No. 363—In re tentative valuation of the properties of 
Chicago Great Western R. R. et al. 


March 1—San Francisco, Calif., Special Examiner John E. Aitchison: 
be ge — Butter, Egg, Cheese & Poultry Assn. vs. Sou. 
ac. Ry. et al. 


Fourth Section Application No. 11428. 
March 1—Kansas City, Mo.—Examiner Disque: 
* 1. & S. No. 2582—Combination rule on sand, gravel and stone be- 
tween Western Trunk Line points. 
* 1. & S. No. 2582 (ist supplemental order)—Combination rule on 
sand, gravel and stone between Western Trunk Line points. 
March 1—Washington, D. C.—Examiner Fowler: 
Valuation No. 665—In re tentative valuation of the property of the 
Great Western Ry. Co. 
March 2—Kansas City, Mo.—Examiner Disque: 
* 1. & S. No. 2593—Combination rule on sand between points in 
Kansas, Missouri and Oklahoma. 
March 2—Oklahoma City, 


Okla.—Corporation Commission of Okla- 
homa: 
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* Finance No. 4726 (and Sub. No. 1)—Application, Choctaw, Okia. 
homa & Gulf R. R. Co. for a certificate of public convenience ang 
necessity. 

March 2—Washington, D. C.—Examiner Roberts: 

Valuation No. 660—In re tentative of the property of the Colorag 
and Southeastern R. R. Co. 

larch 2—Washington, D. C.—Examiner Potter: 

Valuation No. 651—In re tentative valuation of the property of th. 
Marianna & Blountstown R. R. Co. 

March 3—Argument at Washington, D. C.: 

* Finance No. 4755—Acquisition of control of the A. & V. Ry. and 
V. S. & P. Ry. by the Y. & M. V. R. R. and guaranty by the 
Illinois Central R. R. 

March 3—Washington, D. C.—Examiner Walsh: 

Valuation No. 661—In_re tentative valuation of the property of the 
Garyville Northern R. R. Co. 


March 4—Argument at Washington, D. C.: 

9966—Hudson Mule Co. et al. vs. L. & N. R. R. et al. 

9967—Hudson Mule Co. et al. vs. L. & N. R. R. et al. 

Portions Fourth Section Application No. 1952 of L. & N. R. R. Co, 

10090—Hudson Mule Co. et al. vs. N. C. & St. L. Ry. et al. 

Portions Fourth Section Application Nos. 458 of N. C. & St. L, 
Ry. and 1952 of L. & N. R. R 

10469—Hudson Mule Co, et al. 

Fe Ry. et al. 

& S. No. 1563—Live stock to, from and between points in the 

southeast. 


March 4—Burlington, la.—Examiner Disque: 
* - = S. No. 2564—Lumber, Burlington and Fort Madison, Iowa, to 
inois. 


March 5—Argument at Washington, D. C.: 

* Valuation No. 367—In re tentative valuation of the properties of 
the N. C. & St. L. Ry. et al. 

* Valuation No. 328—In re tentative valuations of the properties of 
the Delaware and Hudson Co., The Albany and Susquehanna R, 
R. Co., The Rensellaer and Saratoga R. R. Co., Albany and Ver- 
mont R. R. Co., Rutland and Whithall R. R. Co., Saratoga and 
Schenectady R. R. Co., Northern Coal and Iron Co., The Ticond- 
eroga R. R. Co., the Chateaugay and Lake Placid Ry. Co., and 
the Plattsburgh and Dannemora R. R. 

* Valuation No. 296—In re tentative valuation of the properties of 
the Cooperstown and Charlotte Valley R. R. Co. and the Coopers. 
town & Susquehanna Valley R. R. 

* Valuation No. 331—In re tentative valuation of the property of the 
Wilkes-Barre Connecting R. R. 

* Valuation No. 199—In re tentative valuation of the property of the 
Greenwich and Johnsonville Ry. 

March 5—Des Moines, Ia.—Examiner Disque: 

* 1. & S. No. 2558—Grain and grain products from Missouri River 
points and Des Moines, Ia., to Arkansas, Missouri and Kansas. 

March 8—Washington, D. C.—Examiner Walter: 

Valuation No. 654—In re tentative valuation of the property of the 
Gulf & Northern Ry. Co. 

March 8—St. Paul, Minn.—Examiner Disque: 

* Fourth Section Application No. 12731 et al.—Filed by C. M. & St. P. 
Ry.—In re class rates to and from Wahpeton, Fairmont, Wimble- 
don, N. D., Graceville and Appleton, Minn. 

March 8—Washington, D. C.—Examiner Folsom: 

Valuation No. 668—In re tentative valuation of the property of the 
Wyandotte Terminal R. R. Co. 

March 8—Washington, D. C.—Examiner Johnston: 

Valuation No. 667—In re tentative valuation of the property of the 
Atlantic, Waycross & Northern R. R. Co. 

March 9—St. Paul, Minn.—Examiner Disque: 

* Finance No. 5134—Application Minnesota Western R. R. Co. for au- 
thority to extend its line from Lake Lillian to Dawson, Minn. 

March 10—Argument at Washington, D. C.: 

* 12481—E. J. Heinz Co. vs. Director-General, as agent, and Pennsyl- 
vania R. R. Co. 

* 16697—The Chicago, Rock Island and Pacific Ry. Co. et al. vs. B. 
& O. R. R. et al. 

March 11—Argument at Washington, D. C.: 

* 15543—Turpentine & Rosin Producers’ Assn. vs. A. & V. Ry. et al. 


* |. & S. No. 2574—Newsprint paper from eastern Canada to points 
in Tennessee. 


* 16573—Alumina Shale Brick Co. et al. vs. B. & O. R. R. et al. 

* Fourth Section Application 12169 of B. R. & P. Ry. and portions 
of Fourth Section Application Nos. 1787 of Erie R. R., and 1625, 
1774, 1776 and 1775 of C. C. McCain. 

March 12—Argument at Washington, D. C.: 

* 16123—The Canyon Coal & Coke Co. et al. vs. B. & O. R. R. et al. 

* 16322—Nebraska State Railway Commission vs. Santa Fe Ry et al. 

* 16612—The Superior Traffic Assn. vs. Santa Fe Ry. et al. 

March 12—Duluth, Minn.—Examiner Disque: 

* 1. & S. No. 2584—Petroleum from St. Paul and Duluth, Minn., to 
Port Arthur, Ont., Canada and related points. 

March 13—Argument at Washington, D. C.: 

* 16138—Indiana State Chamber of Commerte vs. Ann Arbor R, R. 


* ese wee 


% 


vs. Director General, as agent, Santa 
+ {, 


et al. 
* 15490—Alan Wood Iron and Steel Company et al. vs. Pennsylvania 
R. R. et al. 
March 13—Duluth, Minn.—Examiner Disque: 
* 1. & S. No. 2594—Combination rule on sand, gravel and stone 
from Minnesota to Minnesota and Wisconsin points. 
March 15—Argument at Washington, D. C.: 
* 16250—Indiana State Chamber of Commerce vs. B. & O. R. R. et al. 
* 16296—Terre Haute Chamber of Commerce vs. B. & O. Chicago 
Terminal R. R. et al. 
March 15—Chicago, Ill.—Examiner Disque: 
* 1. & S. No. 2568—Absorption switching charges at Laona, Wis. 
March 15—Washington, D. C.—Examiner Boyden: 
Valuation No. 370—In re tentative valuation of the property of 
M. St. P. & S. S. M. Ry. Co. 
' Valuation No. 406—In re tentative valuation of the property of Wis- 
consin Central Ry. Co. et al. 
' Valuation No. 326—In re tentative valuation of the property of Wis- 
consin & Northern R. R. Co. 
Valuation No. 542—In re tentative valuation of the property of the 
Minnesota Northwestern Electric Ry. Co. 
March 15—Washington, D. C.—Examiner Conway: 
Valuation No. 666—In re tentative valuation of the property of 
Dayton-Goose Creek Ry. Co. 
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SPEED—During the past year the Great Northern Railway has expended over 
twenty million dollars in the maintenance and improvement of its roadbed 
and other millions were spent in adding new locomotives, the largest of their 
class ever built, and new freight cars so that it could give more rapid service 
than ever between St. Paul-Minneapolis and the cities of the Pacific North- 
west. 


SAFETY—A good part of this money was spent for new, heavy, 130-pound steel rails, 
which were laid wherever extra strength was needed—for the construction of 
heavy steel and concrete bridges on the main line—for the latest type of 
automatic block signals—and for every class of equipment and safety appli- 
ance that would help make this the safest line in the Northwest. 


SERVICE—Daily through Fast Freight Trains hauled by the most modern locomotives 
—through Merchandise Cars without transfer from Chicago, St. Louis, St. 
Paul, Minneapolis, Minnesota Transfer, Duluth and Superior to all impor- 
tant points in the Northwest—connection with steamship lines to all points on 
the Pacific Coast and the Orient—and a trained personnel of traffic experts 
provide exceptional service for any and every line of business. 


Call on or telephone any Great Northern representative. 
He will be glad to furnish you with information regard- 
ing any phase of freight shipments—or write 


ST. PAUL, MINN. 
G. H. Smitton, Freight Traffic Manager 


A. J. DICKINSON 


Passenger Traffic Manager 


HELENA, MONT. SEATTLE, WASH. 
J. F. Pewters, Assistant General M. J. Costello 
Freight and Passenger Agent Western Traffic Manager 


Great Northern Railway 


Route of the New Oriental Limited 


Finest Train to the Pacific Northwest--No Extra Fare 
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FREE—Booklet explaining L M S unusual 
Warehousing Plan mailed free on request 
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Warehouse Storage 


at unusual saving 


Here’s real news! Storage rates in Britain from 
one-half to one-seventh of current American rates 


You can save money right Recentlya prominent American 
now on shipments to Britain Exporter sold merchandise to 
by using the new LM Sstor- a British customer for future 
age service. The LMSowns delivery. He shipped directly 
and operates 350 storage to the LMS warehouse in 
warehouses at itsterminalsin buyer’s home town in England 
practically every important where it was held at a mere 
industrial centre throughout fraction of cost which same 
Britain. Storage capacity storage would be anywhere in 
exceeds 100,000,000 feet! the United States. Delivery of 
Direct rail connections be- the merchandise was given to 
tween warehouses. buyer by special L M S motor 


The LM S is the only British ‘tuck service on exact delivery 
Railroad serving with its own date. 

lines all major British ports. All In addition to the example quoted 
merchandise is delivered right authentic bulletins will be published 
through to store door with its own from time to time demonstrating how 
teams and trucks. 1,300 motor L M S Service assists American 
trucks and I0,000 teams con- business. Watch for the next ex- 
tinuously employed. ample—it will pay you! 


LONDON MIDLAND & SCOTTISH 


RIATFL WAY of GREAT BRUTAIN 
THOMAS A. MOFFET 
Freight Trafic Manager in America 
OnE Broapway, New York CIty 


THE ONLY BRITISH RAILROAD WITH AN ACTIVE FREIGHT DEPARTMENT IN AMERICA 
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International Trucks Are 
Popular with the Railroads 


HE railroads of this continent are the 

world’s greatest railroads and surely they 
know transportation. Their opinion of any 
truck should be a good indication of that 
truck’s worth — good advice to follow! 

These great railways buy hauling units 
on a cold dollars-and- 


And not only the railroads, but the lead- 
ing express companies of the United States 
and Canada, working hand-in-hand with the 
railroads, use International Trucks. 

Read over this list of names and you 
will realize that here is evidence of con- 





cents basis per ton-mile 


they buy Internationals. 
Seeking operating econo- 
my and truck stamina 
that lasts for years, they 
rely on _ Internationals. 


Missouri,Kansas & Texas 
Pennsylvania System 
New York Central Lines 
Southern Pacific 
Minneapolis & St. Louis 
Elgin, Joliet & Eastern 
Illinois Central 





These railroads own International Automotive 


| 
. . | Equipment—Trucks, Coaches, Industrial Tractors 
of service delivered, and Chicago, Milwaukee & St. Paul 
Chicago, Burlington & Quincy 
Atchison, Topeka & Santa Fe 


Soo Line Monon Route 


fidence in International 
Automotive Equipment 
thoroughly in keeping 
with the confidence 
commanded by other 
products of the Harvester 
Company for almost a 
hundred years. 


Canadian National 
Baltimore & Ohio 
Norfolk & Western 

St. Louis, Southwestern 
Union Pacific 

Nickel Plate Road 
Chicago & Northwestern 
Canadian Pacific 

Great Northern 





INTERNATIONAL HARVESTER COMPANY 


OF AMERICA 


606 So. Michigan Ave. 


(INCORPORATED) 


CHICAGO, ILL. 


——— a 


The International line includes a Speed Truck for 2,000-pound loads; Heavy-Duty 
Trucks ranging from 3,000 to 10,000 pounds, maximum capacities. It includes also 
high-grade Industrial Tractors for general commercial, industrial and municipal work, 
and Motor Coaches for all requirements. See illustrations below. International has the 
largest Company-owned truck service organization in the world—112 branches in 
this country alone—the farther you go from one the nearer you get to another. 








» Not February 18, 1926 THE TRAFFIC WORLD 


“Traffic Service” 


Advisory Service on I. C. C. Procedure 
and the Law of Carriers 

Freight Bills Audited 

Interstate Commerce Cases handled 

Loss and Damage Claims handled 

Rates Quoted 

Rate Statements compiled 

Traffic Statistics compiled 

Washington Representation 


Interstate Traffic Company 


Transportation Building 
Washington, D. C. 
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Bakersfield, California 


Bakersfield, a modern city of more than 20,000 inhabitants lying among 
high mountains at the southern end of the San Joaquin Valley, is the county 
seat of Kern County and the petroleum capital of California. 


In 1924, Kern County produced 61,791,147 barrels of oil, or approximately 
nine per cent of the nation’s output; fifteen refineries in the county have an 
average annual production valued at $12,240,000. Within the county and con- 
necting it with Los Angeles and San Francisco, 600 miles of pipe lines handle 
daily 121,000 barrels of oil and 66,000 cubic feet of gas. 


Within a fifty mile radius of Bakersfield are to be found magnesite, gypsite, 
tungsten, antimony, lime and limestone, borax, potash, clay and other important 
raw materials utilized by manufacturing plants established in the city. 


Livestock, one of the county’s fundamental industries, is growing steadily 
in importance. Since 1909 sheep have increased six fold, with corresponding 
gains in beef and dairy stock. Today Kern County has 167,000 sheep, 137,000 
beef and dairy cattle and 35,000 hogs. 


Climatic conditions are especially favorable for raisin culture. Citrus and 
other fruits do well, cotton is increasingly profitable and garden truck thrives 
throughout the county. Irrigation controls production of crops and is obtained 
both by pumping and by gravity flow. 


Fine schools, public parks, swimming pools and playgrounds, distinctive 
public buildings, beautiful vistas, well paved roads to nearby mountain resorts, 
together with every facility for recreation, amusement and contentment make 
Bakersfield a desirable and beautiful home city. 
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For Information 
Write, telegraph or ‘phone 
*‘General Agent, Southern Pacific Lines’’ ® 
—The Postman Knows Him 


Healy Building 
Unien Trust Building 
1930H YedzW 
HVdONOL ® 
392138 439 UNION PI-ZIE 
sino ‘Ls @ 


@ ATLANTA 
@ BALTIMORE 


SOUTHERN Paciric LINEs 





